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ORDER OF APPOINTMENT 


(Extracts from the Minutes of Proceedings of the Senate for March 30, 1988) 


Resolved, —That a Committee of the Senate be appointed to enquire into > 
report upon the best means of relieving the country from its extremely 
rious railway condition and financial burden consequent thereto, with power 
‘send for persons, papers and records, and that bis said Committee consist of 
enty Senators. 


_ Ordered that the said Special Committee be composed of the Honourable 
ators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
aham, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, 
nt, Robinson, Sharpe and Sinclair. 
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MINUTES OF EVIDENCE 


THE SENATE, 


Wepnespay, April 6, 1938. 


The Special Committee appointed to inquire into and report upon the best 
s of relieving the country from its extremely serious railway condition and 
ial burden consequent thereto, met this day at 11 a.m. 

‘he CurrK of the Commirrez: Honourable senators, the first order of 
ess is the appointment of a Chairman of this committee. 
‘Hon. Mr. Haic: I have much pleasure in nominating the Right Honourable 

eorge P. Graham. 

The Crerx of the Committee: Is it your pleasure to adopt the motion? 
on. Mr. DanpuraAnp: I had in mind suggesting a joint chairmanship. I 
Ited my friend Senator Meighen, and he thought we should appoint Senator 
ubien and Senator Graham. T have also been thinking of Senator Black. 

fon. Mr. Buacx: I have much pleasure in nominating Senator Beaubien as 
Chairman with Senator Graham. 

‘he motion, as amended, was agreed to. 

‘on. Mr. DanpurAND: I have another suggestion to make. It is that Mr. 
, who has been released as joint Secretary of the Duff Commission, and 
y has a fund of knowledge of railway matters, should be joint Secretary with 
inds. I think we should arrange to have him devote some time to giving 
hairmen and this Committee the main information which we need. I 
[move that Mr. Yates and Mr. Hinds be appointed joint Secretaries. 

‘ight Hon. Mr. Meicuen: Carried. I had not heard of it before, but I 
that is all right. 

fon. Mr. Danpuranp: I have another proposal. We shall have to test 
eration as we have it under the Act of 1932-33, what it has done, what it 
making and what it can effect, and then we shall have to test the formula 
ified management, which is Sir "Edward Beatty’s pet child. I expect we 
have a number of gentlemen come here before us, and I admit that I am 
eady to start testing their statements and bringing out facts. You will 
e that I have not the time to do that, and I doubt very much if Senator 
en has. I mentioned to him last evening my thought that we should have 
dy who will bring out the facts, as we want them brought out, concerning 
o matters. I had the names of a number of counsel, and I came upon one 
nds high in the community and at the Bar, one whom we know, a gentle- 
vho lives here, Colonel Biggar—it seemed to me he would be a good one to 
ent us, so that we might not all step in and put questions in a haphazard 
olonel Biggar would test all statements made, and bring out facts. I 
be glad to have your opinions on that suggestion. 

ht Hon. Mr. MricHen: I have not spoken to our own Law Clerk, Mr. 
or, and I have a little hesitation in mentioning his name because of ‘that, 
as occurred to me since Senator Dandurand came in that possibly Mr. 
or could do this work and save us a great deal of additional expense. 
is no abler counsel, as we all agree. I have a very high opinion of 
Biggar as counsel, but if it were possible for Mr. O’Connor to do the 
1b ould be thoroughly pari eciery, to me, and I am sure it would be to the 
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Hon. Mr. DanpurAND: I confess that I did not think of ! 
much as he has considerable work and if he were appointed 
Committee we shoud have to expect him to give preference to » 
And in looking around for someone else I thought of Colonel Bigga 
a very high esteem among honourable members and at the Bar. pili 
to ask Mr. O’Connor to act is one about which we should have to confer 

Mr. W. F. O’Connor, K.C.: If I may speak now I would say that I s 
much prefer not to be appointed as counsel, because if I were I could not gi 
usual attention to other business of the Senate. But I should not refu 
appointed and if I could be released from responsibility as to other a 
welcome any opportunity to serve the Committee, but I really do not 
appointment would be advisable, if other business of the Senate is to 
as it should be. Hie 

Hon. Mr. Buacx: Mr. Chairman, I would make a suggestion. I 
that since we are not going to get down to business until after th 
adjournment, the Committee should authorize engagement of coul 
leave selection of that counsel to Senator Dandurand and Senator | 

Hon. Mr. Caper: My suggestion would be along the same lin 
would join the two leaders with the two Chairmen. However, that i 
detail. The matter will require a little thought—it should not be done 
—and it seems to me that a small committee to make the selection woul 

Hon. Mr. Harpy: I think that Senator Black’s suggestion is a ver 
one. Those of us who are on the Banking Committee, and others who a 
sittings of that Committee when the Copyright Bill was being discuss 
all agree with what our leader has said about Colonel Biggar; I th 
with regard to that Bill he made probably the best presentation by cow 
I have ever heard. ; 

Hon. Mr. Danvuranp: IJ should like some expressions of opinion, be 
if there is a consensus in favour of any one counsel we ought to a: 
now. I will state why. Colonel Biggar, or whoever is chosen, will h 
familiarize himself with the whole aspect of the situation. I would s 
that he first begin by reading the speech of Senator Beaubien—I am too m 
to suggest that he should read mine. I believe we should have to ask hi 
take time during the Easter recess to study the question and prepare hit 
So I should like to have the Committee’s opinion on my proposal. _ 

Hon. Mr. Cauper: Have you an assurance that he would act? 

Hon. Mr, Danpuranp: I have not asked him. 

Hon. Mr. Cauprer: There is no question about his ability. el 

Hon. Mr. Rosrnson: I agree with the suggestion of Senator Cal 
the selection should be left with the two leaders and the two Chairme: 


Hon. Mr. Murpocx: I think that Colonel Biggar would be a vel 
choice. The first time I ever met him was in 1915, at Edmonton, whe 
Chairman of a board of investigation, under the Lemieux Act, inve 
the railway situation. He had then, as I thought, a pretty fair knov 
railway conditions and employment, and I am quite sure that he has 
very much additional information since that time. Mes 

Hon. Mr. Danpuranp: I should feel very much relieved if I 
someone would be here to do the testing of all the statements whi 
made, and I have an impression that Senator Meighen himself wo 
feel relieved. + Boe 

The Cuarrman (Right Hon. Mr. Graham): The two Chairmen fee 
content to leave the matter of selection to the two leaders. —> 

Right Hon. Mr. Mmauen: All right, ard 


. Mr. Danpuranp: The regular quorum of this Committee would be 
_ I think we should not reduce it, that we should make a point of having 
st eleven present. I hope the Committee will be attended as faithfully 
sible by all members. 

ght Hon. Mr. MricHnn: Quite so. 

on. Mr. Harpy: I would move that the quorum be eleven, if that is 
sary. . 

Hon. Mr. Danpuranp: I am told that no motion is necessary, because it 
ollows as a matter of course. 

le CHAIRMAN (Right Hon. Mr. Graham): No motion is necessary unless 
sh to reduce or increase the regular quorum. 

n. Mr. Brack: Mr. Chairman, I suggest that every member of the Com- 
be furnished with a copy of the Duff Report. We shall have to start 
vestigation with some definite point, and it seems to me that if we use 
he Duff Report as a background we should at least have a beginning. 

Hon. Mr. Danpuranp: I do not know how many copies of that report are 
il on hand but I will find out, and if there are twenty copies available 
secure them. | 
ght Hon. Mr. MricHen: I should think it would be wise to agree now to 
at report as our starting point. We shall never have time to go back to 
h of our railway problem and follow it up with the thoroughness displayed 
Duff Commission, unless we sit for two or three sessions. In suggesting 
uff Report be taken as our starting point, I do not mean we should accept 
ling in it as the law and the gospel for evermore; but that, subject to 
criticism made by witnesses or to anything proved wrong in the report, 
irt there and follow the situation through to find out—what has been done 
> the legislation passed to implement the Commission’s recommendations, 
more has not been done to that end; what is the judgment of the best 
an get here on the basis of the facts set out in the report as to whether 
method can be adopted in the interests of Canada of managing our 
vay affairs, and the reasons for that judgment. I am not trying to tie every 
mber down to every sentence of the Duff Report but I think it is generally 
\d, irrespective of party, as a very thorough piece of work. 

The Cuarrman (Right Hon. Mr. Graham): It would be a basis. 

Right Hon. Mr. Mricuen: Yes. 

Hon. Mr. Danpuranp: I will try to get copies of the report. 

m. Mr. Murpocx: Are we going to decide this morning on what questions 
to ask? 

Right Hon. Mr. MricHen: No; only general principles. 


Hon. Mr. Murpocx: I have one thought to place before the committee. 
ars ago we adopted the Canadian National-Canadian Pacific Act. I 
d that even to-day under the plan of co-operation there laid down the 
dian National and the Canadian Pacific are charging each other demurrage 
sed by one railroad and belonging to the other. For instance, if half a 
s go off the Canadian Pacific at, say, Sherbrooke down to the Asbestos 
to load lumber, $1 a day demurrage is charged until those cars are 
to the Canadian Pacific. I am not sure but what in the long run the 
re about equalized between the two systems; but it seems to me that 
lerical work involved to maintain car records is an unnecessary and an 
r load on the railways of Canada. On this and other matters I think we 
get full information. 

e CHaiRMAN (Right Hon. Mr. Graham): I think the parties who will 
d to come here should be prepared to answer all such questions. 
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Hon. Mr. Murpocx: I mention that case because it will take a lot of 
digging into the files to find out the full record. I think it must look illogica 
to the public to have under a co-operative arrangement our two great railwa: 
systems charging each other $1 a day for the use of each other’s cars. 


Hon. Mr. DanpuraNnp: I cannot pronounce on the merits of that agreement 
between the two railways. Doubtless we can secure full information from th 
officials when they appear before us. 4 

I suggest now that we discuss the desirability of printing our proceedings 

Hon. Mr. Roprnson: Mr. Chairman, I have a copy of the Duff Report, 
and probably a good many other members have retained their copies. : 


Hon. Mr. Horsry: I have one. 
Hon. Mr. Ropinson: It may not be necessary to get many extra copies. — 


It was duly moved, and seconded, that the proceedings of the committee 
be reported and printed, 800 copies to be furnished in English and 200 in 
French. q 

The Cuatrman (Hon. Mr. Beaubien): May I now submit to your con- 
sideration, gentlemen, this suggestion. We are going to be absent from Ottawa 
for about a month. During that time don’t you think the witnesses to be 
called before this committee should have time to prepare themselves, so we 
shall not have to wait for them later on? Don’t yoy think we should ask 
witnesses to come in the turn in which we desire to have them appear, and 
that we should notify them accordingly? q 

For instance, don’t you think that Mr. Beatty—or Mr. Hungerford, if you 
prefer—should be called here and asked to give evidence on the following 
points :— d 

(1) Is it true or is not true that on the prices and conditions in 1930 $75,000,- 
000 or $56,000,000 could be saved? a 

(2) How much of that sum has been saved? eet 

- (3) Why has not more been saved? 4 

(4) How much more could be saved under the present system, and under 
the system recommended by Mr. Beatty? a 


If we sent a questionnaire along those lines to both railway companies, 
intimating that we should like to have their representatives here at the date we 
fix, they would have one month in which to prepare themselves, and this would 
avoid any delay when the committee resumes after the Easter recess. ; 

Hon. Mr. Murpocx: Mr. Chairman, it seems to me that one of the first 
things this committee should do is to ascertain why Canada has not been more 
succesful in the co-operative arrangement authorized by Parliament two or three 
years ago. In order to secure that information, it seems to me we should not 
rely on Sir Edward Beatty or Mr. Hungerford, but on the sworn affirmations of 
those members of the joint co-operative committee from each railroad. aa 

I have in mind one particular instance. Two or three years ago it was said 
there was going to be joint operation of the Canadian National and the Canadian 
Pacific from the asylum switch just this side of London to Windsor with utiliza- 
tion of the Canadian National station at London. That proposal fell through. 
I think we should know why it fell through. I do not think we can ascertain 
that better than by placing on record statements by members of the joint co- 
operative committee from both the Canadian Pacific and the Canadian National, 
in the hope and expectation that they will tell us the concrete facts and truths. 
There are all kinds of rumbles and rumours current as to why co-operation has 
not been made effective. We should be able in some way to get that direct 
information before this committee. Heretofore it has all been hearsay, the hear- 
say being on the part of one side that the other fellow wanted all the cream. We 
ought! to know what there is to it. ky ee 
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Hon. Mr. Danpuranp: If we start by asking Sir Edward Beatty and Mr. 
ngerford to express their views, shall we not hamper the officials under them— 


- Hon. Mr. Murpocx: Of course. 

Hon. Mr. DANDURAND: —in the expression of their opinion. T am somewhat 
id that the members of the co-operative committee may be rather timid 
expressing their views if their leaders come here ahead of them. 

Hon. Mr. Horsry: I agree with Senator Dandurand that it would be better 
bly to call the co-operative committee first, and their leaders later. 


‘a legal gentleman here to question or cross-question every person that is 
d, he will probably have his own methods of finding out the facts. And that 
at we are after, as I understand it. The chief thing in our minds, to start . 
is the question. Have the railway companies co-operated as we intended 
xy should when we passed the Act? If they have not, there will be something 
be said. 
Hon. Mr. Danpuranp: We will want to know why. 
Fon. Mr. Murpock: The important thing, surely, is that no member of the 
rative Committee should come before this committee and on oath take 
sition that might be at variance with the evidence given by Mr. Beatty or 
Hungerford. I certainly think the Co-operative Committee should be here 
ve their story first; then, if the two distinguished Presidents of the railroads 
-on want to shim it up and put a different light on it, that is their privilege. 
let us hear from the six men, three from each road, that were authorized to 
ertain things. 
Right Hon. Mr. MricHEn: That is all right. 
_ Hon. Mr. Carper: I do not think it makes very much difference. If I were 
Hungerford and knew that this committee was going to meet and make 
n inquiries, I would sit down with my co-operating committee for about 
7o hours, and before they left me they would know what to say. 
You cannot expect to spring any surprises upon these people at all. I 
e that it is advisable that we should have a well-defined plan of attack 
his problem. I doubt very much that we can accomplish that to-day in the 
1 of discussion we are certain to have if this is continued. You are going 
) have counsel. The two leaders, and others as well, are thoroughly cognizant 
Pthe situation. There is also the Chairman of the Railway Committee, who 
inister of Railways for many years. 
4 seems to me that if we are going so sit for another two days, a small 
ittee of four or five, along with the counsel, if you can get him, should sit 
n and decide what our line of progress is to be im connection with the whole ~ 
lem. I do not see how we as a committee can arrive at those details to-day. 
nk it will take time to work them out. 
on. Mr. Murpocx: Mr. Chairman, I have heard considerable objection— 
ot know whether anyone else heard it—against what was described to me 
s a hand-picked committee of twenty members when we have a Railway Com- 
tee of the Senate authorized to do these things. I hope there is not going to 
y attempt made to have a small sub-committee of this committee go into 
e have here a committee that is surely not too big and unwieldy. Let us 
present and have an opportunity of hearing all that develops in connection 
mith this matter. 
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committee should be able to approach it without any political cause 
whatever. I trust that will be the attitude of every member of the committ 
throughout. ee 

My suggestion is that the small committee should consider the question 
the agenda—where we should begin, and how; and I repeat that in my judgme! 
we cannot do that in a large committee of this kind by means of a long af 
cussion. At all events we cannot get anywhere quickly. e 

The Cuarrman (Right Hon. Mr. Graham): Gentlemen, I will ask you t 
excuse me. I have an engagement elsewhere. There is a good man here wh 
will run this committee. q 

Hon. Mr. DanpuRAND: I believe there is an inclination on the part of the 
committee to start with the Co-operative Committee—those three gentlemen fror 

each side representing the two railways—and to have them tell us what the 
have accomplished where they are at, and what they hope to do—to simpy 
tell us the facts. That would preclude the small committee. We must start one 
way or the other. If it is the consensus of the committee, we will say that thes 
three gentlemen on each side will first be examined. ’ 

Hon. Mr. Hata: There is one thing I think we should ask—I do not led mi 
who should ask it—and that is how the English system could be applied ¢ 
Canada, and what would be the benefits or detriments if it were applied. The 
Right Honourable Mr. Meighen mentioned that in his address. I for one pra: 
pose to ask both Mr. Beatty and Mr. Hungerford that question. 4 

Hon. Mr. Danpuranp: When I spoke in the House I read a shatesiem 
regarding the operation of that system. I do not know that it is complete; 1 
hope that it is exact. I stated that I had asked the Committee on Economies of 
the Canadian National Railways to give me a statement of what was going on 
in Great Britain, and that they had sent it to me. We will test that, and th 
source from which it came. It came from Mr. Fairweather to me. ; 

Hon. Mr. Hata: I want to ask that Mr. Fairweather on behalf of the Cana 
dian National, and a similar official on behalf of the C.P.R. be examined. 

The Cuatrman (Hon. Mr. Beaubien): Would you include in that also a 
examination into the system they have in France? ‘ 

Hon. Mr. Hate: That is quite agreeable. a | 

I think we should have the discussion that we are having to-day. If I were 
counsel I should like to read it over so that I could prepare myself on these 
points. 4 
Hon. Mr. Brack: There is no suggestion that every member of this com: 
mittee cannot ask whatever questions he desires. I propose to do that, any- 
way, until I am stopped. I think it is the intention that everybody shal! 
endeavour to get information. But I agree with Senator Calder that a smal! 
committee could draw up an agenda or a plan of procedure better than a large 
committee. 

Hon. Mr. Cautprer: And submit it to this committee for approval. d 

Hon. Mr. Buack: Yes. It seems to me that if the two leaders and the 
two Chairmen were to draw up an agenda to start us off, we could consider that 
at our first regular meeting. I take it, however, that every member of this 
committee can ‘ask to have so and so appear before the committee as a witness 
and can put to him any questions he likes, regardless of counsel. 

Hon. Mr. Danpuranp: Yes, but I ene counsel should first be allowed 
to bring out all the facts he can. Then if there is any question that we think 
he should have put and has failed to put we could write it down, and when 
he is through every member of the committee would be welcome to speak. 

As to the small committee, I have no objection to sitting with the twe 
Chairmen and Mr. Meighen to draft an agenda along the lines of what we have 
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sed, simply to put it into shape. But we must not forget that the work 
be done speedily if we are to submit it to this committee to-morrow. 
ay is Wednesday; to-morrow is Thursday, and probably there will be 
coming over to the Senate later than to-morrow. Counsel should 
what he will have to prepare during the recess, and the parties who are 
called should be notified before we start the long adjournment. 

yn. Mr. Catper: I quite realize that that is the situation. If, then, it is 
for granted that the Duff report will be made the basis, in a sense, of 
estigation, and if we tackle first the question of the failure to co-operate, 
‘me will be consumed in that. Then the committee would have an oppor- 
along with counsel, to prepare the agenda for the balance of the pro- 
’ There would be at least two or three sittings on that question. 

on. Mr. Danpuranp: Then, is there really a need for the small com- 
to examine into the agenda? We have it practically before us. 


Hon. Mr. Carper: Yes. 

on. Mr. DanpurAND: We will start, if you will, with the Co-operative 

ittee, and then decide— : 

Hon. Mr. Cauprr: The agenda will work itself out. 

Hon. Mr. Murvock: I am not going to object unduly to a small com- 

preparing an agenda, but I do say this. I do not know about others, but 

ld regard it as entirely unfair, having regard to the importance of the 

gs we have to inquire into, if the agenda prepared by the small committee 
laced before us, as it usually is, when we meet here to decide on it. I 
we should have it a few hours beforehand. 

Hon. Mr. Hate: I suggest that we do not need it at all. 

‘Hon. Mr. Murpocx: But if we are to have it, for goodness sake give us _ 

portunity to read it and analyse it to see if we think there are some 

omitted from it before we meet together around this table as the Special 

ittee on Railways. 

‘on. Mr. Corz: A moment ago Senator Murdock referred to calling the 

ers of the Co-operative Committee of each railway, and examining them 

‘oath. I am wondering whether this committee is authorized to do that. 

he CLERK oF THE Commirren: Under the Senate and House of Com- 

Act a committee has that authority. It is optional with the committee. 

House so directs, then the witnesses must be examined under oath. 

ight Hon. Mr. Meicuen: I have no objection to a small committee working 

genda, but really I do not think it is necessary now. We all know where 

going to start. Persons who expect to appear will read what has taken 


as we agree on one, would be able to get ready for that examination and 

he railways accordingly. 

n, Mr. Carper: I agree. 

“Hon. Mr. Hata: Yes. I so move. 

‘The Cuarrman (Hon. Mr. Beaubien): Carried. 

s Mr. Danpuranp: Then Senator Meighen and I are authorized to get 

e Cuatrman (Hon. Mr. Beaubien): Carried. . 

ght Hon. Mr. MricHen: Senator Beaubien suggests that the railways 

d be informed as to when to be ready and on what subjects. If Colonel 
‘not available and Senator Dandurand and I have some other counsel 


as SPECIAL COMMITTEE 


to suggest, I think the Committee ought to meet to-morrow to approv 
suggestion. And it seems to me we should have a resolution that counsel, 1 
selected, should advise the railways of the immediate subject of inquiry and 2 
them to be prepared upon it. Then when they are here we can advise them fr 
time to time of any additional subjects we wish to take up. I would sugg 
we tell them that we intend, first, to inquire into the working out of the ¢ 
operative plan under the Act, and that we shall proceed from that inquiry 
investigate any suggestions as to a better method of handling the railway proble 
They know just as well as we do what they are going to be asked, but tl 
should be formally advised. a 
Hon. Mr. Murvocx: In the examination of these co-operative committe 
are we going to request, nay insist, that they place before us and in our recor 
any memoranda or letters that have passed between them which finally dete 
mined the questions that have been under consideration? My understanding 
that certain documents have passed between them. I think we ought to ha 
the text of those rather than an explanation from either one side or the othe 
~ Hon. Mr. Danpuranp: I think it goes without saying that when we ha 
them before us they will tell us what negotiations took place. If there a 
written records, they will be preferable evidence, naturally. - 
Right Hon. Mr. MreigHen: We can insist on any letter we want. 
Hon. Mr. Moravp: As one who is not a member of this Committee, 
I ask a question? We shall be entitled to printed minutes of the sittings. B 
besides that should we not also get any memoranda or any briefs that af 
submitted to the Committee? Though I am not a member of the Committee} 
am quite interested in the proceedings. { 
The CuatrrMan (Hon. Mr. Beaubien): It seems to me that every senate 
should have a report of every meeting. “| 
Hon. Mr. Moravp: But I mean, besides the report, any brief or documentam 
evidence distributed to members of the Committee. . | 
Hon. Mr, Murpocx: That will be included in the minutes, will it not? 7 
The Cuarrman (Hon. Mr. Beaubien): Everything ought to be included q 
the minutes. 
Hon. Mr. Roprnson: Mr. Chairman, I do not suppose there is any printe 
copy of the evidence taken before the Duff Committee, is there? 4 
The Carman (Hon. Mr. Beaubien): I am told there are two typewrittée 
copies in the Library. 
Shall we adjourn now, to meet to-morrow to obtain the report of the ty 
leaders? : 
Hon. Mr. Hata: We do not need to meet to-morrow if the leaders agree o 
Mr. Biggar or Mr. O’Connor. ; a 
Right Hon. Mr. Mrrauen: No. Adjourn to the call of the Chair. a 


The Committee adjourned to the call of the Chair. 
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ORDER OF APPOINTMENT 


acts from the Minutes of Proceedings of the Senate for March 30, 1938) 


Resolved,—That a Committee of the Senate be appointed to enquire into 
report upon the best means of relieving the country from its extremely 
railway condition and financial burden consequent thereto, with power 
for persons, papers and records, and that the said Committee consist of 
Senators. 


Ordered that the said Special Committee be composed of the Honourable 
ators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
m, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, 
, Robinson, Sharpe and Sinclair. 
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MINUTES OF EVIDENCE 


Tue SENATE, 
Tuurspay, April 7, 1938. 


Special Committee appointed to inquire into and report upon the best 
f relieving the country from its extremely serious railway condition 
neial burden consequent thereto met this day at 11.30 a.m. 


CHamMAN (Hon. Mr. Beaubien) : Gentlemen, as my colleague, Senator 
is very busy elsewhere, we will proceed with our business. 


. Mr. Danpuranp: I have the misfortune of being the senior of my friend 
Meighen, so, speaking for himself and myself, I may state that we had 
this morning Colonel Biggar, and discussed with him what this com-— 
tended doing and what it expected of him. I think I may say that he 
ssed his willingness to serve the committee. 

sht Hon. Mr. Mrtcuen: Yes. 


Mr. Danpuranp: But he left us to consult his partner. He will return 
y shortly. He stated that his ordinary fee is somewhat higher than 
4 day which he would personally be agreeable to accept. This does not 
t two or three hours’ work would constitute a day. In such a case he 
arge by the hour. I do not know whether his is an eight-hour day. 
‘Mr. Buacx: Probably it would be a ten-hour day. 


Mr. Danpuranp: Senator Meighen and myself were agreeable to his 
ent on that basis. Colonel Biggar has had considerable experience in 
ters as will come before us. I think he will save the committee con- 
labour by preparing the work in advance. ‘He will see the gentlemen 
e to appear and get the slant of their minds and keep them on the main 
to be investigated. As a result of this preparatory work by Colonel 
e shall start our proceedings with a clear notion of what may be 
of the witnesses who will come before us. 

r. Cork: With reference to Colonel Biggar’s fee, surely he would be 
e for preparation? 

. Mr. Danpuranp: Yes, he would do that. He knows he will have 
five weeks in which to prepare himself and would charge for the time 
ti tes to the work, so many days and, it may be, so many hours. 

. Hinds has put j in my hands the following motion: — 


- That the committee report recommending the appointment of Mr. 
M. Biggar, K.C., as counsel to the committee, and that he be paid 
the ss Bal $100 a day while engaged in the work of the committee. 


Ss not mean that Colonel Biggar would charge $100 if he came here for 
a hour or two. He told us that when he is out of his office he generally 
pat the rate of $150 a day. We suggested around $100 a day. 


m. Mr. Cor: Would not that include preparation? 


Hon. Mr. MricHen: No. He will be paid “while engaged in the 
> committee.” 


Ar. DANDURAND: I make that as a motion. 
Hon. Mr. Meicuen: I second the motion. 


motion was agreed to. 
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Hon. Mr. DANDURAND: We will ask Colonel Biggar to come in. 
Gentlemen, Senator Meighen and I asked Colonel Biggar to return here t 
be advised of the decision of the committee as to the work to be done, and wha: 
we did at our last meeting. Then we decided that first of all we would test the 
value of the Canadian National-Canadian Pacific Act of 1933, which impose 
upon the two railway systems the duty of co-operating. Colonel Biggar will see 
that we have decided to bring before the committee the members of the Co 
operative Committees appointed by the two railways to work upon the problems 
which come before them. There are, I think, three committee members from the 
Canadian National and three from the Canadian Pacific, and Colonel Bigga 
will have to find from them what has been accomplished under the Act of 1932 
which instructed the two railways to co-operate towards effecting economies. H 
will inquire what economies have been effected, what is being done now, what 
have been the obstacles in the way of greater progress than is apparent from the 
figures which have been placed before the Senate, and what are the expecta- 
tions for the future. Colonel Biggar will consult those six members—or perhaps 
he will decide that two are sufficient—with a view to ascertaining what they have 
in hand which will facilitate our work. 
Hon. Mr. Buack: Would he examine them before the committee or im 
private? 4 
Hon. Mr. Danpuranp: Colonel Biggar has said that he thought, in order 
to facilitate the work and reduce it to the essentials, he would perhaps have 
call the two groups together separately at his office or else go and meet them 
Montreal where all the files are available. Mr. Meighen and I expressed n 
opinion as to the method by which he should proceed; but he thinks he can ve 
much facilitate the work by getting in touch with these men and finding out wh 
he should ask them to bring before this committee in the way of documents an 
other things. This appeared to Senator Meighen and myself to be a reasonab 
way of proceeding. Then, after we have examined these witnesses we will hav 
to go higher and come to the executives, including the respective presidents, who 
I think, direct the Co-operative Committee to study certain problems and 
report to them. This, I think, will cover considerable ground. We may at the 
same time be forced to make a comparison of what can be done and what ha 
been done by co-operation, and to consider what unified management would do 
But that is a matter which will develop. . 
Hon. Mr. Murpocx: Will the witnesses that appear before the committee bt 
placed on oath to tell the truth, the whole truth, and nothing but the truth? 
Hon. Mr. DanpuraNnp: That question was discussed with Colonel Biggar 
and Senator Meighen and myself were doubtful of the value of proceeding i 
that manner when most of the testimony to be given will be in the form c 
opinions. We may decide in the course of the investigation to ask some witnesse 
to make their statements under oath; but generally speaking I am strongly ) 
the opinion that this is not a matter upon which we should decide beforehand. 
Hon. Mr. Harpy: Can the honourable gentleman tell us whether thi 
committee has power to insist upon seeing files, correspondence and other paper 
of this Co-operative Committee? 
The CuatrmMAn (Hon. Mr. Beaubien): Yes. 
Right Hon. Mr. Mricuen: Yes. , 
Hon. Mr. Harpy: The opinions of these various gentlemen are bou t 
to be conflicting and likely to leave us in a more or less nebulous position unles 
they are backed up by the papers that mark their progress from time to tim 
Can we insist upon the papers of the C.P.R.? It is not a government road. 
Hon. Mr. Murpocx: We pretty well know the opinions now. As soon 3 
4 


we see a gentleman walk into the room we will have a fair estimate of his opinio 
But it is my understanding that the committee wants to get concrete facts fo 
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he edification of the people of Canada on this all-important question, and it 
eems to me that we should have something more concrete and definite than 
pinions. 

| Hon. Mr. Danpuranp: In answer to my honourable friend Senator Hardy, 
“may say that I think we are all agreed that if there are any documents to 
upport the opinions given, or to strengthen affirmations of fact, those documents 
hould be furnished. Of course we can readily order the Canadian National 
Railways to give us those documents. 

Right Hon. Mr. Meicuen: Or the C.P.R. 

Hon. Mr. Danpuranp: Or the C.P.R., because they will be appearing 
yefore us., 

- Hon. Mr. Murpocx: Can we? 

_ The Cuarrman (Hon. Mr. Beaubien): Oh, yes. We have the power. 

_ Right Hon. Mr. Mercuen: The resolution appointing the committee gives 
1s that power. 

The CuatrMAn (Hon. Mr. Beaubien): It says, “ With power to call for 
dersons, papers and records.” 

a Hon. Mr. Danpuranp: I do not know whether there should be a resolu- 
jon of this committee empowering Colonel Biggar to obtain communication of 
Jocuments and records for use in preparing his brief. 

| Right Hon. Mr. Meicuen: I do not think that would strengthen his 
dosition at all. I would not apprehend any disposition to refuse him access, 
out I do not think we can delegate that authority. We have to exercise it in 
she regular way provided by law in case there is refusal on the part of any- 
sody to produce the documents wanted. 

- Hon. Mr. Danpuranp: What I had in mind was this, that Colonel Biggar 
might want to see some documents, maps or other records which are to-day in 
the Department of Railways. He should be able to approach that department 
with some authority. 

| Right Hon. Mr. Mricuen: The resolution apopinting him as counsel for 
the Committee is all he needs to enable him to get documents in the Department 
of Transport. 

_ Hon. Mr. Danpuranp: I wanted to be sure that the Department would 
open its files to Colonel Biggar, if the Committee expressed the desire that 
this be done. Would Mr. Yates tell us if the Department would feel justified, 
on the statements that have just been made by Senator Meighen and myself, 
in communicating any documents on file to Colonel Biggar? 

i Mr. Grorce W. Yates: It would, sir, so far as departmental documents 
are concerned. But what I have in mind is whether that would apply to 
documents filed with the Duff Commission, say. Mention was made of a map 
a little while ago. The Canadian Pacific filed a regular railway map of 
nace, more than one-third the size of this one here, on which the abandon- 
ments and all that sort of thing are marked. I was, for my sins, associated 
with the Royal Commission, and we have in the Department all the exhibits 
and documents filed with the Royal Commission. The question is whether 
on application to the Department they should be produced. 

bd Right Hon. Mr. Meicuen: They are in the custody of the Department? 
' Mr. Yates: Yes, but they were filed as exhibits with the Duff Com- 
ission. 

_ Right Hon. Mr. Metcuen: I do not presume the Department would let 
nem out, but it certainly would allow Colonel Biggar to see them; and it also 
ould allow the proper officer to bring them here. 


_ Mr. Yates: I presume so. 
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Hon. Mr. Danpuranp: So the Committee, I take it, authorizes Colonel) 
Biggar to ask for the production of documents. And that will be sufficient 
for the Department? 4 

Mr. Yates: Yes sir. aa 
Hon. Mr. Rosrnson: Is it the intention to go outside the railways at al 
for witnesses, ‘or will witnesses be confined to railway authorities? 4 

Hon. Mr. Haic: I think we should bring Professor Jackman here. | 
says we are a bunch of numskulls. I should like to meet that man. 

Hon. Mr. Danpuranp: I have stated that I assume the two or thre 
senators he singled out, without giving their names, are sitting around thi 
table. | 
Right Hon. Mr. MricHen: I assume I am one. I would rather get intel+ 
ligent witnesses, myself. : 

Hon. Mr. DanpurANp:. Senator Robinson has asked if we intend to g 
outside the railway fraternity for witnesses. It may not be possible to ans 
that question just now. I would suggest that my honourable friend reser 
his question till we have finished with the railway fraternity. 4 

Hon. Mr. Hata: I think, Mr. Chairman, that we should notify Profess« 
Jackman that he will be called, so that he will not be going off to Florida « 
somewhere else for his summer holidays. 4 

Hon. Mr. Brack: Mr. Chairman, I should like to ask a question for 
own information. Very pronounced and distinct suggestions were made to t 
railways as to savings that might be effected but which have not been effecte 
That is, the joint committee of six have not gone as far as they should, 
would appear. We want to know why they have not gone farther in elimina 
ing duplication and expense of various kinds. Now, all three men on each sic 
may not think alike; it may be that one or two in either group advocate 
further savings and that his colleague or colleagues objected. So it seems 1 
me that we may some time want all six members of the joint committee her 
notwithstanding what Colonel Biggar may get from them. If we are not satisfi 
with what we are able to get from one or more of those members of the joi 
committee, we should be able to call other members. | 

Hon. Mr. DanpuURAND: We may run up against an obstacle in that com: 
nection. When examining members of the joint co-operative committee we 
may be told that they were instructed by their superior, the joint executivi 
committee, to study such and such a problem and that they have not gone 
beyond the mandate they received. Of course it would be interesting to see 
how the joint co-operative committee approached the study of problems sub: 
mitted to them, but we may have to examine persons higher up to find ou 
why more problems had not been submitted to that committee for study. — 

Hon. Mr. Brack: To find out who it was who said “Thus far and ne 
farther.” 4 

Hon. Mr. Murvocx: Unfortunately there are sometimes gentlemen’s under: 
standings between persons doing business with one another. I have heart 
from time to time—whether there is anything to it or not I do not know—thai 
the reason the co-operative committees, represented by three men for eacl 
road, could not arrive at certain conclusions for pooling arrangements betweer 
the two roads, as provided for by the Act, was that one road or the other wantec 
all or the largest part of the benefit that would result. Unless these gentlemer 
are placed on oath and required to give us all the concrete and definite informa: 
tion that they may have, shall we able to arrive at a proper understanding 0 
the situation? This alleged attitude on the part of the roads is said to be the 
reason why they have not gone farther in the way of co-operation than we fine 
they have gone. They have made a saving of approximately $2,000,000, wi 
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d. And considerable of that—I think it is fair to say the important part 
that—is the result of discontinuing the jobs of a goodly number of railway 
ployees. We ought to find out about this, if there is any way of finding 
out. 

Hon. Mr. Hate: Mr. Chairman, speaking as a lawyer, I do not think we 
cd to decide now whether we will put these men on oath or not. I think it 
| be time enough to decide that point when Colonel Biggar has brought the 
inesses here. If we are not satisfied with their answers, we can ask to have 
em put under oath. Colonel Biggar himself will tell us quickly enough if he 
not satisfied with the way they are answering, and will request that they be 
n. Any of us here may make a similar request, if we think that is necessary. 
Hon. Mr. Danpuranp: I would draw attention of my friend Senator 
dock to this fact. If one railway was strongly in favour of a scheme which 
t would lead to economies, and this was objected to by the other company, 
rst company could, under the Act, ask for the appointment of an arbitral 
ard. We shall have to find out if the two companies ever came close enough 
‘grips for one of them to think of pressing for such a board. 

The Cuarrman (Hon. Mr. Beaubien): Is that all? 

Hon. Mr. Danpuranp: Before we separate I should like to put on record 
letter which I received from Hon. Mr. Howe, Minister of Transport, and 
I would have read to the Senate on March 30, but it was brought to my 
¢ too late. On the preceding day I had laid on the table the report of the 
nadian National Railways for 1937 showing a deficit of $42,345,867.99. I 
fe submitted the letter to Senator Meighen, and he thinks it. might as well 
into the record, so that members of the committee may study it and ponder 
er any further examination that may be had on the point. This is the letter: — 


Rr Canapran Nationat Casu Dericit, $42,345,867.99 


With respect to your inquiry in the above matter I have marked 
_ pages 12 and 13 of the Annual Report of the Canadian National Railways 
_ for 1937, which you laid on the table of the Senate yesterday. 

From the report you will note that net operating revenue from rail- 
way operations for the year amounted to $17,607,750, an increase of some 
$2,475,000 over 1936. The revenue side was adversely affected by the 
_ grain crop failure, and the operating expenses were required to absorb 
increases both in labour and material costs. Increases in rates of pay 

- cost $2,798,000 in 1937, and increases in prices of material, some $3,500,000. 
‘i The increase in net operating revenue of Canadian National Railways 
($2,475,000) was 16 per cent over 1936 figures, and this compares with an 
- increase of 1-7 per cent ($479,000) for the Canadian Pacific and a 
. ead of 6-6 per cent ($74,000,000) on class one roads in the United 
States. : 
The net revenue from railway operations of $17,607,750 was reduced 
' by railway taxes of $5,635,174. Rentals of equipment, etc., showed a 
net amount payable of $3,583,837; separately operated properties a loss 
+ of $1,130,521; amortization of discount on funded debt amounted to 

_ $938,729 and profit and loss charges $317,214. On the other hand, income 
from securities and other miscellaneous accounts provided $2,084,865 
_and hotel operating income some $200,087. 

i After all these items have been included the cash available before 
interest amounted to $8,287,228, an increase of $1,878,317 over the 
previous year. 

__ Interest on funded debt to the public amounted to $48,888,545, and 
interest due the Government on loans amounted to $1,744,551. It will, 
therefore, be seen that the deficit after interest amounted to $42,345,868,— 
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That is the figure given. 

—a decrease from 1936 of $957,426. 9 

The amount shown as $1,744,551, interest on Government loans 
includes $59,798 of interest on temporary loans in connection with 
refunding; such interest has always been paid. The interest of $1,684,753 
covers loans for capital purposes, formerly accrued but not paid. . 

Two items which have in the past been treated as non-cash items 
are now charged against the C.N.R. as amounts that must be paid in cash: 
These are discount on funded debt, first made payable in cash in 1936, 
and interest on cash loans for capital purposes, first made payable in 
1937. For the year under review discount on. funded debt amounted to 
$938,729, and interest due Government on temporary loans for capital 
purposes, $1,744,551. Had accounting methods not been revised results 
for 1937 would have been improved accordingly and would have provided 
a more accurate comparison with the results of previous years. 4 


Hon. Mr. Cote: Mr. Chairman, we all want to examine as closely as possible 
into the English system of railway co-operation, and also the French system 
mentioned by yourself. Would it not be well for counsel to get busy and gather 
as much material as he can on those two subjects, so there will be no delay 
later on? | y 

Hon. Mr. DanpurANnp: I will call the attention of Colonel Biggar to the 
statement embodied in my remarks of March 30. It came from the Depart- 
ment of Economics of the Canadian National Railways. He can see if 
represents the whole situation, or if there is some more light to be thrown on 
the subject. 

~ Hon. Mr. Core: Undoubtedly there is. 

Hon. Mr. Danpuranp: I do not know. * 

Right Hon. Mr. Mrtcuen: I am wondering where further data can 
secured of the essentials of the English system and how it has worked out 
There may be someone in Sir Francis Floud’s office who has made a study o 
the subject. No doubt the Department of Transport has considerable materia 
relative to it, and the Canadian Pacific Railway might be able to furnish 
with information, We might also try the Railway Commission. 

Hon Mr. DanpuRAND: Yes. 4 

The Cuamman (Hon. Mr. Beaubien): We could perhaps get something o1 
the French system from the Minister of France. That law was passed i 
July, 1937. | 

Hon. Mr, Danpuranp: I will ask the Minister. 
Hon. Mr. Murpockx: Would it be at all worth while to secure from Wash 
ington information of the results of the consolidation of the American railway 
under war-time conditions? It may be, of course, that everything would b 
filled up with those additional war-time expenses, so it would not be of much ust 
Right Hon. Mr. Mrreuen: It was terrible. 
Hon. Mr. Murvocx: It was awful, I know that, and I don’t think it woul 
be of any use for our purposes. But they had a consolidation of railways I 
the United States. 4 
Hon. Mr. Danpuranp: Of course, we are interested only in our own ill 


The committee adjourned until Wednesday, May 4, at 11 o’clock in th 
morning. . . 
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MINUTES OF EVIDENCE 


THE SENATE, 


Wepnespay, May 4, 1938. 


The Special Committee appointed to inquire into and report upon the 
est means of relieving the country from its extremely serious railway condi- 
ion and financial burden consequent thereto met this day at 11 a.m. 

oe 


est 


i Right Hon. Mr. Graham and Hon. Mr. Beaubien, Joint Chairmen. 
: Colonel O. M. Biggar, K.C., Counsel to the Committee. 


» The CuHatrman (Right Hon. Mr. Graham): What is the program, 
entlemen? 

Oo Colonel Biccar: Mr. Chairman, I think probably the committee would 
t to begin with the figures in regard to operation, and so on, of the railways 
ce 1931. This was the last year that the Duff Commission considered, and 
committee decided that it should be the starting point of this inquiry. 
order to bring those figures up to date, Mr. Wrong, of the Bureau of 
tistics, has prepared some charts and tables that I think will make the 
ation quite intelligible to the committee. I suggest therefore that we 
ght proceed with those tables. 

The Cuarrman (Hon. Mr. Beaubien): Are you ready to go on? 

(Mr. Biccar: Yes. 

' The CuatrrMan: The Bureau of Statistics has prepared some charts and 
bles that I think the committee will find very interesting. We have copies 
f them for each of the members of the committee. One of these little green 
ks is called “Charts,” and one is called “Tables.” The numbers of the tables 
1 the one correspond with the numbers of the charts in the other. Some of 
he members of the committee may prefer to look at the figures in the tables, 
nd some of the members of the committee may prefer to look at the charts. 


; 
ne book is as it were the words, and the other book is the music. 

I may call the committee’s attention first to the first of the charts, which 
alled “Chart 1,” and which has no corresponding figures in the tables because 
. figures are on the chart itself. 

Right Hon. Mr. Mricuen: There is no index to the charts? 

Mr. Biccar: The charts correspond with the tables. The numbers of 
are the same. These are all new and prepared for the purposes of the 
nmittee. 

The first of the charts is merely directed to show what a comparatively 
yrt-term problem this is. This chart is the only one that goes back behind 
923. It goes back to the date of Confederation, 1867. You will observe that 
he figure at the lower left-hand corner is wrong. It is 1967. It should be 
867. The heavy line that begins about two-thirds of the way up the chart, 
has the figure 3463 at the left-hand end of it is the population of Canada 
at time—3,463,000. The dark line shows the gradual increase in popu- 
n until 1936. Then, compared with that is the railway line, which begins 
le below it and crosses it very early, at about ’72, and goes on to the upper 
at-hand corner of the chart. That is the number of miles of railway in 
eration from year to year. You will observe that from ’67 to ’72 or ’73 
ailway mileage was very small in proportion to the population, and gradu- 
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ally increased until 1916, when in effect the line becomes flat for the last twenty- 
two years. The two lines are practically parallel to one another. There h 
been no substantial increase in the mileage of railways in proportion to popula: 
tion for the last twenty-two years. , is 
The Cuamman (Right Hon. Mr. Graham): This shows all the railway: 
Mr. Biccar: All the railways in Canada. ui 
Then, the next line below, which begins with the figure of 19,358,000, is t 
railway revenues, which cannot be got accurately before 776, but are carri 
on upwards, as you see, to a high point in 1928, when they become 563,732,000 
Then from 728 until to-day they fall, first, to a low point, and then up a little 
bit to 354,768,000 at the right side of the chart. ’ 
Right Hon. Mr. Mrtcuen: You do not give the low point. 
Mr. Biccar: The low point can be read. I did not make a note of it. 
Right Hon. Mr. Mricuen: It would be about 100,000,000 less. : 
Mr. Biccar: Yes. That will appear from subsequent charts. This is merel} 
to show the comparison between mileage, revenues and population. q 
You will observe that in proportion to population railway revenues showet 
a substantial increase until 1918, and then remained with very little increase 
some drop from 1918, and till 1928 there was very little change in the relatiol 
of revenues to population. But from ’28 on there is a very substantial drop ii 
revenucs in proportion to population as well as in proportion to mileage. 
Then the next line consists of a broken line, starting in 1906 at 1,44 
This is the line representing the total number of motor vehicles pa 
And you’see what an enormously rapid increase that shows, by reference 1 
both population and mileage, right up to 1928, and then there is a little dip, bu 
we come back again in 1936 to the level of 1928. 4 
And then the last line, that begins at the bottom at 3,519, goes up 1 
186,952, is simply the registrations of commercial vehicles. I want to war 
the Committee that neither of those last two lines can be regarded as complewg 
significant. F 
Hon. Mr. Parent: They do not seem to be competitors of the railway: 
because that line does not parallel the railway lines. ; 
Mr. Biccar: But so far as it tells us anything it shows the extent of tk 
added competition of motor vehicles, by reference to the railways. It begins 1 
1916 and gets more and more serious as we come up. But the point is that nor 
of the provinces—I think I am right. in saying none—gives real figures wit 
regard to what the highway vehicles are doing. It is impossible to do more tha 
- give this bald figure of registrations, because in the registrations everythin 
from one-ton trucks to ten-ton trucks is simply counted as one vehicle. Ther 
is no distinction between the grocery delivery and the highway transport. 
may be worse than that line shows; it may not be as bad. One does not knoy 
one only knows that these are the figures of registrations. j 
Hon. Mr. Danpuranp: You indicate motor vehicle registrations from 19f 
without qualification as to type. 
Mr. Brccar: That comprises all motor vehicles. . 
Hon. Mr. DanpuRAND: But the second line shows commercial motor vehicl 
registrations. 
Mr, Biccar: That is part of the previous total. : 
The purpose of that chart—which you will observe is on a logarithmic seal 
in order that the lines may be fairly compared—is merely to give a gener 
picture of the whole situation with regard to that kind of transport. There 
nothing it in with regard to water transport. There again I shall have occasit 
to mention to the Committee that the figures available are not adequate, as th 
are'in the case of the railways. 
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on. Mr. Sincuatr: That last line which you have described, registration 
mmercial vehicles, that applies only to transport of tonnage? It does not 
to registration of private cars? 

_ Mr. Biccar: No; the last line is merely commercial vehicle registrations. 
he first of those last two lines includes all motor vehicles, 

' Hon. Mr. Moravp: Transport of goods and of passengers, both? 

- Right Hon. Mr. Mricuen: As to commercial motor vehicles registered, does 
t mean commercial vehicles owned by individuals doing their own work plus 
icles for hire? 

_ Mr. Biccar: Plus vehicles for hire, and both buses and freight business. 
Hon. Mr. Parent: So far as the figures are known. But, as you said before, 
provincial governments do not give all the figures. 

_ Mr. Bicear: There are no comparable figures from province to province, 
ceept with regard to the number of registrations. 


- The Cuatrman (Hon. Mr. Beaubien): That comprises, I suppose, taxis in 


Mr. Bicear: I do not know whether they are registered as commercial 
icles or not; I am inclined to think they are not. No, Mr. Wrong tells me 
t taxis are not in the commercial vehicles. 

Then we come to the second chart. The figures on which that second chart 
based are in table 2, on the first page of the pamphlet containing the tables. 
t 2 merely shows the number of miles of road that are operated. 

Hon. Mr. Parent: The figures are given in thousands of miles. You do 
mean to say we had nearly 40,000 miles to start off with there? 

Mr. Biccar: That is 1923. These charts here all begin with 1923, and they 
t give the situation as it has changed from 1923 to 1937. If you look at the 
line of chart 2 you will see it gives the combined mileage of the Canadian 
tional and the Canadian Pacific. We have not troubled to include the few 
es of other lines. And then follow two lines, the upper one representing the 
nadian National Railway system as a whole, and the lower one representing 
Canadian National Railway Canadian lines. Then finally, at the bottom, 
‘ have the Canadian Pacific mileage. If members of the Committee would 
> to note the figures, they can be got from the table. The total mileage has 
e up, between 1923 and 1937, from 35,263 to 39,117, an increase of 3,854 miles, 
m told that that little peak in the Canadian National system in 1930 repre- 
the addition of the mileage of the Central Vermont Railroad, while the 
ase in the Canadian Pacific from 1926 to 1933 represents chiefly western 


The next chart, No. 3A, shows the tons of freight carried and gives a very 
ic picture of the reduction that has taken place in the actual number of 
of freight carried by the two railways. The upper line, the light con- 
us line, represents the whole Canadian National system. The next one, 
eavy continuous line, represents the Canadian National lines in Canada. 
the lowermost line, the broken one, represents the.Canadian Pacific. You 
_ observe, taking the Canadian National lines in Canada as an example, that 
umber of tons of freight carried in 1923 was 47:2 millions, and that after 
g fallen it rose in 1928 to 55-3 millions; fell then to a low point of some- 
e about 25 millions and rose again, in 1937, to 36-1 millions. The interest- 
oint about that is that there is an actual drop between 1923 and 1937 of 
r cent. We were lower by 23 per cent in 1937 than we were in 1923. The 
ne thing, but not quite so aggravated a form, is true of the Canadian Pacific, 
resented by the bottom line on the chart. They began in 1923 with 32:9 

ions; they finished in 1937 with 29-8 millions. The drop is only 9 per cent 
tead of 23. 
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The third chart is marked 3B. It is merely a combination of the two lowe 
lines in 3A and gives the total figure. The general course of the curve, as yo 
will observe, is exactly the same as the course of the three curves in 3A. 

The next chart, 4A, deals with passengers carried. It shows an even wors 
falling off than does the freight and, what is very interesting, no peak in 19: 
Instead of having that very high peak of the 3A chart in 1928—a peak the 


from 1923 until 1933; then there is a very slight increase. Taking the Canadia 
National lines in Canada, you have 22-2 millions in 1923 and only 10-2 millior 
in 1937—a, drop equivalent to 46 per cent. The C.P.R. is not quite as bad, bu 
almost so. It begins in 1923 with 16-2 millions and finishes with 7°8 millions= 


a drop of 42 per cent. 
The next chart, 4B, is simply a combination of the previous curves. 


too, of course, deals with the number of passengers carried. . 

Chart 5A gives the revenue ton miles. We have the same peak as in the 
other freight chart in 1928, but the falling off has not been quite so seriou 
Instead of being 23 per cent for the Canadian National Canadian lines, it 
only 21 per cent; but instead of being 9 per cent for the C.P.R. as it was in the 
other, it is here 20 per cent. There is a 20 per cent falling off in the number 0! 
revenue ton miles. . 

Chart 5B is a combination of the two lower curves from 5A. 

Chart 6A relates to passenger miles, and here we get a curious thing. Taking 
the C.P.R. as an example, 14:01 per cent in 1923 passenger miles per mile 01 
road, and we come down in 19387 to 8-2 per cent, or a drop of 41 per cent 
The corresponding drop with regard to the Canadian National Canadian line 
is 35 per cent. a 

Right Hon. Mr. Mricuen: You are at Chart 6A? 

Mr. Biccar: Yes. 

Right Hon. Mr. Mrtcuen: How do you get those billions? 

Mr. Biacar: The 14:01 miles was for the C.P.R. 

Right Hon. Mr. Mricuen: It is headed revenue passenger miles. © 

Mr. Biccar: I beg your pardon, I got the point in the wrong place. It ij 
1:40 and °82. | 

Hon. Mr. Srvcuarr: What is the percentage of decrease? 

Mr. Bracar: The percentage fall on the C.P.R. is 41 per cent, on th 
Canadian National 35 per cent. The Canadian National Canadian lines fal 
from 1:33 to °87. 

Right Hon. Mr. Mricuen: I cannot eet your figures at all. I think th 
are falling off far more than 41 per cent. 

Mr. Biccar: This was calculated for me by slide rule. 

Right Hon. Mr. Mutcuen: The C.P.R. reaches a little over 1-50 in billions 
and it goes down to under 75. That is over 50 per cent decrease. | 

Mr. Biccar: I think it is quite right, Mr. Meighen. 

Right Hon, Mr. Mricuen: You are taking the low from the peak in th 
tables. I am taking from the peak down to the low on the chart. | 

Mr. Bracar: Of course, if you do that you get a different figure. 

Hon. Mr. Danpuranp: The C.P.R. fall is 41 per cent? 

Mr. Biccar: Yes. The Canadian National Canadian lines is 35 per cen 

Hon. Mr. Hatc: How much of that increase in passengers is due to th 
introduction of special fares? q 

‘Mr. Biccar: I do not know. 
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| Hon. Mr. Hara: I think they were introduced about 1932 or ’33. I think 
at accounts for the jump up. 

| ; The CuHarrman (Hon. Mr. Beaubien): vou mention that certain figures 
efer to Canadian National lines in Canada. 

4 Mir, Biggar: _ Yes. 

_ The Cuarrman (Hon. Mr. Beaubien): The Canadian Pacific have lines 
n the United States. Are they not included at all? 

Mr. Biccar: They are included. 

' The Cuatrman (Hon. Mr. Beaubien): And the Canadian National are 
1ot included? 

aa Mr. Biccar: Its American mileage is included in the thin continuous 
Ines. 

Hon. Mr. Haic: Mr. Chairman, I should like to have a copy of the tables 
ind charts. Even with respect to my honourable friend from Brockville I 
m a member of this committee. 


i Hon. Mr. Harpy: I object to any such references. 


' Hon. Mr. Haig: You may object if you like. You can stop me in one 
‘committee, but you cannot stop me in this committee. 


_ Mr. Biccar: We can skip 6B. It is just a combination of the previous 
Prt The Canadian Pacific Lines in the States are included in the one curve. 


The CuHatrmMAN (Hon. Mr. Beaubien): I do not understand why the 
Radian National Lines in the States are not included in the Canadian National 
igures. 

' Mr. Bicear: They are included in the Canadian National System. That 
s the reason why there are two Canadian National lines on each of these 
tharts. One shows the whole system, the other Canadian Lines only. 

_ The CHatrman (Hon. Mr. Beaubien): In 6B have you included Canadian 
National Lines in the United States? 

' Mr. Biccar: No; those are just Canadian National Lines in Canada. 

: The Cuatrman (Hon. Mr. Beaubien): And they include C.P.R. American 
uines? 

' Mr. Biccar: Yes. 

i The Cuarrman (Hon. Mr. Beaubien): Why? 

ag Mr. Biccar: It is just to show the Canadian situation. 

i The Cuarrman (Hon. Mr. Beaubien): But you do show Canadian Pacific 
uines in the United States. 

ue Mr. Bicaar: ee their reports to the Bureau the C.P.R. do not make any 
listinction. 

_ The Cuairman (Hon. Mr. Beaubien): You cannot get figures as a whole? 
_ Mr. Wrone: It is a small part across Maine. 

F Hon. Mr. Stncuatr: Does the 35 per cent decrease apply to the first or to 
a second column of Table 6? 


e Mr. Briagar: According to my note, Mr. Sinclair, the 35 per cent in that 
particular case applies to either of the Canadian National curves: ; they each work 
Dut at exactly the same percentage. 

~ Icome now to chart No. 7, dealing with freight traffic density, which I need 
rot. trouble you with. It is an important chart, but it will not be necessary to 


xamine it in detail. It represents thousands ‘of ton miles per mile of road, 


Right Hon. Mr. Meicuen: That is the number of tons arried per mile on 
he one side compared to the number of miles of road. 


20 ee OO RP ROLAL COMMITTEE 


Mr. Bicear: Divided by the number of ules it road. You will obser 
that that has substantially fallen. The density is down 33 per cent on tl 
Canadian Pacific, 25 per cent on the Canadian National System and 27 per | cen: 
on the Canadian National Lines in Canada. | 

Right Hon. Mr. Mricuen: But it is lower on the Canadian National every- 
where than it is on the C.P.R. Wl 

Mr. Biacar: Yes. The C.P.R. has had a higher density throughout t 
whole fifteen years. 


Hon. Mr. Parent: You mean the density of decrease, not increase } 
Mr. Biccar: Density means the number of tons partion one mile by the 
railway divided by the number of miles of the railway. 
Hon. Mr. Parent: According to these figures, the C.P.R. seems to ha 
suffered more than the C.N.R. 


Mr. Biccar: It has gone down in density. : 

The CuarrmMan (Hon. Mr. Beaubien): The percentage drop is betwee n 
1923 and 1937. It is quite a bit. 4 

Right Hon. Mr. Mricuen: It is probably more accurate to say there was an 
intensity of peak to the C.P.R. that was not accompanied by a like peak to t 
C.N.R. about 1928. ; 

Mr. Biacar: Not as intense. 

Right Hon. Mr. MricHen: Otherwise it is about the same all through. 


Mr. Bracar: Yes. The C.P.R. has a larger proportion of its traffic in gra 
from the West. 1928 was an extraordinarily high year for grain tonnage, and 
therefore the Canadian Pacific peak in that year is higher than that of the 
Canadian National. 

Hon. Mr. Hucessen: I do not think that is exactly so, is it? According to 
the figures, the C.N.R. increase between 1923 and 1928 was about $165,000, 000, 
and the corresponding C.P.R. increase was only $169,000,000. I: 

Mr. Bracar: Having regard to the difference on the left-hand line of 1923, 
while it may appear that the peak is higher, it is really not a great difference, 
But of course there has been a more substantial drop in the C.P.R. in 1924 than 
in the Canadian National. 

Then going on to No. 8 you have the passenger density; that is the number 
of thousands of passengers carried one mile per mile of road. You have to have 
that because the number of miles of road in operation varies from time to time. 
There you have a continuous or almost continuous drop. There is a slight ris¢ 
in the Canadian National System and the Canadian National in Canada between 
1923 and 1928, and then a falling off and a practical parallelism between th 
two railways. The C.P.R. density has fallen by 50 per cent, and the Canadian 
National in Canada by 38 per cent. I think the figure with regard to the Cana- 
dian National System is 39 per cent. 4 

No. 9, the average freight haul, need not detain us. There is really very 
little difference between the beginning and end of the Canadian National line. 
There is a slight drop between ’23 and ’24 or ’25 in the Canadian Pacific. That 
drop is 12 per cent. There is practically no drop in the length of the averagy 
freight haul in the Canadian National. 

Right Hon. Mr. Mricuen: I think that is about the most significant oo 
of the lot. That shows the railways have pretty well held their long hauls 
Where they have lost traffic is in the short hauls. 


Mr. Biacar: Yes. 


Then in chart 10 you get the average passenger journey, which shows : 
rather different story. The average passenger journey on the C.P.R. has gone 
up from somewhere about 88—I did not make a note of the figure—to somewhere 
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10 to 112 miles, and there is a corresponding increase in the Canadian 
nal System from somewhere about 60 to somewhere about 85. The i increase 
the length of the ‘passenger journey on the C.P.R. is 23 per cent and on the 
nadian National in Canada 46 per cent. There is not much difference when | 
u take the System. 

_ The next chart, which is marked 11-12A, is a little more complicated by 
son of the necessity of distinguishing the ‘Canadian National System from 
Canadian National. If you look first at the top thin continuous line, and 
are that with the little dotted line, the light line which is next below it at 
ft-hand side of the chart, you will find that the first represents the revenues 
e Canadian National System and the other represents the operating expenses 
e Canadian National System. The spread between those two lines in 1923 
-1 million dollars. Then where the spread is greatest, in 1928, it is 54:8 
n dollars. Then the two lines come together in 1931, and from then on 
separate slightly, and in 1937 the separation represents 17-6 millions. Then 
that we have the Canadian National in Canada, the general course of 
gures being substantially the same. The heavy continuous line is the 
ues of the Canadian National in Canada, and the heavier broken line the 
iting expenses in Canada. 

Chart 11-12B is the corresponding one with regard to the C.P.R. There is 
pread of 40-3 millions in 1923, 61-9 millions in 1928 and 28-2 millions in 
7. The 11-12C chart is merely a combination of the two lower ones on 
12A and those on 11-12B. 

The next one shows the public money, or rather outside money, that has 
e into the Canadian National System from 1923 to 1937. The upper one of 
se two lines represents the increase in the net amount of debentures out- 
ding. 
Right Hon. Mr. Mricuen: That is the dotted line. 
Mr. Biccar: That is the dotted line. The continuous line represents the 

sh advanced to the Canadian National, and the total of the money that has 
one into the Canadian National from year to year would be represented by a 
ination of those two curves. But perhaps we had better begin at 1923. 
ng the dotted line that would be 18-596; in 1931 it was 471-9. It fell to a 
n 1935 of 350-2, and has now reached 417-4. 
Right Hon. Mr. Mricuren: How is it that you show a decrease in the net 
ntures? 
Mr. Biecar: Because there have been, as I understand, payments off of 
of these debentures, and they have been replaced by public bonds. 
Right Hon. Mr. Metcuen: It is only a difference between direct debt and 
uaranteed debt, is it not? 

Mr. Biacar: This is only new money. I do not know whether that would 

€ ally be significant. 

The Cuarrman (Hon. Mr. Beaubien): Is it not part of the debt due the 
fbtic that the Canadian Government has assumed, and which has passed from 
line to the other line? 

Mr. Biecar: That is the point. That is the reason for showing both on the 

e chart. 

The Cuarrman (Hon. Mr. Beaubien): If the money furnished by the 
vernment had been furnished in the way of new bond issues, would it be 
luded in net debentures? ‘ 
Mr. Biacar: Not unless they were railway bonds. They would appear in 
he solid cash line. 

The CuarrMANn (Hon. Mr. Beaubien): As being furnished in cash by the 
vernment. 
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- Mr, Biacar: By the Govenment. iq 
‘Richt Hon. Mr. Meicuen: The only line of any real significance 1 in chart I 
is the heavy sain The other is a book- keeping transaction. 


Perhaps the Sie would like to note that the low point, in 1924, is 5B 
millions; then the beginning of the sharp increase, which is 1931, is 164-4 
millions. 
Right Hon. Mr. Mrtcuen: That is a very important line. | 
Mr. Bracar: Then we come mp to 1935, 494-5 millions, and then at the en 
we are at 532 millions. 
Hon. Mr. Hara: Are any of these debentures issued by the road no 
guaranteed by the Government? 
Mr. Biacar: I think not in this period. There are some debentures fd 
equipment. . 
The Cuairman (Right Hon. Mr. Graham): The equipment is purchase 
under a new scheme whereby the Government or Parliament gives a quarte 
in cash and the other is supposed to be extinguished. | 
Hon. Mr. Moravup: But there must be some debentures on roads taken ove 
by the System that are not guaranteed by the Government. 
Mr. Bicear: Yes. 
Hon. Mr. Moraup: How much? 4 
Mr. Biccar: I have the capital figures which are dealt with. I do not kno} 
whether the committee will find it so or not, but I found a comparison betwee 
those two charts very interesting—I hope T am right in making it—betweel 
13 and 14-15, which lies beside it. I found that up to 1931 the total new mone} 
that appears from 13 was 636-3, while the increase in the book value of th 
investment up to the same period was 471-4, indicating that 164-9 ha 
disappeared, as it were. If you take the next period to 1935 the total amoun 
of new money was 874:-6, the total value of the investment increase was 468: g 
leaving 406-1. And if you take to-day you have got up to a total of 949-4 wit 
an increase in investment of 445-9. 
Right Hon. Mr. Mrtcuen: There is one thing I cannot follow. Look @ 
13 and also 14-15. You start with cash advances to the C.N.R. of 72 million 
in 1923, and you run up to 532 millions by the end of 1937. Then look at 14- 1 
The line of total investment in the C.N.R. does not get any higher than 50 
millions. How can the Dominion have advanced 532 millions with a tota 
investment of only 500 millions? 
Mr. Biccar: Because most of it was deficit. 
Right Hon. Mr. Mricuren: That is to say the 500 millions is all that 
there; the rest has gone in deficits. 
Mr. Biccar: Yes, 485 millions is all that is there. 
Right Hon. Mr. MricHren: No, the 500 millions. It runs to 500 million 
according to the chart. 
Mr. Biccar: The figure is 485-9. 
Right Hon. Mr. Mrtcuen: The chart is very bad then. 
Mr. Biacar: That is the figure. ] 
The CHarrMan (Hon. Mr. Beaubien) : Would there not be another explang 
tion, that the amount of capital is the same, but it has been shifted from th 
shoulders of the public to the shoulders of the Government? The Governmen 
has reimbursed the bondholders—as it did in 1935—and has accepted the loac 
Mr. Biaear: Yes, and accepted the load. 
The CHAIRMAN (elon Mr. Beaubien): But the load has remained the samt 
Mr. Biccar: But 14-15 represents the value of the investment, quit 
independently of what it has cost. 
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need not trouble the committee, I think, with the pay-roll charts, 16A and 
_ There is nothing very significant about them except that the form of the 
rves is more or less the form of the total revenue curves. 

The next two charts, 17 and 18, are very interesting. 


Hon, Mr. Cétr: May I ask whether there is a chart showing all the money 
ut went into the C.N.R. either from the sale of bonds or the vote of 
arliament? 

- Mr. Bicaar: That is No. 13. 

Hon. Mr. Coré: I understood that 13 did not include votes of Parliament. 


He Mr. Biccar: All outside money. It is the net debenture debt and the cash 
\dvances, including deficits. | 
_ Turning to No. 17, the broken line represents the interest on debt held by 
he public from year to year. And the lower line, the solid line, represents the 
ncome of the Canadian National before the payment of any interest to anybody. 
4 will observe that the amount of interest due to the public begins in 1923 
t $35,000,000. It goes to a peak of 56-9 millions in 1932, and finished up in 
937 at 50-6 millions. 
For my own understanding of the situation I have divided that into 

hree periods. The first period runs from 1923 to 1928. There is a com- 
atively small area where the solid line is below the broken one. That 
paratively small area represents 54-3 millions and the number of years 
ix, I think; in which event it would be an average of 9 millions a year. The 
xt period is 1929, 1930 and 1931, just three years, and the amount that is 
epresented by the area between the continuous and the broken line is 109-8 
lions, or an average of about 35 millions a year. Of that, 3 millions may have 
n in cash, but at least 106-8 millions of it was in bonds; and the whole of 
54-3 millions of the first period I mentioned was in bonds. So that we 
nay, for practical purposes, say that there were 163 millions of bonds added 
0 the burden on Canada during that time. Then, taking the remaining years, 
932 to 1937, six years, the total amount represented by that spread between 
he two lines is 305-8 millions, or an average of 50 millions a year. So that 
he increase in the first period is 9 millions a year, in the second period it is 
© millions a year and in the third period, 50 millions a year. 

. Hon. Mr. Moravup: What is meant by that, “held by public’’? 


(a 


4 Mr. Biccar: It means the amount that has to be paid before anything 
omes to the public of Canada in relief of taxes, the amount of interest that 
as to be paid to other people before Canada can get anything in relief of taxes. 
; “Hon. Mr. Moraup: Including the purchase price that has been absorbed 
y the Government? 

i Mr. Bicear: Oh yes, all the money held by the public on which interest 
as to be paid. 

_ The Cuarrman (Right Hon. Mr. Graham): Held by investors. 

- Hon. Mr. Moravup: Only held by investors? That is a different thing. 

' The Cuarrman (Right Hon. Mr. Graham): Not by the Government. 
Hon. Mr. Cort: Mr. Biggar, I think your answer to Senator Moraud 
not quite accurate. 

Hon. Mr. Moravp: I do not think so. 

- Mr. Biccar: I am told that that is quite right, that that dotted line 
resents the amount of interest due on Canadian National loans. 


Hon. Mr. Hate: Held by the public. 
Hon. Mr. Moravup: Do you mean the Government and the public? 


Mr. Biccar: No, the public, before the Government gets a red cent. I 
ht that was significant; I may have been wrong, but I thought that was 
ficant, because the Government, or Canada, the Dominion, is at the same 
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kite a second mortgagee and owner of tae ay, bs LE we it 
not seem to me to matter very much in which of those two capacities it 
any money after the other preceding creditors had got theirs. 
Hon. Mr. Cort: But still, Mr. Biggar—let me get this clear—this ¢ chal 
17 is drawn on the basis of the ‘law which we passed last year? 4 
Mr. Biccar: No, it has nothing to do with the balance sheet, really. a 
am coming to the question of the balance sheet, but for the present we ar 
dealing with these properties, no matter how the books were set up. q 
Hon. Mr. Cori: But when you say “Interest on debt held by publi 
you mean interest on bonds or debentures held by individuals, by the public 
Mr. Biacar: Other than the Government of Canada. 
Hon. Mr. Core: Other than any claim which the Dominion of Canals 
might have? 
Mr. Bicear: Yes, quite so. 
Hon. Mr. Cort: That is the question which Senator Moraud asked. 7 
Hon. Mr. Moravup: The amount might clarify the whole thing. What 1 
the amount held by the public? 4 
Mr. Biccar: I am coming to the figures. I am leaving that until we com 
to the actual figures, because they involve some bookkeeping problems. W 
shall have the figures in a few minutes. | 
Chart 18 is the corresponding curves with relation to the Canadian Pacifie 
In this case the amount of the fixed charges of the Canadian Pacific is rep 
sented by the lower line, the broken line; and the upper line, the continuow 
and dark line, represents that company’s income before interest. You observ 
that there is a very substantial space between the two lines until you come # 
1932, when the two are almost coincident. In 1934 there is a slight peal 
which goes down again in 1935 and rises again in 1937. And there are on 
or two remarks to be made about that. In the first place, that little peal 
in 1934 and part of the position in 1933 is due to the, fact that in those ty 
years there was a slight change in the Canadian Pacific’s practice with regar 
to depreciation on steamships which had been charged before in advance 6 
ascertaining the income before interest and was in those years not.charged til 
afterwards. So that really if the books had been kept always on the sam 
basis, I understand that the line between the 1932 point and the 1935 poin 
would be almost straight. Another thing is that the dotted line in 1937 1 
lower than it might have been, by reason of the fact that it does not includ 
a payment of $1,800,000 that was made by the Canadian Pacific in 1937 1 
_ respect of bonds of the Minneapolis, St. Paul and Sault Ste. Marie railroa 
in the United States. i 
Right Hon. Mr. MricHen: Do you mean in redemption of bonds? 
Mr. Biccar: No, but by way of interest on bonds. 
Right Hon. Mr. MricHen: By virtue of a guarantee? 
Mr. Biccar: Yes. 
Right Hon. Mr. Mrtcuen: That is very important. I was going to i 
about that. 
Mr. Biacar: That is the reason I am calling the Committee’s stientil 
to that. That dotted line really ought, in a way, to go up $1,800,000 in = 
The Cuatrman (Hon. Mr. Beaubien): You continue there, Colonel Bigg 
to treat the Canadian Pacific as simply a Canadian institution? 
Mr. Btacar: Yes. We have not got separate figures. 
The CuarrMANn (Hon. Mr. Beaubien): And you continue to leave out 
Canadian Pacific’s American lines? 
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Biacar: Yes. But the Minneapolis, St. Paul and Sault Ste. Marie is 
i ate line altogether. 

The Cuatrman (Hon. Mr. Beaubien): But the bonds are guaranteed by 
Canadian Pacific. In one case the capital is guaranteed and in another 
he interest is. 
eine I do not think I need trouble you with any remarks on 


: _ Right Hon. Mr. Mricnen: Before you go to that, you mentioned that in 
37 the Canadian Pacific had paid interest, by virtue of this guarantee, on 


Mr. Biccar: There was no payment by the Canadian Pacific, I under- 

and, before 1937 in respect of interest on those bonds. 

; Right Hon. Mr. MretcHen: Was this an accumulation? 

The Cuatrman (Hon. Mr. Beaubien): Was that payment made out of 
ings of the Canadian Pacific during that year? 

» Hon. Mr. Haig: Their report so shows. 


Right Hon. Mr. Mricnen: What I should like to know is, is that a con- 
ung guarantee? Mind you, we are here concerned with both systems, not 
rely with one. 

Mr. Biacar: I understand it is— 

Right Hon. Mr. Murcuen: And is it in about an equal amount? 

_ Mr. Biccar: What do you mean? 

Right Hon. Mr. Mutcuen: Will the extent of the guarantee ageregate 
million odd dollars from year to year, assuming that the money will be 
rned? 

- Hon. Mr. Hate: I do not think you had better answer that question. 

Mr. Biecar: It depends upon what happens in the receivership. 

Hon. Mr. Haic: There is a legal point involved, a very serious one, and 
ir report shows that they know that, because they say they are advised 
at they are not liable after a certain time. 

_ Hon. Mr. Moravp: Are there not two issues of Minneapolis, St. Paul and 
i Ste. Marie railway bonds? One is guaranteed, there is no doubt about 
tt, and there is a legal argument with respect to interest on the other, is that 
? 

Mr. Biecar: I think that is the position. But I was only dealing with 
actual results of the operation. And as I say, I do not think I need make 
‘remarks about chart 19; that is just a combination of the dark lines on 
s 17 and 18. 

And there are very few remarks to be made about chart 20. You will 
ve that the net debt of Canada has gone up, roughly speaking, about half 
lion dollars in the period, from 2-4 to 3-08 billions, the low point having 
1 in 1930, when it was 2-17 billions. But the interest has fallen more than 
portionately, by refunding and so on, so that notwithstanding the increase 
the amount of the debt there is a silght decrease in the net charge for 
erest between the beginning and end of the period, the decrease being from 
/-8 millions to 137-4 millions. 

The Cuarrman (Right Hon. Mr. Graham): ‘That is on account of the 


Mr. Bicear: That is on account of the rate. 


uf 


26 — spECIAL COMMITTEE 


Hon. Mr. Core: What part of that debt of Canada is to be attributed t 
contributions in connection with the railways? . ' 

Mr. Bracar: I am coming to that question of capital. saa 

_ The next four charts, Nos. 21 to 24, are on general topics. I thought th 
what they showed would be interesting to the Committee. The first one, 
21, is probably the least interesting. It simply shows the amount of gra 
and, separately, the amount of wheat, carried by all Canadian railways. xy 
will observe that it has dropped from 13-5 to 6-1, a drop of fifty-five per ce: 
That drop is really due, no doubt, to the harvest, because the figure for thi 
high harvest year of 1928 went up to 19-8. 

Chart 22 shows the freight shipped through the Welland Canal. Th 
traffic passing through the Welland Canal during this period increased from 3 
million tons to 11 million tons, in other words an increase in tonnage throu 
the Welland Canal of 222 per cent. And that was notwithstanding that duri 
part of the time there was not much in the way of wheat, for the amount 
wheat had fallen, as shown on chart 21. And that spread between the Canadi 
agricultural products and the total shown on chart 22 is, speaking generally 
constantly widening spread. The same sort of inference is to be drawn fron 
chart 23 with regard to freight to and from Canadian ports through the Panan 
Canal. We start at the beginning of this period with 1,000,000 tons, we finis 
with 4,300,000 tons—an increase of 319 per cent. Of course, this does n 
mean that anything like that has been lost to the railways, for some of it h 
gone west instead of east. That is, some of it has been hauled to Vancouve 
instead of being hauled east and shipped from eastern ports. 4 

Hon. Mr. Danpuranp: The haul to the West would be shorter. . 

Mr. Biccar: Not necessarily. As a matter of fact the point at which 1 
becomes cheaper to ship one way or the other varies constantly, I understant 
senator. 

The CuarrmMan (Hon. Mr. Beaubien): In your chart 22 showing the tote 
freight and Canadian agricultural products, is there anything to indicate ho 
much of the total freight is made up of American products? 

Mr. Biccar: Do you mean in the American import sense? : 

The CuarrMan (Hon. Mr. Beaubien): American boats that transport ot 
own wheat, for instance. Would that be included in the total freight? 

_ Mr. Wrone: That includes all freight to or from Canadian ports ¢ 
between two Canadian ports. For instance, coal from a United States port to. 
Canadian port would be included in that total, also pulpwood from a Canadia 
port to a United States port, and wheat from a Canadian port to a Canadia 
port. 
The Cuatrman (Hon. Mr. Beaubien): Which means that the total freigl 
may contain, first, a lot of American agricultural products and, second, a K 
of Canadian agricultural products as well. 

Mr. Wrone: With this distinction, senator, it includes only freight comir 
to or going from Canada; it does not include any freight between two Americé 
ports. ; 

The Cuarrman (Hon. Mr. Beaubien): It does not? . 

Mr. Wrona: No. 

Hon. Mr. Haic: I presume that wheat going from an Illinois point ’ 
Montreal and unloaded there would be included in the total. ! 

Mr. Biccar: The concluding chart struck me also as being quite interes 
ing. It is a little difficult to follow in detail, but the general picture it sugges 
js simple. There are three lines that come more or less together towards tl 
top. The most prominent line running up high in 1929 is the curve showit 


a 
a 
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of bank debits year by year. It is suggested that the high point 
} at least in part, if not wholly, due to the shock speculation of that | 
preceding years. From its peak in 1929 it dropped to a new low point 


932, then goes up in 1934, drops in 1935, goes up again in 1936, and drops 
lightly in 1937. The next below, the one with long broken lines, represents 
lume of manufacturing production, The third, with short broken lines, repre- 
s the gross value of production adjusted for price change. None of these 
3 Separately would be significant, but taken together and compared with 
ilway revenues represented by the dark line towards the bottom, it will 
iced that the interval between what one might call the average of the 
top lines and the bottom line appear to be constantly widening. Of 
urse, they start together in 1923 because-in that year the existing values of 
of those things are taken as 100. 

Right Hon. Mr. Metcuen: An arbitrary figure. 


Mir. Biccar:| Yes, that is arbitrary. But the spread afterwards is rather 


ge 
ight Hon. Mr. Mercunn: It shows that the railways have since 1923 
to enjoy the benefit of such measure of prosperity as the country enjoyed. 
_ Mr. Biccar: They did not get their share of the business of the country. 
) Right Hon. Mr. Metcuen: Yes. 
| Mr. Biacar: I made a short note in regard to that which may interest 
committee. Taking the average of the three lines, the number of points 
wn between that average and the dark line in 1926 is 8, in 1929 it is 41, 
932 it is 35, and in 1935, which is the last one we have complete figures for, 
4. But if you take the average of volume of manufacturing production 
hat of the gross value of production adjusted for price change, you 
series which is even and does not go up to a peak in 1929, It‘ gives you 
1926, 35 for 1929, 39 for 1932, and 78 for 1935. 
That, gentlemen, covers the charts. Taking those together with the tables 
lave a number of relevant figures. I do not think all are given, for it 
d be impossible to deal with them all in that pictorial way. I wanted 
eal with them pictorially because, I must confess, I know it is difficult to 
try a long series of figures in one’s head. 
‘With regard to capital and matters of that kind, the Bureau of Statistics | 
‘been good enough to furnish me with all the remaining copies they have 
hand of two other pamphlets, both issued last year. One, dealing with the 
adian National Railways, gives all the relevant figures in regard to its 
ts from 1923 to 1936 the other gives similar information with regard to 
nadian Pacific. 
Hon. Mr. Bucuanan: Before Mr. Biggar leaves the Panama Canal table, 
I ask him whether it would not be possible to break that down into com- 
lities? For instance, could we not find out how much grain, lumber and 
wsprint has been handled, so as to ascertain the amount of business taken 
7 mostly from the railroads by reason of the opening of the Panama 
2 
Mr. Biccar: You mean each commodity separately? 
Hon. Mr. Bucnanan: Grain, newsprint and lumber. 
Mr. Biccar: That can be done, Mr. Wrong tells me. 
Right Hon. Mr. Mricuen: Mr, Biggar, it seems to me this gives us the 
rial pretty well up to the end of 1937. But could we not have a statement 
| both systems of their revenues and expenses for the months since? 
r. Biacar: Yes. I had almost forgotten, senator, to state that I secured 
figures this morning. I will give them now. For the three months to 
ch 31 the Canadian National revenues were down $3,700,000. 
20-2 . 
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Right Hon. Mr. MrtcHen: From a year ago? 
Mr. Biccar: From a year ago. Their expenses were up $2,294,000. § 
that the net worsening of this situation by comparison with a year ago W 
$6,048,000. . “ig 
The Cuamman (Hon. Mr. Beaubien): In three months? | ‘7 
Mr. Bicear: In three months, The corresponding figures for the Can 
dian Pacific are: revenues down $1,501,000, expenses up, $894,000; net doy 


$2,395,000. 
The committee, I think, will find in these Canadian Pacific and Canadi 


National statements all the relevant figures with regard to capital, debentu 
issues, cash deficits, interest on Government-held securities, and special deficit 
withe regard to Canadian National Eastern Lines. 
Right Hon. Mr. Mrtcuen: Before you pass to that, Mr. Biggar, can yor 
give us the elements constituting the increase in those expenses? They ar 
increased $2,000,0000 in one case and $800,000 in the other. 1 
Mr. Biccar: I suppose it can be done. We can get it from the railwa 
witnesses if they have not got it in the Bureau. q 
Right Hon. Mr. Mercuen: It seems remarkable that with a diminutio 
of revenues the expenses should go up. : 
Mr. Biccar: I understand that there has been some arrangement as { 
wages. 4 
Right Hon. Mr. Mrtcuen: Is it all due to wages? 4 
Mr. Biacar: We can find that out. x 
Hon. Mr. Parent: How does it compare with the same period last yeas 
Mr. Biccar: That is the way I have the figures. Compared with last yes 
it is down in revenue and up in expenses. 
I am not going to pretend to ask the committee to follow me through th 
I have made such examination of it as I can. One would have to be somethit 
more than a Philadelphia lawyer in the way of accountancy to follow these figur 
and make sure your inferences are correct. That is why I wanted to ie 
figures I could understand. But all the information up to 1986 is there. Sue 
further information as the committee wants with respect to 1937 can be got irc 
the tables. i 
Right Hon. Mr. Mztcuen: Could you not give us copies of those resu 
for the three months to complete our material? 
Mr. Bicaar: I could get it. 
The CuatrMan (Right Hon. Mr. Graham): Short periods are not a su 
method of making up either expenditures or receipts in any business. Or 
statement may be made on the last day of the month, while a correspondil 
statement by another company may be made on the 8rd of the next month- 
altogether different periods. f 
Right Hon. Mr. Muicuen: But the seasonal features would correspond wi 
the seasonal features a year ago. 
The CuHatrmMan (Right Hon. Mr. Graham): Yes. 
Hon. Mr. Cor#: Mr. Biggar, may I revert to the question I asked you 
moment ago: what part of the net debt of Canada shown on table 20 can | 
attributed to contributions made by Canada to the two railways? q 
Mr. Biccar: I discussed that, and it is really a question which it! 
impossible to answer. You may pay railway deficits out of a budget surph 
or you may borrow the money. But even if you pay it out of a budget surpl 
you may go and borrow a corresponding sum for something else on which othe 
wise you would have spent your budget surplus. a 
Hon. Mr. Cort: That is why I put my question in that form, contributi 
to the railroads. 
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q Mr. yee Yes. 

‘Hon. Mr. Cor: Could we get an answer as to what the contributions were? 
© Mr. Bicear: Oh, yes, they are given in chart 17. Mr. Wrong tells me that 
‘ou will find a more complete answer on page 7 of the Canadian National 
mphlet, in the 3rd and 4th columns. All those figures are there in G, H, and 
on. 

Hon. Mr. Cort: What is the page? 

Mr. Biaccar: Pages 6 and 7. 

Now, just as a matter of convenience, I would suggest that these charts and _ 
s be called, for purposes of reference, Exhibits 1 to 24, and that in the pro- 
ngs the tables should be associated with the charts in order that they may 
readily understood. We will call each chart an exhibit of itself. 

~ Right Hon. Mr. Mretcuen: The whole book will be Exhibit 1? 

' Mr. Biacar: I was going to call the charts individually exhibits, because 
1ey will not appear in this form in the Pope aes Then the Canadian 


n Pacific Paniphiles would be Exhibit No. 26. 

_ Charts and Tables 1 to 24 filed and marked ehi bite 1 to 24. 

a Canadian National Railways pamphlet filed and marked Exhibit 25. 
_ Canadian Pacific Railway pamphlet filed and marked Exhibit 26. 


Hon. Mr. Moravp: Do I understand you have prepared a statement as to 


4 Mr. Biccar: I mee the figures here, if you would like to have them. They 
ire for two months only, not for three months. 


- The Cuarrman (Right Hon. Mr. Graham): Would you like to hear these 


Hon. Mr. Parent: Yes. We will have them printed to-morrow. 


a e Mr. Bieear: The figures with which I have been supplied this morning in 
connection with the United States apply to only two months. 


Hon. Mr. Danpuranp: For what railway? 

Mr. Bicear: For all the Class 1 railways in the States. The revenues of all 
em for the first two months were down $123,190,000; their expenses were 
m $49,633,000; and the net was down $73,557,000. 

Hon. Mr. iceson: For how many railways? 

_ Mr. Bicear: Mr. Franklin can tell me how many there are in Class 1. 

' Mr. Franxurn: There are over 100. 

- Right Hon. Mr. Mrtcuren: Was there an increase in wages in the United 
ates over the period too? 

- Mr. Bicear: There was an increase in the latter part of last year. 

Hon. Mr. Murpocx: But the increase was completely implemented in the 
Jnited States, whereas in Canada it was not until the beginning of this year 
ind on up to the first of April. 


Right Hon. Mr. Mricuen: But there was an increase in the United States 
compared with the same two months of last year. And the same here. 


Hon. Mr. Harpy: Does chart 11-12B, “C.P.R. Revenues and Expenses ” 
e exclusively to rail, or does that include steamship operation? 


‘Mr. Bicear: Yes, the Canadian Pacific figures include the steamships. 
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Hon. Mr. Harpy: Then that does not give an exact and rae picture 4 
the rails alone. : 

Mr. Biacar: It does not include ocean steamships. It includes their steal 
ships, but not ocean steamships. Mt 

Hon. Mr. Harpy: That is the point I want. 

Hon. Mr. Moravp: And no revenue from other sources, smelters and so on’ 

Mr. Biacar: No. That would be included, however, as I understand i 
in that curve relating to net income before interest, which is in one of the om 
charts. 

Right Hon. Mr. Mricuen: But the C.N.R. has certain steamships, and the 
would be included in the same way. 

Mr. Biacar: Just the same way as the C.P.R. 

Now, gentlemen, there are one or two other things that I think might af 
well be dealt with at the moment. . 

The Cuarrman (Hon. Mr. Beaubien): I understand that the increase it 
expenses is due in large part to the increase in wages. Would you take a not 
to find out whether our men in Canada are paid on the same scale as the met 
in the United States? 

Mr. Biccar: Those figures are all available. 

The figures I have submitted to the committee in any of these previous 
exhibits do not relate at all to the Hudson Bay Railway, and I think t 
committee would like to have the figures with regard to that. : 

Hon. Mr. Hata: The least ‘said the soonest mended. 

Mr. Biacar: All right, I do not insist. 

The Cuatrman (Hon. Mr. Beaubien): Oh, we must have that. 

Mr. Biccar: I have a series of statements, the effect of which I can give t 
the committee. The total capital expenditure up to March 31 last was 54:1 
millions. The operating deficits for the two years 1935-36 and 1936-37, a 
the estimated deficit for 1937-38 are as follows: $335,869; $359,768; and $138,000 
These figures that I have include figures with regard to the freight that has bee 
carried on the line and the muimber of passengers carried on the line, so an} 
information that is desired about that railway is readily available. 

The Cuatrman (Hon. Mr. Beaubien): Have you got the tonnage? 

Mr. Biccar: The tonnage and the number of passengers. 

The CuHatrman (Hon. Mr. Beaubien): Just give them rapidly. ’ 

The Cuamman (Right Hon. Mr. Graham): The benefit of reading thes 
is that you will find them in the record of to-day that you will have to-morro 

Mr. Biccar: The number of passengers has fallen from 11,047 in 1980 ° 
6,956 in 1937. : 

Hon. Mr. Danpuranp: Is that due to the aeroplanes? 

Mr. Biccar: I suppose. The total tonnage has fallen from 38,799 tons i 
1930 to 11,976 tons in 1937. That is the revenue tonnage in each of those years 
The statement I have before me analyses that and gives the amount of oan 
particular variety of freight. The 1930 figure includes no wheat. The 193 
figure includes 26 tons of wheat. A considerable part of the drop in revenu 
freight has been in lumber, timber, box and crate material. This was 11,073 ton 
in 1930, and had fallen to 228 tons in 1937. Bituminous coal had fallen fron 
9,080 tons in 1930 to 1,504 tons in 1937. There are other corresponding drop; 

The CHatrman (Hon. Mr. Beaubien): What was the bulk of the freigh 
in 1937? 

Mr. Biecar: There was 1,504 tons of bituminous coal, 1,075 tons of noted 
leum oil and other petroleum ‘products, and 1,884 tons of manufactures. Th 
tess than carload freight totalled 3,140 tons, 


\. Haie: Batre you leave the charts, may I ask if the C.P.R. 
S ee the revenues from ‘lands and from investments outside of the 
ays, like smelters and things of that character? 


. Biggar: They do when they are all net income before interest: they 
‘a aes ae merely ot ae ees sere 


] a Mr. iain sae 1923 to 1937 the a PER aed a revenue from Rev ities 
e of railway operations, such as smelters, land, steamships and the like, 
the C.N.R. did not have. Can that be broken down? 


. Biagar: That is all to be found in Exhibit 25 or 26, whichever it is 


is un in the way of [aie ty ae the eee Sante tke 
tate the effect of it. The total payments under the Maritime Freight 
ct for the years 1927 to 19386 to railways other than the Canadian 
1 was $6,849,049.62. 


on. Mr. Danpuranp: What are you covering there? 


1 for all railways, which includes the C.N.R. deficits due to the 20 per 
tolls reduction, amounts to $24,669,745.43. The corresponding figures for 
e $794,951.96 and $3,182,457.77. I think that this summary statement 
You would not want all this long statement that I have here 
o the proceedings, Mr. Chairman? 

-CuHamrMAN (Right Hon. Mr. Graham): I should think not. 

“as Mr. Srncuatr: These figures are not included in the tables you have 
Bieear: No; these are completely new figures. 

-CuarrMAN (Hon. Mr. Beaubien): The first group of figures that you 
apply to the Canadian Pacific only? 

Biecar: No, to eight railways. 


. CHAIRMAN (Hon. Mr. Beaubien): There cannot be very much com- 
between the Canadian Pacific and the Canadian National? 


ir. Biggar: The Canadian Pacific figure is $2,202,000. 
The CuairMAN (Hon. Mr. Beaubien): And the total amount of the first 


Bicear: That is $24,000,000. é 
he CHAIRMAN (Right Hon. Mr. Graham): These are amounts paid under 
te? 


~Bieear: Under a statute. 
he Cuarrman (Hon. Mr. Beaubien): And as to the second group of 
ey all apply to the Canadian National, do they, or to other railways 


. Biggar: What is paid under the Maritime Freight Rates Act. And 


hate 
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Mr. Biegar: Tt is somewhat difficult for me to divide them into first an 
second groups. I gave the figures for all the railways’ except the Canadial 
National, and then the Canadian National deficits due to the 20 per cent toll 
reduction are included in the second figure. : 

Hon. Mr. Murvocx: We should have that grouping of railways. 5 

Mr. Biccar: It is all here. I think that this one sheet gives all the informe 
tion, but if any member of the Committee finds that it does not, we can get furthel 
details later. 4 

Statement re Maritime Freight Rates Act—Total payments on account t 
December 31, 1937, filed and marked as Exhibit 28. a 

Hon. Mr. Parent: If this is an exhibit, Mr. Biggar, do you not think i 
should appear in the record of proceedings? 7 

Mr. Biccar: That will appear in the record. d 

Hon. Mr. Parunt: I thought I heard you say that there was one you did 
not intend to have included. y 

Mr. Bicear: This big sheet (indicating Exhibit 28) contains the detail 
of what is going into the record. : 

The next subject I was going to suggest the Committee should attack wai 
the subject of co-operation, and particularly with regard to the activities @ 
the Joint Co-operative Committee, members of which the Committee desire 
to hear first. In that connection, having regard to the hour, I think that 4 
best thing I could-do would be to submit to the Committee now, so that honout 
able members will have an opportunity to look at it before to-morrow mornit 
a joint statement by the chairman of the two sections of that committee, t 
Canadian Pacific chairman and the Canadian National chairman. Rea 
it was at my suggestion that they made a joint statement with regard to t 
activities of that committee. As a matter of fact it took me the best part of th 
days to get the information for the statement, and I thought that was much t 
most convenient way for the Committee to get it, because it ought to save abo 
four hours of sitting. If necessary we can read it to-morrow morning, but 
advance 1 asked Mr. Hinds to have it printed, so that there are now availab 
printed copies in the form in which it will go into the record. 4 

Hon. Mr. Danpuranp: Is it a long statement? 

Mr. Biccar: It is quite a long statement. 
Right Hon, Mr. Mriauen: How do we get 28 exhibits? 
Mr. Bracar: I am marking the charts and tables separately, so that tk 
can be referred to by number without causing confusion. : 4 
The CuarrMAn (Right Hon. Mr. Graham): I suppose members of th 
Committee will expect to secure all the information they want by asking wi 
nesses to explain this statement. 4 
Hon. Mr. Danpuranp: I see that copies of the statement are now bein 
distributed. ; y 
Mr. Biacar: Yes. So that there will be plenty of time for the Committe 
to look at it before to-morrow morning. 
Hon. Mr. Moravp: Mr. Chairman, as a member of the Senate who is m 
a member of this Committee, may I renew an application? Could we h 
copies of these exhibits before they are dealt with? This morning there w 
apparently only some twenty copies, and even some members of the Co 
mittee were unable to get any. Those of us here who are not members of # 
Committee are also much interested in the proceedings, and I do not see wh 
~ we should not have copies of these documents. 4 
Hon. Mr. Murpocx: Mr. Chairman, are we going to see maps that we 
referred to, I think, at our previous meeting, showing the 5,000 miles of rai 
way with respect to which there was some proposal as to abandonment? 
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Bicear: The view that I myself had formed—of course, I am subject 

the Committtee’s views—was that we would be rather unwise to anticipate 
sals that might be made in 1938 by reference back to proposals which were 

2, if they were made, in 1931 or 1932, and that we would be more regular in 

procedure if we dealt with the question of co-operation, which the Committee 

directed should be dealt with, first, and then went on to the other questions 

arise, and see what proposals are made now. 

tight Hon. Mr. Mricumn: When those proposals are brought out the maps 

d be produced to show them, of course. 

‘Mr. Bicear: Exactly. 


on. Mr. Murpocx: But I think there has been a suggestion long since 


to abandon 5,000 miles of railway; I think we have heard of it within 
nt months. 


Mr. Biccar: I have not heard anything— 


' Hon. Mr. Murvocx: I think it was understood at our last meeting that 

e Committee would like to know where those particular questions of both 
Canadian Pacific and the Canadian National lines are that would be 
oned under the proposal to abandon a large amount of mileage. 


(© Hon. Mr. Haig: We should let the men come forward with their suggestions 


then show us what they want to do. I do not think it would be fair to 
them for it in advance. 


‘The Cuatrrman (Hon. Mr. Beaubien): I understand there are certain 

nbers of the Committee who have not had copies of exhibits, and besides 

jhere are a number of other senators who do not belong to the Committee 

lvho have been unable to obtain exhibits, Do I understand they will all be 
uded in the record? 


Mr. Biccar: That was the idea, that they should all be included in the 
rd 


‘Hon. Mr. Moravup: That is all right. But this morning those who wanted 
ollow the proceedings found it difficult to do so if they did not have these 


ts and tables. It would have been easy to have printed more instead of 
wenty or so copies that were printed. 


fr. Bracar: I will say this, in exculpation, that the Committee very nearly 

to having none of these things before it this morning, that enormous 

ts were put forth at the Bureau of Statistics to get them out at all, and 

self did not see them in anything except sketch form until 4 o’clock 

erday afternoon. 

Hon. Mr. Moravup: I do not mean to blame anyone. 

Mr. Biecar: No, I know. As a matter of fact, I do not know whether 
e copies can be got. They were done by a special process, very quickly, 

ot at the Bureau, merely in anticipation of their being useful to the 

ittee. 


on. Mr. Hate: Senator Moraud thinks there should be more copies the 
time. 


Mr. Biccar: We had, I think, forty of them made, but they have faded 
Way 


D, 


Right Hon. Mr. MrtcHen: These charts should be distributed to Senator 
aud and others who want them. 

Mr. Bicear: I quite agree. 
he Cuarrman (Hon. Mr. Beaubien): Is it agreed that the members of 
Joint Co-operative Committee who will be here as witnesses will have 
rmation as to the lines that it has been agreed to abandon, and the abandon- 


s that have been sanctioned by the Railway Board as well as those that 
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34 SPECIAL COMMITTEE 
have been refused by the Railway Board, and also proposed ab: 
which are being studied now ? Will they have with them maps to show 
location of. those abandonments and proposed abandonments? oe 
Mr. Biccar: They have been warned to have those. M, 
The Cuamman (Right Hon. Mr. Graham): I think they will. And 
imagine that these witnesses will be asked all about these matters. It W 
come out before we are through. a 
Hon. Mr. Murpocx: The Board of Railway Commissioners has 
before it only some 600 miles, from the two railways. Now, it has been sé 
whether rightly or wrongly, that unification would make possible the abando 
ment of 5,000 miles. Where would that mileage be? a 
* Mr. Biccar: The witnesses will be able to discuss the question of aba: 
donment. q 
Hon. Mr. Parent: I share Senator Murdock’s views on this particul 
matter. It has been stated all over the country often enough that four or fi 
thousand miles of railway could be eliminated without causing suffering ~ 
anyone. Well, I suggested on the floor of the Senate, when speaking on # 
debate that Senator Beaubien started with his very able speech, that we sh 
have maps here showing exactly the position of the lines that it was proposed 
abandon and the numbers of people who would be affected thereby, so th 
we should be in a position to judge whether such abandonments should 
made. I should have liked to have this information before we get very deep 
_ into the matter. i 
The CHamrmMan (Right Hon. Mr. Graham): My colleague and I belie 
that we shall not go very far before we run up against that matter, and the 
the Committee will want to get all the possible information about it. ie 


Right Hon. Mr. Mricuen: Including maps. q 
The Cuarrman (Hon. Mr. Beaubien): And I should like to add that 
witnesses ought to be advised in advance that these questions are coming 
so that they will be prepared.. 4 
Right Hon. Mr. Muicnen: They know that. 


The Committee adjourned at 1 p.m. until 11 a.m. to-morrow. 


(For charts and tables referred to herein see Exhibits 1 to 28 in procee 
ings No. 4.) ] 
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EXHIBIT No. 2 


MILES OF ROAD OPERATED 


ee CMR. Can.Lines and CPR. 


MILES OF ROAD OPERATED 


Canadian 
H ; Canadian 
Canadian | National Pacific To 


2 } tal 
National |. Railways 
System | Canadian Railway |(Cols. 2+3) 


Tones System 

1 2 3 4 
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AVERAGE FREIGHT HAUL 
Chart 9 
MILES o 
600 ——- =p 4. 
500 : I < il |. L 
a oo Varese ait Sk q 
‘ P=» yor S a 4 ss Ss 4 epee er hs 
| ene enti “et 
| é . Ry > L q 
v oe a ce Seta : 
200 Rasa 7 - t 7 r | 1 
100 Satie ja ee — + ses r 
0 
L. 1923 1925 1930 1935 
AVERAGE LENGTH OF HAUL—FREIGHT 
(Miles) 
TABLE 9, 


Canadian 
National 
System 


Canadian 
National 
Railways 
Canadian 

Lines 


at wit 


74 


BOE Tscertesne 40 


rt /O AVERAGE PASSENGER JOURNEY Bi 
f 
xy 
t 4! 5 
AVERAGE PASSENGER JOURNEY jet 
(Miles) 
g 
Canadian | Canadian 
Canadian | National Pacific 
National | Railways | Railway 
System Canadian System 
Lines 
6, a ROO he Bees a 61-1 59-9 86-4 
conc dg ge OF a A SD A ait A Og 60-4 58-9 82-2 
aL eet Cc un OMIM Te wich g.” 63-7 61-7 86-9 
onto SOTERA a hb His SRA Ga CREED y iene on UN ei GUN on Bead 66-6 64-6 87-2 
Rea Veushrh un eel ie sls afelai el Nals e aye opal toi sah eA AC PC AN UMN 72-2 69-9 87-9 f 
0.6 ANG SBT OB gS) SB io. Re SAS SecA Ain La bd BI RNA END NR 76:9 74-6 93-4 X 
90.8 DENG ie cic DURE G OTS SOIGES ARAN goers aa Sk A 72-8 70-3 89-4 : 
+0 0.000 70 Hind OS Bb a Attia A noe aa en bass ates bona Gar ea 69-2 67-1 82-5 | 
0 ORY TOBIN SIND D Sig Ore ECO He cle as Petr (RRL ARES SM ecto 65-6 62-9 78-7 
ood ogibis Gs Brathay Sis S14 enced caer EN a emer Rm Me val 66-2 64-8 81-5 
“cecky AGG) AA A Goa SI Nm 70-5 68-5 85-6 et 
Bg ech SSS Sipe Ree CP ATC cal RS Ga OS oa LM 71-7 69-6 90-2 A 
© OO BISCO OF SELEY HINCat IS CIDE ie AA ioe URS I 79-2 77°5 93-8 ; 
PRS al esereaveger hints aie\afefeatvd a) cloiclaVayaerel eke ermtiely HG ee ak: 82-3 80-2 102-8 
Brae eto eietotates al sVaraes states) sValt siz ale ated es ie were LOW cid chek 87-6 85-4 105-7 
i} rere | 
i % | 
is r ath : 
Pes nme park Matt ; maa 
bree Wak " mi f yin st a 
t iy fia ae aa { lahat an” A) 


NE Ng is iy 


son hes SPECIAL COMMITTEE 
EXHIBIT No. 11 and 12 


CNR. REVENUES AND EXPENSES 
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YEARS 


OPERATING EXPENSES 


Canadian 
Canadian | National | Canadian Total 
Year | National | Railways Pacific (Columns 
System Canadian Railway ,} 2 and 3) 
Lines System 
i 3 4 
$ $ $ 


1923... .| 235,838,046) 206,069,866] 171,902,618] 377,972,484 
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RAILWAY CONDITIONS 53 
EXHIBIT No. 14 and 15 
De hart 14.15 TOTAL INVESTMENTS , 1923-1937 


om Affiliated |Sinking Cumu- 
-|Hotels,and |Companies | Funds | Total | lative 
| Separately Total 
| Operated 
Properties 
(Thousands of Dollars) 
1,816 7,007] 63,788] 63,788 
2,473|— 3,362] 40,926} 104,714 
6,272 1,098) 26,320) 131,033 
1,658 3,039] 29,160} 160,193 
4,129 1,193} 51,418) 211,611 
13,027 3,158} 60,219} 271,830 
— 6,135 298) 82,663} 354,493 
12,066 2,072} 80,699] 435,192 
1,371 574| 36,232) 471,424 
951 143 1,893] 473,317 
2,834 1, 835 5,622! 478,939 
— 326 2,174 832| 479,771 
31]—11, 939]—11, 221] 468,550 
58]—11,418]— 4,420] 464, 130 
894 33} 21,802] 485,932 
41,118]— 4,093] 485,932 


1937 


CANADIAN PACIFIC RAILWAY 


INVESTMENTS 
Railway 
Rolling 
Stock, 
Inland Improve- 
Steamships,| menton | Other Cumu- 
Year Hotels, Leased | Invest-| Total* | lative 
Communi-| Railway | ments* Total 
cations and| Property ; 
Miscel- 
laneous 
Property 
(Thousands of Dollars) 
1923 18,291 3,474 2,308} 24,704) 24,074 
1924 16,554 — 3,097 7,236) 20,694) 44,768 
1925. 8,056 362 5,239] 18,657] 58,425 
1926. 13,590 887 3,858) 18,335} 76,760 
1927. 20,954 1,327} 18,542) 40,822) 117,583 
1928... 34,475 2,551) 13,623} 50,649) 168,231 
1929... 71, 639 3,862) 22,706] 98,207] 266,438 
1930... 35,032 3,807] 29,295) 68,135) 334,573 
1931... 22,614 8,080} 18,496) 49,190] 383,763 
1932... 2,455 886}, 282 3,623} 387,386 
1933... — 1,062 199} 11,396} 10,534] 397,920 
1934... — 4,880 1,387)— 5,812|— 9,305] 388,616 
1935... — 1,299 — 1,061)— 9,427)—11, 787} 376,829 
1936... 6,534 — 1,239/— 1,850 3,445] 380,274 
1937... 17,228 — 395 1,058) 17,891) 398,165 — 
Total.. 260, 184 21,029} 116,952) 398,165 


*Does not include advances to controlled and other com- 
panies. 
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NET DEBT OF CANADA AND INTEREST ON PUBLIC DEBT 
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2,453,776, 869 137,892,735 
2,417, 783,275 136, 237,872 
2,417,437, 686 134, 789, 604 
2,389, 731,099 130, 691,493 
2,347, 834,370 129,675,367 
2,296, 850, 233 128,902,945 
2,225, 504, 705 124, 989,950 
2,177, 763,959 121,566, 213 
2,261, 611,937 121, 289,844 
2,375, 846, 172 121,151,106 
2,596, 480, 826 134,999,069 
2,729,978, 141 139,725,417 

-| 2,846,110, 958 138,533,202 

3,006} 100, 517 134, 549, 169 
3,083,952, 202 137,410, 345 
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3,644, 191 1,856,318 
4,824,148 | 2,531,561 
5,428,816] 2,618,494 
5,102,106 | 2,577,250 
7,052, 863 3,221,648. 
7, 234, 109 3,967,994 
4,590, 190 1,869,773 
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6,355, 267 3,676,787 
8,171,428 3,313, 990 
8, 482, 889 2,229, 565 
8, 245, 237 2,389, 446 
9,486! 252 2, 856, 956 
11,004, 878 
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EXHIBIT No. 25 


DOMINION BUREAU OF STATISTICS 


TRANSPORTATION AND Pusuic Utinirires BRANCH, OTTAWA 


CANADIAN NATIONAL RAILWAYS—REVENUES, EXPENSES, ETC., 1923-1936 


Statistics of the Canadian National Railways for the fourteen ye: 
(1923-1936) the lines have been amalgamated and operated as one system ¢ 
presented in this report. . 

The Canadian lines of the Canadian National Railways include the railwa 
formerly operated as the Canadian Northern System, the Grand Trunk Railw; 
of Canada, the Grand Trunk Pacific and the Canadian Government railway 
consisting of the Intercolonial, Prince Edward Island, National Transcontinent 
and several small lines in the eastern provinces. The United States lines inclu 
the lines known as the Canadian National New England Lines, the Grand Tru 
Western and the Duluth, Winnipeg and Pacific. The Central Vermont Railwa 
which had been operated by a receiver from 1927 to January, 1930, was pu 
chased by the Canadian National Railways and, from February 1, 1930, h 
been included as one of the United States lines. The Hudson Bay Railway 
being operated for the Government by the Canadian National Railways as 
separate railway. From 1923 to 1926 its accounts were included with those 
the Canadian National and adjustments for the transfer were made in the If 
accounts. The profit or loss of all ancillary operations is included in the incor 
accounts, but data of the Canadian Government Merchant Marine and Canad 
National (West Indies) Steamships, Limited, and subsidiary companies are 0 
included in these statements. i 


a 


Pixs 


> 


’ 

The Maritime Freight Rates Act, effective July 1, 1927, provided that t 
Canadian National Railways east of Levis and Diamond Junction (designated 
the Eastern Lines) should reduce the freight rates on local and certain other tra 
by 20 per cent. Other railways operating in this eastern territory were allow 
to reduce their rates by the same percentage and all railways were authorized 
bill the Dominion Government for the difference between the normal and t 
reduced tolls. All the railways have treated such items as revenues earned a 
they are so treated in this report. The Act also provided that the deficits of t 
Canadian National Eastern Lines should be provided for by a separate item 
the estimates submitted to Parliament. Such deficits since July 1, 1927, ha 
been paid by the Dominion Government and the amounts have not been add 
to the debt of the Canadian National System, nor has any interest been accru 
on these deficits. PY 

The amount of the Government contribution to meet the deficits of 
Eastern Lines is not included in the loans and advances as given in Table No. 
but the amounts so contributed are shown separately in Table No. 8. The “ D1 
Report” recommended that the deficits of the system each year be met by spee! 
appropriations of the Dominion Government and consequently deficits for 19 
and subsequent years are also excluded from Table No. 2 and are sho1 
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arately in Table 3 for the respective years and not as paid. This treatment 
ses some changes in loans as previously reported. Interest is not accrued 
hese deficits in the railway accounts. 


Table 1 shows the operating revenues, expenses and net operating revenues 
he Canadian Lines and United States lines separately. It also shows for the 
re system the net corporate income before deducting interest charges, interest 
funded debt divided between interest on Canadian National bonds held by 
1e public and on moneys advanced by the Dominion Government, the income 
ebit balances carried to the profit and loss account, profit and loss net debits 
nd credit items and the cumulative deficits including profit and loss items. 
wterest on short term notes is not included in the interest items, but is included 
the “Net corporate income before deducting interest” column. The cumulative 
eficits are for these fourteen years only; the deficit on December 31, 1922, was 
234,951,901 and in the annual reports the Government contributions for Eastern 
ines deficits from July 1, 1927, and for System deficits from J anuary 1, 1982, 
ave been included as credits. 


_ Table 2 has been changed in this issue to include (1) all capital stock, (2) 
overnment appropriations for lines built and purchased, (3) advances, both 
ng term and short term, (4) accrued and unpaid interest, and (5) debt of the 
lways held by the public. The capital stock consisted in 1923 of $165 627,739 
ock of the Grand Trunk Railway System which the Arbitration Board on 
ptember 7, 1921, stated was of no value and is held by the Dominion Govern- 
ent, and $100,000,600 stock of the Canadian Northern Railway which had been 
chased by the Dominion Government. There was also outstanding $4,591,975 
stock of constituent lines held by the public, of which $7,875 has been retired 
wing the subsequent fourteen years. The capital stock, Government appropria- 
ons for Canadian Government Railways and certain loans and advances repre- 
nt the Government’s equity in the railway system. 


~ The Public Accounts of Canada includes in Dominion gross debt as at 
larch 31, 1937, $57,895,693 loans to the railway as active assets made up of 
G.R. open and stores account, $15,748,921, and loans on capital account and 
r retirement of maturing bonds since January 1, 1932, amounting to $42,146,772, 
id deducts this amount when computing the net debt of the Dominion, but 
es not include as Dominion debt the railway debt held by the public amounting 
$1,184,612,249 on December 31, 1936. This last is the only item which can be 
operly added to the Dominion debt when computing a combined Government 
id railway debt. The railway debt held by the public and guaranteed by the 
enon Government includes $216,207,142 perpetual debenture stock (previ- 
isly Grand Trunk) guaranteed as to interest only. 

_ The accrued and unpaid interest on Government advances was computed at 
terest rates ranging from 34 to 6 per cent per annum and was not compounded. 
terest on advances for deficits of the Eastern Lines since July 1, 1927, and. the 
tire system since January 1, 1932, and on appropriations for capital account 
r the Canadian Government Railways, which comprise a portion of the 
madian National System are not included. Also expenditures covering the 
wehase of railway equipment under the Supplementary Public Works Con- 
action Act, 1935, are not included. 


_ Other investments by the Government in these railways are subsidies for 
nstruction, all made before amalgamation into the present system or before 
les were purchased by the Government and some to lines subsequently acquired 
he Grand Trunk and Canadian Northern systems before these systems were 
n over by the Government. Land grants include grants as bonuses during 
truction and also for right-of-way, station grounds, etc. Excluding grants 
he Grand Trunk Pacific Development Company for the Prince Rupert dry 
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dock and shipyard and payments of wages for relief labour during 19 
subscriptions for stock, the grants were as follows:— 
Cash Subsidies— 


Dominion—(Cash subsidies... .. .. .... $49,261,220 
(Loan to Grand Trunk.. ...... .. ~~ -15,142,633* 
64,403,853 
Pro VigsG aban ya ek es ese) saber os ie age RPMI a aheaiae ke AL e a Re 
Ate Abe C NL ARR MESA Armen aR A ts (iol oli By dois ahaa 7,393,867 
CRRA OBAL EC) eC \ie eke Mgnt ns NMR FA ees, Oe aey 

Land Grants— ; Acres 
SHOCoTAR EGCG) c BMO, AS IRA URS Sr CRRA Mi AIR RN AS A DU 5,763,735 
EPI CTNC TEN eC SOU) ee PN RA REDE et OM are Opa an Ak NE 1,815,141 
(enpid Totals With ev OOM An Tee uae Melee Ses Sr 


_ _* This was a loan but no interest has been paid since before Confederation and it has be 
included with subsidies by the Bureau. 


An indirect railway liability of the Dominion Government is the debt of t 
Northern Alberta Railways owned jointly by the Canadian. National ¢ 
Canadian Pacific Railways. Half the debt of this railway held by 
public was $7,500,000 on December 31, 1935. Also the Grand Trunk Wester 
has assumed certain contingent liabilities, in some cases solely and in oth 
in conjunction with other tenant companies, guaranteeing the payment of in 
est and principal of bonds of the Detroit Toledo Shore Line, Toledo Termi 
and Chicago and Western Indiana railways. It is not anticipated any of th 
will become actual liabilities. The Hudson Bay Railway is also a direct I 
bility of the Dominion Government and is being operated by the Canad 
National for the Government, but is not included in the following tables. 

Table 3 shows the cash received from long term debt, as shown in Table 
short term loans from the Dominion Government and appropriations 
deficits of the Eastern Lines from July 1, 1927, and of the remainder of 
system from January 1, 1932. Temporary loans by the Government to 
railway and by the railway to the Government are excluded from columns ( 
(c) and (d) but are included in column (h), so that the total in column (2) 
agree with the railway’s annual report. Items in column (h) include cash 
hand and all other balancing items, the profit and loss balances to the Gene 
Balance Sheet being included. 

Table 4 shows the investments in railway and other property, in affiliai 
companies and in sinking funds, and the income deficits and profit and | 
charges, as included in Table 1. Insurance fund charges, included with si 
ing funds in previous statements, are charges to operation and are included 
the income deficits. (See Note 3, Table 1.) Profit and loss charges include 
charges for property abandonments, etc., as explained in the footnote and ¢ 
sequently include investments made prior to 1923 but written off during th 
fourteen years. 

Table 5 shows the principal operating statistics of the Canadian Natio: 
Railways in Canada and the United States, Central Vermont statistics be 
included in this table as from January 1, 1930, and not February 1, as in 7 
other tables. The average miles operated and number of employees | 
monthly averages. The total pay roll covers all these employees and incl 
pay roll charged to (1) operating expenses as labour, (2) stores depart 
which is charged to operation or to capital account as part of cost of mate 
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‘acilities for the years 1923-1930 (This item is included in operating 
labour for 1931-1936), and (4) capital account. Pay roll chargeable 
erating expenses includes only the first of the above items and differs in 
respect from the corresponding data in the Canadian Pacific Railway 
pany’s report for the same period. The breakdown of the total pay roll 
936 is as follows: 

_ Pay roll charged to Operating Expenses... $102,534,378 

i Stores, Tie, Timber and Fuel Departments 

Capital and Other Items 8,686,751 


$111,221 ,129 
CANADIAN NATIONAL RAILWAYS() 


_ Ramway Orsrating Ruvenves(2) Ratway Oprpratine Exprnses(2) Ner Orpratine ReveNnvss(2) 


United United United 


. Canadian : Canadian Canadian 
5 States Total 3 States Total ; States Total 
Lines Lines Lines Lines Lines Lines . 
$ $ $ $ $ Site $ $ $ 


| 218,613,309] 38,348,281] 256,961,590} 206,069,866] 29,768,180] 235,838,046] 12,543,443] 8,580, 101 21,123,544 
| 205,232,981} 34,363,689] 239,596,670) 192,738,522) 28,883,527] 221,622,049] 12,494,459] 5.480.162 17,974, 621 
2. .| 212,659,602) 36,752,282) 249,411,884) 187,956,847] 28,333,587] 216,290,434] 24,702,755] 8.418 695 33,121,450 
B..| 230,342,249] 40,639,974} 270,982,223] 194,029,900} 29,531,362] 223,561,262] 36,312,349] 11,108,612 47,420,961 
.| 233,735,751) 41,143,367] 274,879,118] 202,776,373] 30,528, 894 233,305,267) 30,959,378) 10,614,473] 41,573,851 


+| 260,418,924) 44,172,344) 304,591,268) 217,780,174] 31,951,522] 249,731,696] 42,638,750| 12,220,822 54,859, 752 
..| 248,222,476) 42,274,504| 290,496,980] 217,223,887] 31,408,388] 248,632,275] 30,998,589] 10,866,116 41,864,705 
| 213,446,581) 36,922,417] 250,368,998) 196,502,058] 31,785,965] 228,288,023} 16,944,523] 5,136,452 22,080,975 
B1.,| 171,675,446] 28,829,716] 200,505,162] 171,673,133] 27,639,862] 199,312,995 2,313] 1,189,854) 1,192,167 
32. .| 139,948,317 21,155,277! 161,103,594] 134,300,983] 20,907,178] 155,208,161] 5,647,334 248,099} 5,895,433 


33. 126,701, 228 21,818,514) 148,519,742) 122,572,230) 20,240,329] 142,812,559) 4,128,998] 1,578,185] 5,707,188 
4..| 140,824,361] 24,078,141] 164,902,502} 130,296,563} 21,639,516] 151,936,079 10,527,798] 2,438,625] 12,966,423 
144,596,516) 28,587,986) 173,184,502] 135,094,079) 23;832,170) 158,926,249] 9,502,437] 4,755,816] 14.258 953 
154,178,174] 32,432,315} 186,610,489] 145,081,184] 26,396,506] 171,477,690] 9,096,990] 6,035,809] 15,132,799 


Net ) Cumulative Deficits 
BE GCorcorate Interest on Funded Debt Net Income Deficit including Profit and 
Lal Loss Balances 
Be hatare — ; : Proat aad | 
eel deductin On On t Including | Excluding | Loss Debits} Including | Excluding 
& Public Dominion Total Govt. Loan | Govt. Loan Govt. Loan | Govt. Loan 


; Interest Debt  |Govt. Loans Interest Interest Interest Interest _ 


$ § $ $ § 


$ $ $ j $ 


i 
3 a 13,501,649) 35,041,380) 30,157,944] 65, 199,324|(3)51,697, 675|(3)21,539, 731] 2,936,648] 54,634,323] 24,476,379 
4} 14,772,328) 38,361,704} 31,271,043} 69,632,747] 54,860,419] 23,589,376/Cr. 385,872] 109,108, 870 47,679,883 
| 80,443,852] 40,438,235] 31,450,382] 71,888,617| 41,444,765] 9,994,383 206,505) 150,760,140} 57,880,771 


26 41,586, 242|(4)39,197, 233] 32,090,454) 71,287,678] 29,701,445|Cr.2,389, 009|Cr.6,502, 004 
7} 36,325,419) 40,526,097] 32,505,234) 73,031,331] 36,705,912] 4,200,678 820, 988 


28 | 44,449,780 41,810,880} 32,507,337) 74,318,217] 29,868, 437|Cr.2,638, 900 3,446,391 


173,959,581} 48,989,758 


244,801,309) 54,818,915 


| 82,095,275} 45,503,980} 32,690,545] 78,194,525) 46,099,250] 13,408,705 511,067) 291,411,626) 68,738, 687 
| 15,780,227} 51,316,121} 32,693,876} 84,009,997] 68,279,770] 35,585,894] 5,453,922] 365,145,318] 109,778,503 
| —5, 282,650) 55,587,145) 32,643,624] 88,230,769] 93,513,419] 60,869,795] 5,762,261] 464,420,998] 176,410,559 
—4,041,640] 56,965,279) 35,525,540} 92,490,819] 96,532,459] 61,006,919 


4,802,615 


1, 600, 103 
4,161,080 
30, 453, 831 
12, 684, 819 


565,756,072} 242,220,093 


663,408,029) 303,837,909 
753,070,381] 357, 505, 684 
868,352,071] 436,837,697 
960, 663,109} 492,719, 862 


—3, 552, 286 
6,305,050 
4,590, 610 

5,987,277 


60, 017, 713 
49,506, 695 
48, 878, 182 
43,197,346 


56,465,427| 36,034,141) 92,499,568 
55,811,745} 35,994,578) 91,806,324 
53,468,792} 35,949,677] 89,418,469 
49,184,623] 36,428,873) 85,613,496 


96,051, 854 
85,501, 273 
84, 827, 859 
79, 626,219 


cludes Central Vermont Railway from February 1, 1930. 

evenues and expenses, 1923-1927, adjusted to include commercial telegraph lines to be comparable with 1928-i36. 
Net income deficit includes appropriations for insurance fund of $9,739,533. 

terest at 4% on $34,927,098 Grand Trunk Pacific debenture stock reduced under agreement to 2%. 


211,486,481] 54,011,424 


68 yy ; SPECIAL COMMITTEE 


CANADIAN NATIONAL RAILWA 


TABLE 2. 


Carita Stock GovERNMENT APPROPRIATIOI 


Loans and Advances (1) 


Appropria- 
Held by Total tions for For Temporary 
Year Dominion Outstand- | Canadian Capital Financing 
Govern- ing Govern- Purposes, and Short 
ment A+B ment Cash Term Gov- 
Railways | Deficits, ernment 


etc. 


E 


D 


At dates taken over by Domi- 
nion Government (3).....- 


OSE. Ge See $265. 628.339] 4,501,975| 270,220,314] 442,062,571] 506,045,969|.............. 
Resor ERM ee crs dh 265,628,339] 4,591,975 6, 464, 398 
HOPE CAMM UME ee ad a ctea« 265,628,339 _ 21008, 124 
UAE ORNS Uisice cee Maen aaa Biel del cer et 

ig Sh ELT Ris OU ge 265, 628, 339 270,228,414] 453,935,303] 581,406,082/Cr. 8,720,547 
hosel a a ae 265, 628, 339 6270, 224, 749| 437,412,033| 601,406, 082/Cr. 7,105,715 
ine arm eset ye 265,628,339 270, 222'749| 436,416, 387| 5601, 406,082|Cr. 5,867,733 
Ce WOR aaa 265,628,339 270,245,949] 417,279,953] 601,406,082] 57,006,139 
PoP RIES Ss Serle anaes el anna aaa 

Pe tes rats V 265,628,339} 4,594,910] 270,223,249] 417,150,141] 601,406,082) 44, 869, 600 
Pot Se RUNS ele 265, 628.339| 4/592, 785| 270,221,124] 403,443,935] 604,406,230) 55, 653, 542 
BOS MR Wh i Mente aa ac 4/592, 625| 270,220,964] 405,209, 240| 604,406,239] 35, 008, 251 
AN SERS SE 258 Sie aaa 4'585,225| 270,213, 564| 405,170,073] 653,604,794] 42,118,413 
24 Si tat ie a Re re hogs 
De MPM hk Sole es as 265,628,339| 4,585,225] 270,213,564) 404,378, 682| 661,832, 895].............. 
PS aa AG i a a 265,628,339| 4,584’ 825| 270,213,164] 404,279,909] 672,580,943].............. 
TOSS EER CS ae ea 265,628.339|  4,584,225| 270,212,564] 405,062,275] 679,873,935 

HAS IL 265, 628,339|  4,584'100| 270,212,439) 405,062,244] 685,218, 268 

ASTROS SN aie el cai ae ch 

Wee 4002 1096.<. 8s Seals. casa vanes — 7,875]  — 7,875|—37,000,327| 178,272, 299 


Less interest on Government 


Loans 
Plus C.G. a 


oo 


Be eee sh Se NT oes Sidape Hesdwinte seb ael ep epi een 5,580,955| 64,460, 113 6,464,398] 70, 924,5 
Fe nN Sans a Ra eta 9,525 9.525| 406,959] 10,000,000} —27,472,522|—17,472 


PDR ee altos, Niece le oll ateceSiecie =e, ~« — 1,425 ai bal. 10154 a seat Mel MSc chet IB 12,287,577) 12,287,6 
EE SRAM CAD ee eects cit Ach e,acd ell evots waka na abt — 3,665 — 3,665|—16,523,270} 20,000,000 1,614, 832 21'614) 
eee eS | ___ = 
RW in SASS Sot SOS Big Saar — 2,000 — 2,000/— 995,646)............ 1,237,982)  1,237,9 
HOD OREO its Pere eer lircraa.we | biaeneinia e's eis 34 23, 200 23,200) 19, 136,434]............ 62,873,872] 62,878, 
EORTC OIE OS ae ae ENP cies eg) (ane —22,700 SOA) baci AD EDAD Ae chs anc inloe —12,136,539|—12, 13 
Ti ema RIND S PRMD Oe ote yah cays fae Ble ale Seu — 2,125 — 2,125]—13,706,206} 3,000,157 10,783,942] 13, 784,0 
Perea se |e Se) eee a 
TRESS Die ot OS ME Sect |” an eres — 160 == STG |e Li VOD 2S0D dees —20, 645,291) —20, 645,2 
TERA aN NE Sp) PR Sree | RIE es — 7,400 — 7,400|— 39,167] 49,198,555 7,110,162} 56,308,7 
eae MR Pee Cine] elas aie tre anya sieluirit etesmine ell arte sais mieten: — 791,391) 8,228,101) —42,118,418 —33, 890, 
a i | ee — $$ | ————_ 
A EM Svcs asco ath) dia's |'s seve. ciisisies®.>s — 400 — 400)— Q827 73 lo plO: 4s OL8| eerie tate 10, 748, 
LOTMA IRer Saale inicielece ets leis sfeysvers os Poe — 600 — 600 782,366] 7,292,992 74,726,975) 82,019 
TEER CAN ok DNL OT ee a Ee OPE TORO) (OF SCI cts — 125 — 125)— 31 5,344,333] —38,861,218)—33, 
OES AS SIS i al Se ee ae 
AIS GNDAE Seu Sue) Aves Goons | suave easter agetel ote — 7,875 — 17,875|—37,000,327| 178,272,299 35,865,757| 214, 1 

Less Government Loan 

PETER ety OMe ence ete a llexeceie wick tetatets| | pre Giger o's Goatelall =i watace mcayouahaiate 
Pia OG Riecredits. (4)... oc eWee ncn teow celal ores opie vieletaine | oereinjeim molars 
Sat PA OILONS) cis Gull te cisirips [vit embiogietc ora [vie we niacin mals — 7,875 


(1) Deficits of Eastern Lines from July 1, 1927, and for entire system from January 1, 1932, are paid by the Domin 
Government and are not included in this table. See Table 3. 4 

(2) Includes $216,207,142 perpetual debenture stock guaranteed as to interest only, formerly Grand Trunk bonds. 

(3) Amounts outstanding at dates constituent lines were taken over by Canadian National, viz., Canadian Northe 
Sept. 30, 1917; Grand Trunk Pacific, March 9, 1919; Grand Trunk, May 21, 1920; Canadian Government, March 31, 9 


(Actual date of transfer, Nov. 20, 1918). 


es 


i 
| 


161,861,503 


459,486, 187 


+ 32,064, 131 
+ 32,067, 463 


¢ 32,017,211 
\ 


_ + 35,407,728 


+ 34,757,268 


+ 35,148,078 
+ 35,802, 461 


oo 


SOD BOOSIE 


Total 


a 


PRE at eee SMT 
- aA ne Sige a pee ¥ y n : 


> 


“RAILWAY CONDITIONS — 


DEBENTURES, Etc., HELD BY THE PUBLIC 


Guaranteed by 


69 


Total ye he 
LA ei a a Total I+™M OTAL 
Unguaranteed es C 
D+G+H Dominion Provincial Pe Se +N 
Government Govern- 
(7) ments 
J Keni Ch Walsh el Cn 


69,328,803] 1,018,337,343} 447,872,904 
98,669,270) 1,124,183,276) 470,372,904 
180,157,992) 1,142, 268,435) 558,872,904 


1,188,482,341) 581,372,904 
193,951,356} 1,225,663,756) 579,872,891 
)226, 142,006) 1,258,096,742} 657,181,330 
258,024,308) 1,333,716,482) 681,000,655 
290,088,439) 1,353,514,262} 807,048,434 
822,155,902) 1,385,659,618} 854,431,995 
354,173,113) 1,398,796,843) 970,562,289 
fae 388,930,381) 1,489,823,661} 965,831,382 


331,309, 9041$ 
93,574,380 
93,574,380 
93,574,380 


93,412,807/$ 385,198,150)$ 809,920, 861/$1,334, 243,734 


263,055,860} 804,503,144) 1,822,840, 487/$2, 093,060, 801 
259,151,772) 823,099,056] 1,947, 282,332] 2,217,502, 646 
261,465,799} 913,913,083} 2,056,181,518] 2,326, 411,357 


93,574,380 
93,574,380 
93,574,380 
93,574,380 


256,382,019) 931,329,303] 2,119,811,644] 2,390,040, 058 
(6)252,032,973] 925,480,244] 2,151,144,000] 2,421,368, 749 
230,626,027) 981,381,737] 2,239,478,479] 2,509, 701, 228 
203,313,998) 977,889,033} 2,311,605,515] 2,581, 851,464 


94,654, 505 
74,912,466 
74,912,466 
74,912,466 


220,856,554) 1,122,559,493) 2,476,073, 755} 2,746,297,004 
239,221,402) 1,168,565, 863] 2,554,225,481] 2,824, 446, 605 
230,982,452) 1,276,457, 207) 2,675,254,050| 2,945,475,014 
223,778,319) 1,264,517,167| 2,754,340, 828] 3,024, 554,392 


| 424,338,109] 1,490,549,686] 962,992,576 
1,536,347,039} 963,906,119 
495,030,137) 1,654,693,322| 889,741,774 

530,832,598) 1,656,978,867| 937,620,214 


74,912,466 
74,912,466 
74,912,466 


217,397,113} 1,255,302, 155] 2,745,851,841] 3,016,065, 405 
207,511,854) 1,246,330,439| 2,782,677,478! 3,052, 890,642 
190,124,761] 1,154,779,001| 2,809,472,323] 3,079,684, 887 
73,777,953) 173,214,082) 1,184, 612,249) 2,841,591, 116] 3,111,803, 555 


638,641,524) 489,747,310] —19,796,427) —89,841,778] 380,109,105} 1,018, 750,629] 1,018,742, 754 
AGU OS 00 slersteters Setar cvater acl aocas Val etercbolc sotee | Sstchare sie) <oe shele IV eral statat aie: cieaie'| emma 


1) ee, 
ke get 
URING YEAR 


- 29,340,467} 105,845,933 


31,488, 722 


+ 31,703,511 


32,089, 853 


Be DE OO VAY |i cpopeieteelarorvone’ssg-o\| teicta cnc ores sistas! ais cyoteatd nite velarail cole ws ataecs Sele < aye [i nemveratee 


neteesateretevel teterso Ulersrorcelsiei bisictoraiesel f avohteafatels Sinus: avesajaiftaloecacclerata are ie: er¥e 600,007,293) 599,999,418 


22,500,000 — 3,904,088 18,595,912) 124,441,845) 124,441,845 
18,085, 159 88,500,000 2,314,027 90,814,027} 108,899,186] 108,908,711 
46, 213,906 22,500, 000 — 5,083,780 17,416, 220 63, 630, 126 63,628,701 
37,181,415; — 1,500,013)].. — 4,349,046) — 5,849,059 31,332,356 31,328,691 


+ 32,190, 650 


31, 882,302 


13, 137,225 


—19, 742,039 


121, 028, 569 


32,432,986 (USUI EM) Mont opocoboss —21, 406, 946 55,901, 493 88,334,479 88,332,479 
75,619,740 QWySlOLS2O| Peper tees wes —27,312,029) — 3,492,704 72,127,036 72,150, 236 
19,797,780] 126,047,779 1,080,125 17,542,556] 144,670,460} 164,468,240) 164,445,540 
32,145,356 47,383,561 18,364,848 46,006,370 78,151,726 78,149,601 


116, 130, 294 — 8,238,950} 107,891,344 121,028, 409 

91,026,818} — 4,730,907 — 7,209,133) —11,940,040 79,086,778 79,079,378 

726,025) — 2,838, 806).. — 6,376,206) — 9,215,012} — 8,488,987} — 8,488,987 

45,797,353 9135045) [set eserves ajesctesettoe — 9,885,259) — 8,971,716 36, 825, 637 36, 825, 237 

- 35,543,950} 118,346,283 A GA BAD Ether ke a nei —17,387,093| —91,551,438 26,794,845 26,794,245 
2, 285, 545 47,878,440) — 1,134,513; —16,910,679 29,833, 248 32,118,793 32,118, 668 


Miscellaneous 


638, 641,524 


461,503,795 
+42, 760,459 


489,747,310) —19,796,427 


—89,841,778) 380,109,105) 1,018,750, 629) 1,018, 742,754 


clenaionctar ss Siohstial aon fersvncecsestets of Selete'aiflovatare sina aebers ae 380,109,105) 600,007,293) 599,999,418 


) Credits for property transferred to other Government departments, etc.— 
me1926) Hudson Bay Railway......s:0scccsenecseeees 
1928, 1933 and 1935 Halifax Harbour Commission. : Xe 
Mes -andelo3p—Sb. Joon arbour Commission ay 2s Hes ss ses.s viele elev oieeneais teu tie sro elaetersilc cuss 
arena 1930-—-Quebec Bridge adjustments srels sore c sio.c, 0:5 a she, o1a/c.aib)ale uw o1s'e'e oteieiS wis, oie Riesarorstelbiemiore ers 
_ 1934—Marine Spur, Quebec, to Department of Marine.................. HEE PONT OG ee 


$ 15,245, 889 
11,987,974 
643, 843 

933, 564 

796, 002 

13, 153,187 


$ 42,760,459 


interest after July 1, 1927. These on June 30 were: Capital, $2,565,605; Deficits, $8,835,176; Total, $11,400,781. 
) Central Vermont included in annual report; excluded here. - 


iM 


sECIAL COMMITTEE 


- QAPITAL RECEIVED z 


Long Term Debt Dominion Funded |Increaseor{| = 
Short - _ Government Debt | Decrease(—) a 
Term Contributions for Discount | in Working | Ba 
aaa Net Notes Cash Deficits Amortized | Capital ta 
Year| Increase Issue Net (Dom- |—— through d ‘Tora 
Pein Par Expense Capital inion Income a 
4 Value and Received Govern- Hastern Canadian | and Profit 
(4) (5) Discount ment Lines National | and Loss 
(5) Accounts 
(a) (b) (c) (d) (e) (f) (g) (h) @ 
Gash Jon hand Jan|uary 1, 1928.)... 2.626... -fene cece dee e[ert een ee epee ete ee rene slice nsec st ee[ene sens ce ens $ 20,790 


132,4871§ 1,555,556 
352, 182) —18, 920, 866 


1923. .1$ 84,629,995|$ 484,944 |$ 84,145,051)$ 10,000,000 
1924..| 101,266,203} 3,372,802} 97,893,401|—10,000,000 


$925...) 17,330,675 SHG, 8471) WOj473 82805 ei ce fie le cate ween | wile oseleie els\ayeie 631,227] 25,127,772 
1926. :] 14,168,168) 0.0 eee TANTS POS | oun acter el sialeveroteratiaieters {ie cerrtatsietaraa tele 574,099 494,219 

es 1927..| 55,965,211) 2,618,502) 53,351,709]............ (6) 2 ART SOSH ew tcteks, «cree on= 553, 183)— 1,369,435 
eal 1928. .|— 3,327,461] 1,561,043]— 4,888,504} 43,500,000} (6)4,200,357)............ 566,639] 26,398,449 
ih 1929..| 144,788,460] 4,175,147] 140,608,313} 1,329,600) (6)4,762,217)............ 1,087, 079|8—26,479,555 
yy) 3 1930..| 50,680,731] 2,515,269] 48,165,462} 10,823,942)(6)6,476,667)............ 658, 695] (4)10,686,487 


Sava Gales vine iets ee 894,482) 6,387,116 


Baie k 1931..| 109,656,649] 4,260,295] 105,396,354|—20, 645,921 


; OB 2 HOT 21 ONO SON alae + aieicio eke 37,219, 349]—35,008,251| 6,635,845) (2)53,422,662 913,404)— 405,640 
ee 1938 est (POSS, OTT eo. eas OSG. Geel nen wera: 6,691,569) 52,263,819 914,811} 10,012,670 
; — -1984..} 1,846,332 257802) |) L088, 280 ei cee. 5,818,076) 42,589,825 847,117) 2,600,892 


1935. .| 84,258,446] 3,702,940/—87,961,386) 74,726,975} 5,625,707] 41,795,757 1,108,096} 42,528,808 
us 1936..| 35,177,581] 1,929,852) 33,247, 729)—38, 861, 218 5,854,073] 37,449,321]  6,533,840|— 3,044,065 
: Total.| 564,141,536] 25,730,493] 588,411,043] 35,865,757| 56,895,209) 227,521,384 15,767,341) 75,572,388 


- (1) Interest on Government loans not included. 
(2) Deficit of 1932 not paid until 1933. 4 

(3) Increase of special deposits of $25,415,179. j 

(4) Decrease of special deposits of $41,175,428. - 

_ (8) Temporary loans and inter-line loans are excluded in columns (a) and (d) and included in column (h). ‘‘Other Bala 
if Sheet Accounts’’ include profit and loss balances. . a 
at : (6) Revised to exclude Government payments of pensions to C.G.R. employees. iW 


System Net Loss, 
excluding Interest 
on Government Loans 


i £6 Nah 
Equipment, Affiliated | Sinking Income Profit and 
| Hotels and Companies F Deficit Loss Charges 
Separately 
Operated 
Properties See Note (7) 


() 
$ 


54, 964, 673 1,815, 640 7,007,397 | 21,539,731 2,936,648 | 88,264,089 

41,814, 466 2,473,155 |Cr. 3,361,636 | 23,589,376 |Cr. 385,872 | 64,129,489 

18,949, 524 6,271,577 1, 098, 426 9,994, 383 206,505 | 36,520,415 

24, 462, 539 1, 658, 228 3,039, 196 |Cr. 2,389, 009 - 6,502,004 | 20,268,950. 
8) 

46,096, 935 4,128, 619 1,192, 647 4,200, 678 820,988 | 56,439,867 


44,034, 153 13, 026, 571 3,158,122 |Cr. 2,638, 900 3,446,391 | 61,026,337 
88,499,908 |Cr. 6,135, 117 297,988 13, 408, 705 511,067 | 96,582,551 
66, 560, 355 12, 066, 022 2,072,350 35, 585, 894 5,453,922 | 121,738,543 
34, 287, 067 1,371,140 574, 253 60, 869, 795 5,762,261 | 102,864, 516 

9,159 950, 736 142,893 61, 006, 919 4,802,615 | 67,702,322 


952, 996 2,833, 998 1,834, 702 60,017, 713 1,600,103 | 67,239,512 

Cr. 1,015, 889 . 326,107 2,174,172 |. 49,506, 695 4,161,080 | 54,499,951 
, 087 30,789 |Cr.11, 938,698 | 48,878, 182 30,453,831 | 68,111,191 ; 
6, 939, 581 58, 330 |Cr.11, 417, 613 43,197,347 12,684,818 | 51,462,463 


_.{ 428,032,554 | 40,223,581 ICr. 4,125,801 | 426,767,509 | 65,952,353 | 956,850, 196 
13, 973, 783 
970, 823, 979 


§ Judes charges for property abandonments, obsolete equipment and writing down land values, 

quired in cash amounting to $72,520,298, included in column (h). 

ludes credit $8, 138,492.36 cancellation of G.T.P. 4% Debenture Stock interest i which credit — 
ie to the period prior to 1923. Wee 
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SPECIAL COMMITTEE 


EXHIBIT No. 26° Ana ae 
DOMINION BUREAU OF STATISTICS — 


TRANSPORTATION AND Pusiic UTILiTings BraNcH, OTTAWA 


CANADIAN Pactric RatLway ComMpaANy REVENUES, EXPENSES, ETC. 
1923-1936 a 


Statistics of the Canadian Pacific Railway Company, including its | 
steam railway lines, for the fourteen years, 1923-1936, are presented in 
report on a basis comparable throughout with the consolidated reports, inch 
all these leased lines, made since 1932. Prior to that date, a consolidated r 
could not readily be compiled from the published data without duplicati 

certain facts, because separate reports were submitted for several of § 
railways which were operated separately. The dates from which each of th 
leased lines was included in the Canadian Pacific Railway Company’s re 
are shown in a foot note to Table 2. New leases were concluded during 
period covering the lines of the Lacombe and North Western and Al 
Eastern Railway Companies and the operating results thereof are included 
March 1, 1928, and July 1, 1931, respectively. 

Table 1 shows the capital of the Canadian Pacific Railway Com 
outstanding on December 31 of each year, 1922 to 1936. The mileage ope 
by the Canadian Pacific as at December 31, 1936, totalled 17,222.8 miles of ] 
of which 7,164.3 miles were operated under lease or contract. Of the latter mile 
rental is payable to others in respect of companies owning 3,588.9 miles of 
or 21 per cent of the total mileage. In some cases the annual rental repre 
the interest on the bonds or dividends on stock outstanding, exclusiv 
Canadian Pacific holdings; in others it is a fixed amount; in others it 
percentage of the gross or net earnings, and in other cases it is a combinatic 

f these. The tables below have divided these into three groups: 
A—In the following cases the rental paid for leased railway prop 
represents an amount equal to interest on securities or dividends on capital st 

of the lessor companies. The principal amount of such securities and par 

of such capital stock outstanding, including that held in the Insurance 

of the Company, is shown in addition to particulars of mileage and rental. 


: + Mileage Par Value or Ren 
* Name of Lessor Company Dec. 31, 1936 Principal Year 
Amount 

$. cts 

Alberta Railway & Irrigation Co............-.-..04:- 161-0 26,600 00 

Algoma Eastern Railway Co............--000055 erat Gh 55-9 2,226,500 00 

Atlantic & North West Railway Co................-- 341-1 6,326,666 67 

Calgary and Edmonton Railway Co.........-....+++. 623-3 5,458,940 00 

Dominion Atlantic Railway Co.......... Theo Meet e 256-2 3, 649,999 99 

f Joliette so brandon Ratlway COM isicccs «haeses eels. cer 11-1 125,000 00 

Lacombe & North Western Railway Co.............- 112-5 273,700 00 

Lake Champlain & St. Lawrence Jct. Rly. Co........ 60-6 378,000 00 

5 New. brunswick Railway, Co... since cece alee ees 405-2 8,052,060 60 

New Brunswick & Canada Railroad Co. (Leased to 

“ ‘ INOW LE TENS WIC allway COe)s . scieieire cle love clesornjefel| sin cir a skers dati asyeteks 399,066 67 

Ontario & Quebec Railway Co..........02-02ee cece ees 680-2 | 21,497,591 28 

Ouebac Conbrall Railways Oo... .s/elieg sare beg erelesel slain is. + as 295-4 | 18,021,676 73 

St. Lawrence & Ottawa Railway Co...........0.-6.-: 56-0 973,333 33 

Toronto, Grey & Bruce Railway Co...........-..2++- 171-4 3,499,133 33 


3, 229-9 


’ “ 
Name of Lessor Company Mileage Rental 
Dec. 31, 1936} Year 1936 
$ cts. 
MPT Sh EME re sap aT eet ec atet a eis sar tn ite a meted 31-7 22,500 00 
wou Jonn branch, Railroadi@o ae vasieuiacs vente eteeee ack. 3-5 1 00 
BiopeAssuMmsic Rivers Hairoad yh. le vadeuss duc eto aad ena ec): 69-0 246,000 00 
Bs BOON RR Rens ics CRS CELTS Ire CAEL aoe RN et On Ta 3-1 1,680 00 
AEA a, Ae UNO Be TN Nea 36-1 52,380 00 
BETS Po Speeds MAN EMT hs aliaia hie eR at ena e ela satan tos 21-5 18,000 00 
swick & Canada Railroad Co. (Leased to New Brunswick Ry. 
Se ip he oi Sleeve c(t IN aN eee danas SLi alc Gib cial wo ls avelebavececdislal sibtotaeleher yates 35,100 00 
Bemaseids Railway Extension Co...) .cc.cccessceedecdoeetacedenses 1-6 17,356 00 
oP JMET Ror i Mad te li ae ail OT ORDA ie, ef UST A ea a a Eh PP GN 2,050 00 
ito, Hamilton OAM UM ALODEVAL WAN lea VeletePere cries occas sie ele ialae 1-5 8,717 41 
168-0 403,784 41 
In the following cases the rental paid is based on gross or net earnings. 
AE Mileage Rental 
Dec. 31, 1936] Year 1936 
; $ © ets. 
mrenGrand, Wake Coal.& Railway Cov.....).scce cece cece neces: 31-1 52,482 05 
Hes Sea kes Greta Pea SIE IN a otk De Sg ape Behe 27°6 41,250 00 
COS AE AS A il cab CAML, AR CN ea ke ua eal or APC AUD CIO 14-9 26,240 57 
meobcaygeon & Pontypool Railway Co...)....6...ee0csece seve cs ee 20,000 00 
ick Coal and Railway.......... rata sas tial were Sad se ne he  y  l, F ote) ate saat ae RENIN 
posal Nea Rt dt CE Ale Sate eRe eg ae te SAMS NANI aaa 12-6 735 06 
RS NST RMT aT GER Se ate aw deerni el aca Aus lar natleMac a aaa 28-0 5,378 80 
191-0 146,086 48 
i 
SUMMARY 
Mileage Rental 
b $ cts. 
(Re sos cat title cool Mee OI RAR UF deta ENA Raa 3, 229-9 8,025,846 92 
1S eles tet apie ir UNIO rage Sty Wa a tie tea UC 8 Sires MURS SSL 168-0 403,784 41 
Oe one LOBE GR EIe DOM ODE Eee SVEN IHEIUE RTaRE GRE ecg Me EN 191-0 146,086 48 
3588-9 3,575,717 81 


computing a total capitalization of the system it would be quite 
iate to add to the total shown in Table 1 the outstanding capital of group 
n estimate of the capital of groups B and C based on the annual rental; 
etuations in group C, due to variations in earnings, would be a small 
age of the total. : 
ish Subsidies——The Canadian Pacific and subsidiary lines received Ma. 
es from the Dominion Government and from the provinces and municipali- 
‘shown in the following table. It is not contended that the Canadian 
Railway received the aid granted to leased and acquired lines. In some 
1e lease was made, or line acquired, years after the aid was granted and 
as no connection between them, but in others the construction of the line 
need by the Canadian Pacific and in such cases the railway is practically  _ a 
of the system although legally it is a separate entity. Also, no value has 


ayputed for the land grants to the railways. ‘ 
t phi: : u he } ne 


« 


SES aie) nl it : a 


SPECIAL COMMITTEE = 


AID GRANTED TO CANADIAN PACIFIC RAILWAY TO DEC. 31, 193 
Cas SUBSIDIES ; 


, 


— Dominion Provincial Municipal 
$ $ $ 
Canadian Pacific Railway........--...+.65+- 31, 632, 280 409,657 464, 761 
Pel hor lands repurchased. ..). 2625-0 neo LOMTSO C5 Die See Fa isen supe re craceimaneyeteai rs 
Book value of lines constructed by Dom. 

Govt. and transferred to C.P.R. (*).. ST TOI ASM rn anny te totecis eta y te, Soe nee 
Acquired lines......-..--:-.2 ese seer cnet eee 3, 249, 702 3,561,577 25,000 
Acquired lines on which lease GXAStSiteee ees 8,440,010 5,937, 142 2,502,150 
Leased lines (Group A, page 1) (?)......-..--- 7,700,454 4,229,570 1,545, 246 
Leased lines (Group B, page 2).....-...-.-+++ 20, 224 iS OD00 enema saree 
Leased lines (Group C, page 2)........--+---- 937,058 346, 500 73,000 
Pa MUNDO eae a aE es iit Lee ae) Shes 

“GIy ON Le ceo yey Me fe ERS ie DRA nt eet 99, 960, 684 14,503,366 4,610,157 119, 


Lanp GRANTS 


Acres Acres Acres 
Canadian Pacific Railway.............-.+5+: 19,861, 357-33 Be Oba acne eee cveeae 19, 865,1 
INGMUITOM LIDGR: 2. fibers ere reer ate ns cenefen ne ease nae ces BEV HAT UU i onueean avant 337 
Acquired lines on which lease exists.......... 3,320,446 19] 7,845,368-07).......5..-.5. 11,165 
Leased lines (Group A, page 1)..........-.--. 2,927,184-86] 2,648,137-00}...........-.. 5,573 
SG ten leer eet UP ae Ooale ee ara eres 26,108, 988-38! 10,834,710-54!.............. 36,943 


(1) Dominion Government book value at time of transfer, including cost of surveys, ete 
(2) Provincial subsidies to St. John Bridge and Railway Extension of $5,182 inclu 
The C.P.R. owns all stocks and majority of funded debt of this line. 
The Canadian Pacific has guaranteed the principal of the following outstanding obli; 
of companies owning railway lines operated under lease, the rental of which includ 


interest on these obligations. 


Rate of 
— interest | Decen 


Per cent 

Algoma Eastern Railway Co.........-..ecce scene tte etter n ee tener ener ns 2D 
Calgary and Edmonton Railway Co..........-.- 0. sees ener e eee e een tenes 4 
Joliette and Brandon Railway Co........6. 0. cece eee ene e eens 4 
Lacombe and North Western Railway Co............-.0. essere eee eee eee ee D 
Quebec Central Railway Co..........-+- 0c cece teen e erent cnet tener eens 34 
5 


Quebec Central Railway Co..........--- a Ay ee ee ier Meroe be bo 


The Canadian Pacific Railway has also guaranteed interest on the following securi 
companies controlled but not operated. 


Rate of outstan¢ 
ae interest | Decemb) 


Per cent 


Aroostook Valley Railroad Co.. 1.1.0.0... e cence tne eee tenet n ees 4 
‘Aroostook Valley Railroad Co.....2...6. 66h cere eee eee ee net eee 5 
Maccdle Nelson Eotel Om PAN ys. 54. leicelas ae lelaratele ee pte lepe)ens pales opm ea ajatele ede wea >y 4 
Minneapolis, St. Paul & Sault Ste. Marie Railway GL cee REN Wes WF es Siar, Seek tan 4 
Minneapolis, St. Paul & Sault Ste. Marie Risilway (Coss ne cacies ciate acta ioe 55 
Minneapolis, St. Paul & Sault Ste. Marie Railway Con sh-apmi ae tye pete pee a ee 4 
Minneapolis, St. Paul & Sault Ste. Marie Railway COs en ee aS cere £1 (2) 24, 


oo. | CRAILWAY ~CONDITIONS 7 
. A ST ee ee 
tion to the foregoing, the Canadian Pacific is. bound jointly and 
the Canadian National to indemnify the Province of Alberta against 
y under its guarantee of principal and interest on $9,420,000 of obligations 
ed by the Northern Alberta Railways Company and to pay, on June Ist, 
ne final instalment of $5,580,000.00 on purchase price. Thus, the con- 
9 iability of the Canadian Pacific Railway Company with respect to the 
neipal of these obligations is $7,500,000. The interest on $15,000,000 of obliga- 
s above referred to, forms part of the Fixed Charges of the Northern Alberta 
ays Company and one-half of the income deficit of that Company is taken — 
rently in the Income Account of the Canadian Pacific. The Canadian 
cific, Michigan Central, New York Central and Canada Southern are bound 
jy and severally to make up to Toronto, Hamilton and Buffalo Railway 
pany any interest which it is unable to provide with respect to its 44 per cent 
idated Mortgage Bonds, amounting to $2,000,000, of which $128,000 
gipal amount is held in the treasury of the issuing company. The Canadian 
fic also guarantees payment to Trustees of a rental sufficient to pay interest 
and retire principal of $719,000 First Mortgage 5% Bonds of the South Shore 
ck Company, maturing serially to 1945, and is jointly and severally respon- 
e with James Playfair for principal and interest of 5% construction loan 
ig by Midland Simce Elevator Company, Limited, amounting to $550,000. 
able 2 shows the operating results of the system for the fourteen years 
o 1936 adjusted, as explained in foot note (2), to be comparable throughout 
data prepared for and presented in the “Duff Report” which put the 
Jan Pacific and Canadian National accounts on bases as nearly similar 
sible. Consequently, operating revenues and expenses will not agree with 
2 accounts as shown in the annual reports, but this presentation makes 
ible direct comparisons between the two major railway systems of Canada. 
Table 3 shows year by year the receipts from issue of securities and net 
; = from operation. 
Table 4 shows the disposal of the moneys received, as covered by Table 3. 


* 


il 
» difference in these tables and in Table 3 of the Canadian National Report 

at here “net change in working capital—other balance sheet accounts” is 

ided in Table 4 instead of Table 3. It is unimportant whether they are 

as receipts or expenditures as only net changes ‘are shown. 

Table 5 shows the principal operating statistics of the system. Consolidated 

oll data for 1923, 1924 and 1925 were not available, but all other data are 

4 comparable basis throughout and also are generally comparable with corres- 

ing data for the Canadian National Railways. Employees include railway 

loyees and also express, news, and commercial telegraph employees, but’ 
ide those of hotel and other outside operations, and the total pay roll data 

Ly to these employees. Pay roll charged to operating expenses does not 

ide pay roll charged to capital but includes total Stores Department pay roll. 

1e latter respect it varies from the figure shown in the Canadian National 


I Ee oe Sea 


; vA eR at Fibs Se Sa x ay : t 
“ ASS a ; , ase ‘ on dal ree ie i ait ie 
: SPECIAL COMMITTEE c 
e SISTA tea CANADIAN PACIFIC RAILWAY COMPANY — A 
us Tapun y : Sucurtrms OUTSTANDING _ . ae 
f Capital Stock Perpetual 4% 
icp } Rae a oe gt ee ah MC oteeiala ed. Pad ee 
December 31— Preference 4% Debenture Gortificates 
Hy Ordinary on- Stock 
AUS Ue se cumulative 
ue $ § g $ 
ORAS a a 260, 000, 000 80,681,921 | (2) 248 , 229,866 70,320,000 
Bs : PODS Tre vFaeiy Veta sat ok» 260,000, 000 93,335, 254 254, 244, 882 16,380, 000 
Tay ODA eben lA ten. 260, 000, 000 100, 148, 588 264, 244,882 56,440, 000 
Mes POR A Oe SGk IC 260, 000, 000 100, 148, 588 264,244,882 54,500,000 
BNO Ria slave eheynceialoi piel iei¢ 260, 000,000 100, 148, 588 264, 244,882 81,924,600 
PMO is ative skeiee Uh (1)294, 002,549 100, 148,588 264, 244,882 77,604, 600 
OO Rien eee te? seta." (2)299, 353, 166 105,015, 255 276, 544, 882 72,978,100 
MPO Nya Ie Glasiuy olalulle. as (1)333, 061, 716 117,181,921 276, 544,882 129, 235, 700 
SSIES Sas Ae asta 335, 000, 000 129,348,588 291,411,549 166, 217, 900 
HOR ie hy PANE ae oe 335,000, 000 137,256, 921 291,411,549 187,849,400 
TORO Saree RR Rhee 335,000,000 137,256,921 291,411,549 |. 202,535,800 
DOS BPO MANES SI ae fae ya 335, 000, 000 137, 256,921 291,411,549 226,450, 200 
MONE UOTE VAR ya a 335, 000, 000 137, 256, 921 291,411,549 210,381, 700 
OSD Nie Petes aisle ates 335, 000, 000 137, 256, 921 291,411, 549 207,980, 700 
GOGO Toe eee Ve: lanes 335,000, 000 137,256,921 291,411,549 (3)215, 735,400 


(1) Includes payments on subscriptions to new ordinary stock. og 
(2) Excludes $5,000,000 principal amount held in treasury, December 31, 1922, subsequently sold. 
(3) Does not reflect deposit of $9,290,145 of securities as at December 31, 1936, with Trustee | 


Equipment Trust. 


es CANADIAN PACIFIC RAILWAY COMPANY (2) 
ABLE 2 


Net income 
Net before Rent Rent for 
Year Operating Operating Operating for Leased Leased 
Revenues (?) Expenses (?) Revenues Roads and Roads 
Interest on 
Funded Debt 
$ $ D $ $ 
1O0 3 ei te 212,218,432 | 171,902,618 40,315,814 48 , 730, 232 Sr ooo Le 
LODE, 197,546,323 159,056,000 88,490, 323 46,757,007 3,378,820 
LODO ia 201,176, 745 155,492,589 45,684, 156 51,121,534 3, 288, 925 
TOPO a 217,359,680 | 164,743,336 52,616,344 *56, 121,365 3,451,192 
TOO Tie asl) 221,420,916 |} 173,817,410 47,603,506 51,679,464 3,671,323 
ee HQO8 Sys 251,567,043 | 189,602,528 61,964,515 65,497,551 3,633, 256 
iy G29) ews 233,339,514 180,404,670 52,934,844 59, 221, 792 3,648,512 
i TORO 196,211,626 | 153,750,665 42,460,961 56,082, 721 3,615, 713 
HOST Vi ne. 154,963,411 |} 124,448,912 30,514,499 33,899, 285 3,632,159 
MOBS NS *130,450,800 | 105,554,579 | *24,896,221 23,417,211 3, 680, 404 
BLO Seyi cia 00 *120,430, 958 94,870,706 | *25,560, 252 25,878,276 3,676, 150 
TOY *131,947,017 | 101,275,080 | *80,671, 937 Sh Qopu oli 3,625,070 |. 
HOSS IRL. *135,208,669 | 107,775,586 | *27,483,088 26,833, 726 3,574,850 
1986...... 143,990,223 | 115,289,980 28, 750, 293 29,512,298 3,575,718 


Dividends Profit and Loss| Net Change | | 
Debits Profit in and Profit and 


| Before 
. : Dividends Preferred Ordinary ae ne x Loss 
$ $ $ $ $ 
(4)141, 650, 341 
34, 443, 524 8,675,010 PO OOO R000 eran eetra Sante: 4,708,514 146,418,855 
31,875, 454 3,993,341 26,000,000 |— 300,000 1,582,113 148, 000, 968 
35, 920,195 4,005, 944 26,000,000 |— 300, 000 5,614,251 153, 615,219 
40, 348 , 283 4,005, 944 20,000, 000 124,818 10,467,157 164,082,376 - 
34,900,351 4,005, 944 26,000,000 |— 204,019 4,590,388 167,672,764 — 
48,856,573 4,067,547 29,358,633 |— 476, 065 14,959,328 183, 632,092 
41,772,662 4,674,790 |’ 30,750,000 |— 683, 186 5,664, 686 189,296,778 
35,697,854 5,005,624 33,242,907 390,345 |— 2,941,022 186,355, 756 
X 11,501,609 5,410, 697 16, 750,000 |— 107,780 |— 10,766,818 175, 588, 938 
| 424,115 DM (AD aOR ale eben yeh i ra — (5)5,349,989 |— 8,519,243 | ~ 167, 069, 695 
TL DSN GH | MO not a rag i nt aR oa aac nh — (9)16,833,176 |— 15,076,015 151,993,680 
(i, AdbS  TAU Tea hs 4 A Ore Se eth eo ok — (7)12,550,760 |— 6,080,959 145,912,721 
ASN BY SU (Bai ket 9s Aaa res ected Le eal 2), ag — (9)9,240,117 |— 6,408,033 139,504, 688 
(ON Be CAD STRSH SS Ia ot ie Retiro Re tl ee Rep eaneae — (11)7,001,169 |— 971,985 138, 582, 703 


1) The published statements of operating revenues, expenses, etc., of the Canadian Pacific Railway 
any since January 1, 1932, have included Dominion Atlantic, Esquimalt and Nanaimo, Montreal 
tlantic and Quebec Central Railways; since July 1, 1931, Fredericton and Grand Lake Coal and 
ray and New Brunswick Coal and Railway; and since January 1, 1931, Kettle Valley Railway. 
res for all prior to dates cited have been restated for the purpose of uniformity to include these sub- 
‘idiaries which were previously separately operated. M 

2) Includes gross of commercial telegraphs, news and express; excludes ocean traffic commission. 
Includes full pension disbursements; excludes ocean traffic expenses. 

This figure is derived as follows: Surplus Revenue December 31, 1922, as per balance sheet $129,- 
6,628, undistributed balance of Special Income include in Surplus in Other Assets December 31, 1922, 
14, net surplus of subsidiaries and pension fund not consolidated in general balance sheet December 
$4,429,938, less dividends declared account 1922 and paid April 1, 1923, $8,113,639. 

(5) Loss on lines abandoned, property retired and not replaced, and miscellaneous debits $2,031,985, 
ion for losses in respect of investment in lines in the United States controlled through stock owner- 
4,000,000, less excess of pension disbursements over appropriation $681,996. 

(8) Provision for depreciation of Ocean and Costal Steamships $3,854,481; exchange in connection 
retirement of securities (net) $111,478; balance of unemployment relief expenditure, carried as deferred 
s December 31, 1932, $6,327,616; loss on lines abandoned, property retired and not replaced, and 
neous debits $2,039,601; provision for losses in respect of investment in lines in the United States. 
rolled through stock ownership $4,000,000. 

(?) Provision for depreciation of Oceaa and Coastal Steamships $3,783,660; loss on lines abandoned, 


ment in lines in the United States controlled through stock ownership $4,000,000. 

After deduction of provision for depreciation of Ocean and Coastal Steamships $3,550,996. In 
and 1934 similar provision for depreciation was deducted from Profit and Loss. 
(°) Loss on lines abandoned, property retired and not replaced $4,692,086, miscellaneous net debit, 
‘ provision for losses in respect of investment in lines in the United States controlled through 
owenrship $4,000,000. 

After deduction of provision for depreciation of Ocean and Coastal Steamships $3,567,151. 
Amount credited investment reserve being equivalent to advances made to Minneapolis, St. 
Sault Ste. Marie Railway Company to make up deficiency in amount available to meet interest 
ions for year 1936. guaranteed by Canadian Pacific Railway Company $38,659,645; loss on lines 
oned and on property retired and not replaced $3,357,400; miscellaneous, net credit $15,876. - 


retired and not replaced, and miscellaneous debits 34,767,090; provisions for losses in respect _ 
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Hupson Bay Ratway AND TERMINALS — 


SuMMARY OF EXPENDITURE To Marcu 31 OBS 


Other 
Expenditure 


Capital 
Expenditure 


$ cts. $ 


cts. 
33,518,454 06 *862,557 56 


1) CR ECM S OnE 0 Ona Ri rae al 

2. Port Nelson Terminal (abandoned) 6,240,200 86 84,017 02 | 

3, Churchill Terminal (transferred to National 
“Harbours Board, Dec. 31, 1936) 13,273,202 71 931,630 37 


pay 53,031,857 63 1,828, 104,95 | 


Expenditure fiscal year 1937-38 estimated. Actual figures not available at date. 
- *Operating deficits fiscal years 1935-36, 1936-37 and 1937-38 detailed on Statement 2. 
aN ead Wane expenditure to December 31, 1937, including $9,443.94, capital expenditure and 
_ operating deficit, calendar year 1937, under National Harbours Board. 


Revenue, principally from operation of elevator, amounting to $344,586.66, are not included in ¢ 


- Churebill terminal figures. 
Nc Mine The total of $54,859,962.58 
navigation. 


DEPARTMENT OF TRANSPORT 


Hupson Bay Rattpway 


SpaTBMENT OF REVENUE AND OPERATING EXPENSES 


Fiscan YEARS 1935-36, 1936-87 anv 1937-38 (1937-38 Estmmatep) 


Operation 
Maintenance 


Gross Operating Expenses.............00000 
Mhess Groce REVenues. 3.0462. ete ee cee 


Net Operating Deficit 


Division of Operating and Miscellaneous Revenues 


Freight 
Passenger 
Express and Mail 
Telegraph 
Sleeping Car 
Dining and Buffet 
Miscellaneous 


Gk at 
Grain movement (No. of bushels) 


ay 


Grain movement— Revenue 


1935-36 


$ 


272,384 77 
303,187 OL 


335,869 03 


239,702 75 


280,136 88 
36,539 69 
5, 664 13 
2,884 95 
1,182 62 
850 95 
8,609 81 


335,869 03 


2,351, 633 


\ 


$ cts. 
174,060 45 


575,571 78 


1936-37 


268, 148 23 
344,474 94 


612,623 17 
359,768 36 


252,854 81 


304,781 99° 
32,817 65 
5,549 09 
3,754 46 
1,341 15 
784 95 
10,739 07 


359,768 36 


r 


does no include expenditures by the Department of Marine for a 


ne 
STATEMENT 
oe 


2,683,415 


cts. | 


- Nors: Prior to April 1, 1935, operating deficits included in capital expen 


DEPARTMENT OF TRANSPORT 
oo a aaa ae HUDSON BAY RAILWAY 


‘ Statement of Revenue Tonnage by Commodities, Handled on Hudson Bay Railway, 
vm by af tng Calendar Years 1930, 1931, 1932, 1933, 1934, 1935, 1936 and 1937 


La ERSRTIAT ee ESS A SSE SST 


1936 1937 


Commodity 


1931 1932 


1933 1934 1935 


2c cE NOSES OES SURMISE op SULA Sec NES Feb A Ne 80,547 26 
BaMbMisarielsprinin at sme cUialeniee Paemirscmemeamel y | 48a eg IN 5B |e a. 119 26. 

sate 227 261 

SRS en EIS ery ARR beve 2,408 233 

SRR ao ote cae eR a 238 218 

ocd OE Ole ace eee 48 63 

Me Certain eee ad BO MAOR yk Og hice ae or Te 

{Other Agricultural Products..........1..1) Perec uA Ee Siete ITN eC IG DIT A CIE 6 enna 

de BARES SIS A aes oie Ese ANY 72 44 21 


Jattle and Calves 
ip 2 


ype 


in hracite Coal t 110 


11,513 5,306 3,556 1,504 
1,170 1,088 625 471 

Male cM Ab ae ALM ea a cna ea 55 Fa ae 
Seas aR VO Ica Lista ena cal Ses res  epL Cab) A age Pata 

RR ee ar Nis eA alanis ie ane teal as SMe Mau | oe. Vins ah a BOL Teekay 
|Lumber, Timber Box and Crate Material. 10,410 | 1,108 898 228 
Other Forest Products.................... PUOIIN NC ares | hey les LO +] VU Nay Soe | aati 15 15 
SUTTER ee 353 419 559 612 
Mea ERY MN stn vstttar ta 89 72 814 1,075 

Hi Ole rere : 49 3 

TTT Cae ROME a eke nine DON pa erate es 

on and Steel (Bar sheet and structural 

ue nage aI 256 192 
astings, Machinery and Boilers........... 156 196 
eh erty ays rT 415 | . 54 
Remec areitcial Stone.) sa. BBY 1, 200]. Pt) BON tea 15 21 

Re ee eOn I lon Men neem ne Mo Mika On MAG Woes coe Hed fst 145 130 
hee It arom ae bP es a RNA a 70 43 

mobiles, Auto Trucks, and Auto Parts.|........)  27]........1...0....1........ ZOU Ae 
sehold Goods and Settlers Effects..... 64 94 
1S oor as SA ae Mesa tecy iG wi RC UY Pen MON a rab PE IR AS aN Co 
TR SE CColtet Say Re oy | oh te ORS 82 92 

Papa ee sles oft ale Wr 2 A lk hl ae a a 19 US Uiep aes oe 22 

acre Gea ate 168 169 273 845 320 

By BE 5 Ot Dba ean oloSeoy uM eaMoy a! RSH RIN NA 14 13 48 PRRs Nk 

aE 1,186 1,452 2,734 2,187 1,884 

sraf tet eater 2,040 2,781 3,127 | 3,116 3,140 

state reseFoRavsns thal sla iotole te foe ...| 88,799 | 59,916 |175,093 | 97,521 141,017 | 88,580 | 98,009 11,976 

4 


STATEMENT No. 4 
DEPARTMENT OF TRANSPORT 


NT SHOWING NUMBER OF REVENUE PASSENGERS HANDLED ON 
aa ieee Toren FOR CALENDAR YEARS 1930, 1931, 1932, 1933, 1934, 
5, 193 1937. 


vt 


No. of passengers 

otley ila RRS Rage 11,047 

aealh eae ae 10,682 

abies (a) fui! eat une the 6,099 

Duet LeR ss i Metien ahs oN nee 5,398 

er este 1am eae ttre a 8,070 

(3 

ey as ee ea ate MUU SP 7,244 
TARO AER LES dee SER 6,956 


SraTeMaNT No. 3 


N 5 
"DEPARTMENT OF TRANSPORT, HUDSON: 


/ 


= 


} \ Pl py 
ROR A : _ MISCELLANEOUS Data toler 
Length of line (main track).. .. -+ Te 
_ Yard, track and sidings. . 3 


vn Total all tracks.. Je Rot byte icere 
Tyensth Of SidiMgs (4. i Wes e+ minimum | 
Gauge, standard.. .. «. ++ +2 s305° 4 feet 84 inches 
T Rec tikce chs CUA Oty Aa aA AE ca 85 Ibs. 
Number of sidings, exclusive Hh Permin also eu ewes mens eae 
Maximum gradients, northbound, “o of 1%; southbound, %10 of 1%. 
Total rise £ nL Pes! AR rh yt cis Ore Sn 9 
southbound”, 3. seis aoa Rpereteied eens clea semen 
at oa hal i : : 
Maximum curvature, 7 degrees.. 
“Miles curved track—235 curves.. 
Percentage of curved PecKGl oe hic htt, oe geet 0 
Longest tangent—miles ister Royston tego ee ene toe 
The Pas elevation—final grade at depot... 7 ee 
Summit at mileage 59-5 elevation .. aes 
At mileage 356 & hE San santie sale 
Summit of Churchill extension, Mile 400.. .. 
Wumber of steel bridges. < psyis yee vba et aM eee ee 
Located at Saskatchewan River crossing mileage.. .. ++ ++ + 
By Nelson River Crossing (Manitou Rapids), mileage. . 
Nelson River crossing (Kettle Rapids), mileage...- 
Limestone River crossing, mileage.. .. -- ++ +: + 
Weir River crossing, mileage.. .. .- -- 
: Owl River crossing, mileage. . “7a 
Total length of steel bridges.. .. .. -- ++ =: 3,177 feet 
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— July 1, 1927, to Calendar 
Dee. 31, 1936 Year 1937 
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Railways Other than Canadian National— 
Atlantic, Quebec and Western Railway (4)40,776 13 
Canada and Gulf Terminal Railway 32,927 77 
_G.P.R., including Fredericton-Grand Lake 
Coal & Railway Co. and New Brunswick 
Coal & Railway Company 2,202,716 28 266,833 77 
Cumberland Railway and Coal Company.... 254,422 53 31,482 11 
Dominion Atlantic Railway 1,713,271 25 174,952 86 
- Maritime Coal Railway & Power Company. . 187,179 68 13,771 85 
~ Quebec Oriental Railway (1)22,418 84 : 
_ Sydney and Louisbourg Railway 2,196,570 37 283,623 60 
-Temiscouata Railway : 198,766 77 20,692 28 


nn 


6,849,049 62 794,951 96 
17,820,695 81 2,387,505 81 
‘Total All Railways due to 20% Tolls Deduction...) 24,669,745 43 3,182,457 77 


ak Norz.—From July 1, 1927, to December 31, 1933, balance of deficits of C.N.R. Eastern Line 
paid under this Act, amount $39,597,353.14, 5 
(1) For period July 1, 1927, to May 31, 1929. Railway now part of Canadian National Rail 
(i ye : 
Rairway AvupiTor’s OFrice, 
Ottawa, April 4, 1938. 


PROCEEDINGS 
OF THE 


SPECIAL COMMITTEE | ) 


Appointed to 


ENQUIRE INTO AND REPORT UPON THE BEST MEANS OF RELIEVING THE 


» 


} COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION: hi 
AND FINANCIAL BURDEN CONSEQUENT THERETO a ? 


No. 5 ae 
The Right Honourable George P. Graham, P.C., and | tome 


the Honourable C. P. Beaubien, K.C., 
Joint Chairmen 


WITNESS 


Mr. S. W. Fairweather, Director, Bureau of Economics, Canadian | a 
. National Railways. 
q EXHIBITS ANAS Be 
No. 29. Statement as to the activities of the Joint Co-operative Com- 
ittee appointed under the C.N.-C.P. Act. 
0. 30. List of applications by C.N.Rys. for abandonment of lines, 
o date. 


0. 31. List of applications by C.P.Ry. for abandonment of lines, 
) to date. 


No. 32. Copy of C.N.-C.P. Joint Co-operative Committee report No 32. Sha 
No. 33. Copy of C.N.-C.P. Joint Co-operative Committee report No. 23. 
Bh, ; 
a OTTAWA 

J. O. PATENAUDE, 18.0. 


PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
1938 ; 


ig 


ORDER OF APPOINTMENT 


ived,—That a Committee of the Senate be appointed to enquire into — \ ie 
rt upon the best means of relieving the country from its extremely — 
railway condition and financial burden consequent thereto, with power | 


or persons, papers and records, and that the said Committee consist of _ 
Senators. . 


rdered that the said Special Committee be composed of the Honourable 
Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, oN 
Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, | Ree? 
binson, Sharpe and Sinclair. ; 


MINUTES OF EVIDENCE 


° THE SENATE, 
| TuHurspay, May 5, 1938. 


The Special Committee appointed to inquire into and report upon the best 
ns of relieving the country from its extremely serious railway condition and 
ncial burden consequent thereto, met this day at 11 a.m. 


a Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
& Col. O. M. Biggar, K.C., Counsel to the Committee. 


The Cuamman (Right Hon Mr. Graham): Well, gentlemen, shall we 
proceed ? | 
_ Hon. Mr. Moraup: May I make a suggestion, Mr. Chairman? We yester- 
had statements concerning land carriers, but we did not seem to have 
hing concerning water carriers. I do not think we will have the right idea 
e whole problem unless we have this other element of water carriers. Could 
ave some figures or some data about transportation by water? 
Mr. Biggar: Mr. Chairman, I made inquiries on this subject from the 
au of Statistics, and also with regard to highway traffic. I asked, in con- 
lon with these two kinds of traffic, how far we could go in the way of giving 
ures that were of the same character as those we can give with regard to 
ay traffic. The railway traffic figures are very complete, as you will observe, 
the Bureau of Statistics tells me that nothing which they have is by com- 
rison as complete in connection with water transportation. There are some 
ures with regard to the expenditure on canals and the expenditure for the 
aintenance of canals, but I understand that these have not always been kept 
he same way, and that it is therefore extremely difficult, even from the 
rtmental figures, to get any resulting figures that are fairly significant. 
The Cuairman (Right Hon. Mr. Graham): And once you had a revenue. 
yw you have not. 
_ Mr. Bicear: Then, the returns with regard to water transportation differ. 
e are good returns, I understand, respecting the movement of vessels through 
anals, and there are some returns, which I understand are on a somewhat 
ferent basis, of vessels entering and leaving harbours. But these two sets of 
urns are not quite on the same footing and will require a reconciliation, which 
ver has been made, and the consequence is that it is practically impossible 
get any significant figures about water transportation. The difficulty about 
ng figures with regard to highway transport is obvious to the committee. 
at is the reason there is nothing more before the committee on water and road 
sport than has been laid before you. 
The CuatrMAn (Right Hon. Mr. Graham): How would it be to have further 
ries made just to see how much of that information we could get? If it is 
worth while we will not bother with it. 
The Cuatrman (Hon. Mr. Beaubien): The only element of interest, it seems 
me, with respect to the question put by Senator Moraud, is the amount of 
e by water that has been taken away from the railways? That is the only 
. It means wheat and only wheat, and that we can get. 


Mr. Bicear: That you have got in the Welland canal figures, as far as it 


< 


an be got. I have forgotten the number of the chart in which that appears, but 


¥ 
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the chart shows the difference in the movement of freight through the | 

canal. It does not cover all wheat, because some wheat is unloaded at Br 

and we have no figures about that. "1 he 

~ The Cuarrman (Hon. Mr. Beaubien): And cannot get them? 
Mr. Biacar: And cannot get them. 

- Hon. Mr. Danpuranp: An inquiry is going on in the House of Comm 

with respect to water transportation. We may get considerable information f 

that source. 5 

Hon. Mr. Hare: I think the Grain Exchange at Winnipeg can give you 

grain figures. : 

The CuatrMANn (Hon. Mr. Beaubien): By water? 

Hon. Mr. Hate: Both ways. 

The Cuamman (Hon. Mr. Beaubien): Separately? 

Hon. Mr. Harc: Separately. I am sure they will have that, because 
erain is all handled there, and they know how much goes by rail and how m 
by water. 

Mr. Biecar: I shall make further inquiries. 5 

Hon. Mr. Hare: I think the Secretary of the Grain Exchange could give t 
information. Some goes east, some goes west, some goes south and some 
by Churchill. 

Mr. Bracar: With regard to the grain traffic alone, we can get the info 
tion, I imagine. I remember that was done by some commission five or 
years ago. Mr. Sanford Evans had very complete figures with regard to 
grain traffic. I do not mean that we cannot get figures with regard to individy 
commodities like wheat, but there are difficulties in the way of doing what 

been suggested. Of course we can pile up figures of all kinds. 4 

The Cuatrman (Right Hon. Mr. Graham): It would be interesting and 
think instructive if we could put our finger upon the approximate result of mot 
traffic and water borne traffic on the railways. 7 

Now, Colonel Biggar, will you proceed? 

Mr. Brecar: I suppose we had first better come back to that stateme 
which was distributed at the close of yesterday’s meeting and which will bi 
Exhibit 29, the statement as to the activities of the Joint Co-operative Com 

- mittee. I do not know whether members of the Committee want it read 
whether it has been read by all members, in which case we need not take 
to read it here. : 

The Cuamman (Right Hon. Mr. Graham): Shall this be read? 

Hon, Mr. Hara: I think it should be read. 

Hon. Mr. DanpuRAND: Have you read it? 

Hon. Mr. Hate: Yes, I have read it. 

A Hon. Mr. Danpuranp: Then, why have it read here? 
. Hon. Mr. Hate: I think all the Committee should read it or hear it. . 


y 


be 


Hon. Mr. DanpuraNnp: If the members of the Committee have read | 
document, that should be enough. 
\ The Cuarrman (Hon. Mr. Beaubien): Let us inquire. . 
ss Hon. Mr. Horsey: I have read it; I do not want it read. | 
age Hon. Mr. Hucessen: I have read it. 
Je Hon. Mr. Bucuanan: I have read it. | 
Bho: The Cuairman (Hon. Mr. Beaubien): Have you read it, Senator Paren 
Hon. Mr. Parent: Yes, I have read it. ) 
The Cuatrman (Hon. Mr. Beaubien): And you, Senator Coté? 
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oTE: I have not read it. 

Cuarrman (Hon. Mr, Beaubien): The only culprit. 

e Cuairman (Right Hon. Mr. Graham): He is the only one who has 
lessed. I think it would not be a bad idea to read it, and then no one will 
ye any excuse. 
The Cuairman (Hon. Mr. Beaubien): Do you want it read, gentlemen? 

- Some Hon. Senators: No. 


_ The Cuamman (Right Hon. Mr. Graham): But maybe Colonel Biggar 
links it is essential, for the proper information of this Committee, to have it 


a Mr. Brecar: No. 

The Cuamrman (Hon. Mr. Beaubien): Do you want to comment upon it, 
olonel Biggar? 

Mr. Bicear: Yes. 


The Cuamman (Hon. Mr. Beaubien): I think it would be well if you 
Id touch upon the highlights. 
Mr. Biccar: There are two or three things that I will call attention to in 
Teport. The actual report itself is quite easy to follow. You will observe 
om the first schedule that Mr. J. E. Armstrong, Assistant Chief Engineer of 
anadian Pacific Railway, has been a member of the Canadian Pacific 
m of the Joint Co-operative Committee ever since December, 1932, and 
man of his section from May 10, 1934, to February 8, 1938. He is the only 
ho continued to be a member of the Canadian Pacific section down to this 
Of the three present members, two have been members only since 
ary 8 this year, and the third, Mr. Grout, the present Chairman of his 
n, has been a member from May 20, 1936. Mr. Armstrong is in attendance 
ill be available as a witness. | 
Right Hon. Mr. Mriauen: He signs the report. o 


_Mr. Biccar: Yes, for the reasons stated in the last part of the second 
graph of the report. This says:— 


Mr. J. E. Armstrong, who withdrew from it only in February last, 
was, however, an original member and chairman of his section from 1934 
_ until his withdrawal. He has acted in the latter capacity for the purpose 
_ of preparing material for the consideration of the Senate Committee but 
_ Mr. H. C. Grout is the present Sectional Chairman and acts as such for 
all other purposes. 


regard to the Canadian National section you will observe that Mr. 8. W. 
irweather has been chairman of it since its organization in December, 19382; 
that Mr. C. 8. Gzowski, Chief Engineer of Construction, has been a member 
og all that time. Mr. N. B. Walton, Chief of Transportation, the third 

t member of this section, has been a member of it only since December 22, 


_ The Cuarrman (Right Hon. Mr. Graham): This Joint Co-operative Com- 
littee is composed of two boards? ; 
Mr. Bigear: Two sections, yes. 

The Cuatrman (Right Hon. Mr. Graham): One section representing each 
y. And when you say one gentleman is chairman and then that another 
man is chairman, that means there are two separate sections, one repre- 
ng each railway, and that these sections get together and represent both 

? 


will observe that this is divided into six classes. There were 24 pro 
unfavourably reported upon; two were returned for further consideratio 
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Then with regard to the summary of reports upon projects, at page | 


eight are working reports. Then the first three groups cover 28 repor 
The summary shows that in 12 cases the projects are in effect; in two ¢ 

agreements have been completed but are not yet in effect, and in 14 cas 
projects are not yet in effect and agreements ‘have not yet been complete 
Now, I have made an analysis of those, and of the total I find that 15 relat 
to line abandonments. There were 655-77 miles of lines which it was ag 
to abandon, and the savings were estimated at $624,508. 

Right Hon. Mr. MricHen: Where is that? 

Mr. Biccar: It is not in the report. That is a calculation made fro 
That works out at an average saving of $952 a mile. Then there were 12 rep 
that had nothing to do with line abandonments but dealt with switching arrang 
ments and combined terminals and pooling of trains and that sort of thing, a 
those show estimated aggregate savings of $1,054,587. 

The CHatrMan (Right Hon. Mr. Graham): Almost all the saving, the 
was made in that part of the co-operation? 4 

Mr. Biccar: Not quite two-thirds, something less than two-thirds. of t 
savings were made in other things than line abandonments, and a little 
than one-third in line abandonments. I can give you the number of those, 
case any member wanted to refer to them. The reports that are on line abando 
ments only are 25, 30, 31, 33 to 36, inclusive, 38-A, 39 to 41, inclusive, 47, 
60, 61 and 62. a 

The other ones which related to savings and were ready to be put into effe 
if indeed they were not already in effect, and did not have anything to do w 
line abandonments, are Nos. 1 to 4 inclusive, 9, 12, 20, 22, 24, 27, 28 and 52. © 
the $1,054,000 savings included in that last group, $879,442 were savings in co 
nection with the pooling of trains Toronto to Ottawa, Montreal to Ottawa, a 


Quebec to Montreal; leaving something well under $200,000 for the other kind 
of savings. 4 
The CuarrmMan (Right Hon. Mr. Graham): We can put this down in oO 
minds, then, Mr. Biggar: A considerable saving has been made where there W 
co-operation by train-pooling. That is important to know as we go along. Tha 
is clear from the figures. _ 
Mr. Baccar: Yes. Rather more than four-fifths of the savings have he 
in pooling passenger arrangements. § 
Hon. Mr. Core: Was that accomplished before or after we got rid of th 
trustees of the Canadian National? q 
Mr. Biccar: Those two reports are Nos. 4 and 28. No. 4 is dated March % 
1933, No. 28 January, 1934. . 
Hon. Mr. Corr: They are both before we got rid of the trustees. 
Mr, Bicaar: Yes, they are both before that time. 
Hon. Mr. Danpuranp: They started working upon co-operative arrange 
ments even before the Act was passed. 4 
Mr. Biccar: In anticipation of the Act and within three months after 
Duff Report had been delivered. 
Hon. Mr. Danpuranp: The Senate the year before had been pressing the: 
to do that. q 
poe; ‘The CuatrMAN (Hon. Mr. Beaubien): It is true the abandonment ¢ 
lines does not enter largely into the amount of savings? a 
Mr. Bicaar: Yes. 
The Crarrman (Hon. Mr. Beaubien): The abandonment of lines he 
been very small. fr 
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rl IGGAR: Those are abandonments that were done pursuant to the 

ite. They are co-operative arrangements through this organization. But 
were other abandonments quite independently of that made by each rail- 

I have a list of those from the railways. 

# he Cuarrman (Hon. Mr. Beaubien): That is not on sane lines? 

Mr. Bicear: It is abandonments they undertook to arrange quite inde- 

lently of co-operation. Each of them decided to seek abandonments quite 

pendently of this co-operative organization. 

Hon. Mr. Horsny: Without any conference about the matter? 

Mr. Biaear: So far as I know without any conference. It was an internal 
rangement. I have a statement of that from each of the railways. Taking 
Canadian National statement, there were fifteen applications granted, 
n refused, and five are still pending. 

The CuHarrmMan (Right Hon. Mr. Graham): Refused by whom? 

' Mr. Biccar: By the Board of Railway Commissioners. The five are 
sposed of by that board. I have that statement, which I will ask the 
tary to mark as Exhibit No. 30. 

(Canadian National Railways statement of applications for abandon- 
ent of lines, 1935 to date, filed and marked Exhibit No. 30.) 

Mr. Biecar: I can give you the effect of that statement. The abandon- 
s that were approved by the Railway Commission amount to 339-3 miles, 
e estimated saving being $286,000, or $842 a mile. The refused applications 
lated to the abandonment of 309-1 miles, and the estimated savings were 
96,000 
Hon. Mr. Parnnt: Was the application made by the C.P.R. or the Cana- 
National? 

| Mr. Biccar: This is ali Canadian National I am speaking about now. 
Hon. Mr. Cauper: Made voluntarily? 

Mr. Biecar: Yes; this is independently of co-operation. Of the applica- 
that were refused, amounting to 309-1 miles, the estimated savings were 
96,000, which works out at. $635 per mile. In the five undisposed of applica- 
ms there is concerned 84-5 miles, and the total savings are estimated at 
00, which works out at $590 a mile. 

Hon. Mr. Cauper: Mr. Biggar, can you give us an example of where an 
donment was granted and where it was refused? 

Mr. Biccar: Yes. The list is here. I do not know which of the abandon- 
ts is the most significant. I will take the largest abandonment, Iberville- 
Hyacinthe, Que., with a mileage of 28-1 miles. The estimated saving was 
000, or something over $1,000 a mile. . The largest one refused was the 
sbury-Hurdman, Ont., line, 56:6 miles, the estimated saving being 
000, or something under $500 a mile. 

Hon. Mr. Gorpon: That saving is per year? 

Mr. Biccar: Yes, the annual saving. The corresponding information with 
yard to the Canadian Pacific independent abandonments contains no figures 
regard to estimated annual savings. I asked for them, but did not get them. 
ever, there are only six applications altogether. Of these, four were 
ted, one in full, one in part, and the last was refused. The abandon- 
ts eranted represented about 62 miles; there was an abandonment of 29-1 
iles, of which 15 miles was granted, and there was an abandonment refused 
3-1 miles between Lardau and Gerrard, B.C. The longest piece of the 
donment lines granted was from Shore Line Junction to Bonney River, 
, amounting to 28-8 -miles. 
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(Canadian Pacific statement of applications for abandonment 
1935 to date, filed and marked Exhibit No. 31.) ae te 
The Cuarrman (Hon. Mr. Beaubien): Mr. Biggar, we have no figu 
the estimated savings? . ' 
Mr. Biccar: No. I did ask for them. Probably they will be availa 
There is some difficulty in making calculations, as they keep their books in 
different way. if 
Now, I think that is ali I can usefully do at the moment. We could g 
on and ask Mr. Fairweather to give evidence, if the committee approve. 3 
The Cuarrman (Right Hon. Mr. Graham): What does the committee say? 
_ Have we everything we wish for now? 7 
Right Hon. Mr. Mercuen: Colonel Biggar, can you give us a suggestior 
as to how to order our questioning, or your questioning, so that we will not 
returning and returning again and getting nowhere? Could we take, for 
example, the cases where the joint co-operative committee have agreed ane 
still nothing has been done? Would it be well to take those first and see why 
nothing has been done? 
Mr. Biacar: Quite. . 
Right Hon. Mr. Meicuen: I draw attention, for example, to a whol 
string of cases favourably reported upon in which nothing has been don 
Take, for example, the third list in the summary. \ 
Mr. Biacar: Yes, I have a note of those. 4a 
Right Hon. Mr. Meicuen: No. 27. There is no explanation given. 4 
just says, “ Not yet in effect.” And the same words apply to, I would judge— 
Hon. Mr. Haic: Fourteen. f 
Mr. Biccar: There are a number of them on which reports were mai 
in 1933 and 1934, but with respect to which the agreements have not yet bee 
settled. The saving is therefore not in effect. 
Right Hon. Mr. Meicuen: It does not say the agreements have not ber 
settled. It just says, “ Not yet in effect.” d 
Hon. Mr. DanpurAnp: The refusal of the Railway Commission to s 
tion some abandonments may give us an inkling of the policy of the Rail 
Board on this matter which it would be interesting for the committee to h 
Mr. Biacar: Yes. There are no reasons given. I made inquiry about t. 
There are no reasons by the Board of Railway Commissioners. They ju 
refuse. I got a copy of one of the orders. a 
Hon. Mr. Haic: Would it be possible for Mr. Fairweather or Mr. Arm 
strong to give us some of these cases on which they have both reported favour 
ably and which were refused? q 
Mr. Biacar: There have been no refusals by the Board of Railway Com 
missioners. They approve any abandonment that has been agreed upon. 
Hon. Mr. Haic: Then the ones refused were cases where one side or t 
other refused to consent. 
Mr. Biccar: No. They were applications that were made by one railway 
or the other quite independently of any question of co-operation. The abando 
ment would have been applied for even if that railway had been the only ra 
way in Canada. q 
Hon. Mr. Hata: Could not Mr. Fairweather or Mr. Armstrong give us § 
of those illustrations? 
Mr. Biacar: Of the co-operative ones? 
Hon. Mr. Hata: No, the non-co-operative ones. 
Mr. Biacar: Oh, yes. 
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. Mr. Hare: We may feel that the Railway Commission was wrong in 


he CuairMan (Right Hon. Mr. Graham): In fairness to the Board of 
ay Commissioners, is it not right to remember that that board is con- 
olled by a statute and by the law, and that perhaps under that statute 
nd under their duties these applications were not entitled to be granted? 

- Hon. Mr. Hata: We might like to change the law. 


The Cuarrman (Right Hon. Mr. Graham): But we should not condemn 
Board of Railway Commissioners if they were carrying out the law. 


_ Hon. Mr. Hata: We are not. They have refused a voluntary application 
y the C.P.R. or by the Canadian National. 


4 Hon. Mr. Moravup: But they were opposed by some part of the public. 
Hon. Mr. Hare: At the same time, we are here to find out what the bases 
all these things were. 

_ The Cuamman (Right Hon. Mr. Graham): It would be the duty of the 
ard of Railway Commissioners—I am only speaking for that body because 
is not here—to carry out the law and make a finding under the law as if 
operation had not been discusséd. 

_ Hon. Mr. Caper: Was there any case where the two railway companies 
agreed but in which the Board, on account of intervention by the public, 
elused to grant the application? 

_ Mr. Bicear: I understand there were none at all. 


The Cuarrman (Hon. Mr. Beaubien): One thing strikes me. Out of all 
2 projects of co-operation twenty-four were rejected, turned down. 
_ Mr. Biccar: There is no economy. 


_ The Cuamman (Hon. Mr. Beaubien): Mr. Fairweather is going to be here, 
he said years ago that there was a possible economy through co-operation of 

4,000,000. see 

Mr. Bicear: Not that I have seen, senator. I mean the figure is higher 
anything I have seen. 


The Cuarrman (Hon. Mr. Beaubien): I do not think I am mistaken. 
t, in the bulk, would represent possible economies in the twenty-four that 
been turned down? You see, out of the $44,000,000—and I think I am. 
right, $42,000,000 or $44,000,000, Mr. Fairweather said at the time—it 
be that half has already been turned down as impracticable or impossible. 
d we get the bulk, roughly speaking? 


_ Mr. Biccar: As a matter of fact, those cases you are speaking of are 
ses in which there was an agreement by the technical representatives of both 
ays that there would be no economy at all. If you give me one I ean tell 
how the report was expressed. 
‘The Cuamrman (Hon. Mr. Beaubien): Oh, I have seen the reports, because 
have them in brief in the schedule here. 

Mr. Biccar: I have them more fully here—not much, I agree. Would 
1 tell me which one? - 
The Cuatrman (Hon. Mr. Beaubien): You have them all now under 
se twenty-four items. 


tr. Biggar: Take any particular item. 


n. Mr. Murpock: Take case No. 58. It is the most important in the 
st. 


“eas the other thought there was some reason for discussing it. Otherwise it 
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The Cuatrman (Hon. Mr. Beaubien): Just a second. If any one 
items was discussed it was certainly discussed because either one rail 


not be entertained. Therefore there was in someone’s mind the idea that sc 
economy could be realized. 7 a 
Mr. Biccar: I imagine so. 
The CuHarrMaAn (Hon. Mr. Beaubien): But every one of such items 
form part of the $44,000,000 or the $75,000,000 that we thought it was possib 
‘to save by complete co-operation between the railways. Therefore, co: 
- down to reality, it is very important for us to see that either one railway or t 
other, after conferring and studying the question, has turned down those ite 
as effecting no economy at all. I think it would be very important for the co 
mittee to know that, because we have always had before us the admission 
both railways that it is possible to economize to the extent of $44,000,000 
$75 000,000. a 
Hon. Mr. Danpuranp: Theory and practice are very different. q 
The CHarrman (Hon. Mr. Beaubien): It is very important that the co 
mittee should be enlightened on the matter. a 
Hon. Mr. Haic: Why not read No. 58? 

Hon. Mr. Murpocx: It will give you all that information. 
Hon. Mr. Hate: It says:— 
Extension of pool passenger train services under Reports Nos. 4 a 
98 to include west of Toronto, Montreal-Winnipeg, Toronto-Winnip 
and west of Winnipeg not found to be economically feasible. 


The CyarrMan (Hon. Mr. Beaubien): I do not know what that rep: 
sents, but it is important for us to know. 

Hon. Mr. Murpocx: That is the biggest item there. You ought to be abl 
to develop the whole question under that one item, I should think. . 

The Cuarman (Right Hon. Mr. Graham): When an application con 
before the Board of Railway Commissioners—I am sticking to that—the 
that a saving can be made may not be conclusive evidence that the line 0 
to be closed. There is another element that 1s probably of greater. importa 
than that. The question is: Will the saving adequately provide for wha 
public loses by the abandonment of that line? The Board of Railway Co 
missioners have to weigh the whole question and see how the greatest g 
would be derived. It might be that a good case could be made out by the re 
ways for economy but that is would not be a good case for the public; and un 
the statute the Board of Railway Commissioners would be obliged to 
against it. 

Hon. Mr. Gorpon: Do you not think it would be enlightening’ for 
committee to have the reasons as to why they did not permit the abandonm 
of the lines they turned down? . 

Hon. Mr. Mvrpocx: Do not we all know that the public interest is tl 
dominating factor in determining upon the abandonment of a railway line? 

Hon. Mr. Gorpon: Nevertheless it would be enlightening to have 
reasons of the Commission. 

Hon. Mr. Danpurand: We may have the Chairman of the Board before 

The Cuatrman (Right Hon. Mr. Graham): The Board of Railway 
missioners is to a large extent a court. It will give its reason in the finding 1 
doing what it has done, and I imagine you can get that reason. . 

Hon. Mr. Hate: Mr. Biggar says no. 

Mr. Bicear: I understand not. 

Hon. Mr. Murpocx: They do not have to give the reason. 
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/ Cuairman (Right Hon. Mr. Graham): When the reasons are self- 
ent, perhaps they do not have to. 
Hon. Mr. Hate: With Senator Gordon, I press for the reason why these 
andonments approved of were refused by the Board of Railway Commis- 
mers. Let the public know that the Railway Commission did not approve 
because the public objected; then the public cannot say that if the railways 
uld get together they could abandon. Let us know these facts so that the 
ublic will understand the situation. 
_ I am trying to find out why the Commission refused the abandonments. 
am being blocked, or attempted to be blocked because the Railway Com- 
ssion is a court and under a statute. I say that we must find out why the 
andonments were refused by the Railway Commission. The Board has 
yen no reason, as a court would; therefore the only thing we can do is to call 
the officials and ask them with due humility to be kind enough to give us the 
asons why the road from Gravelbourg to Moose Jaw was not abandoned. 
1en the public will know that we cannot get the abandonments because the 
ublic will not allow them. 
: Hon. Mr. Parent: Do you maintain, Mr. Biggar, that the Board does 
ot give reasons at all? 
i Mr. Biccar: So I am told. 


ba Hon. Mr. Parent: That would be very extraordinary. Surely when they 
ender a judgment they give reasons for judgment. The order itself may not 
tive them. 


Hf Mr. Biccar: We could easily find out. I asked for some statement of 


reasons, and J was told there was none. 
_ Hon. Mr. Hata: Right Hon, Mr. Meighen was suggesting how we should 
ced. When Mr, Fairweather and Mr. Armstrong go on the stand I want 
oO ask them about the things they suggested to the Commission and which 
he Commission refused, and what were their arguments for abandonment. 
Then, if the Commission gave no reasons for refusal, I want to see why they 
lid not allow these lines to be abandoned. 


_ Hon. Mr. Gorpon: Mr. Chairman, a few minutes ago someone said some- 
hing about a line in British Columbia which a railway company had asked 
0 be permitted to abandon but the permission was not given. Sitting beside 
me is Mr. Neal of the Canadian Pacific Railway, and he can state the reason 


mr was given why that road could not be abandoned. Would you like to 


ar him? 

Right Hon. Mr. Muicumn: There is no question that we have a right to 
ind out why applications were not granted. But all I am speaking of now is 
le order in which we shall take up these things. I do not care in what order 
proceed, but I think it would be better if we took up the projects which were 
greed upon but have not been acted upon, first. I think we would make better 
peed that way. 

_ The Cuarrman (Hon, Mr. Beaubien): I think Senator Haig and Senator 
arent are quite right. Why not write and ask the Railway Commission to 
ve their reasons, Mr. Biggar? 

; Mr. Biccar: We may find that there are reasons. . 
The Cuarman (Hon. Mr. Beaubien): But why not write and ask them 
their reasons, in every case? Then we would have them all ready when we 
ne to them. 

The Cuarrman (Right Hon. Mr. Graham): Senator Gordon, you made 
iggestion, but I think we had better go on and not bring in any extraneous 
er just now. We are trying to get going orderly, and we shall ask for 
mation from persons who are authorized to give it to us. Now, we are 


o take up projects that have been agreed upon but have not been acted 
or some reason. 
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Right Hon. Mr. Mrtanen: Or for no reason. Tae aa ha 
Mr. Biccar: I have been asked by Senator Dandurand and § 
- Meighen to say something about the position that I personally am in. I 
gested to the two leaders that all I should do, as counsel for the Committee, 
to put questions to the witnesses directed to elucidate and make precise th 
statements, the kind of questions that might be put by a judge at a trial 
witness for the purpose of clearing up a situation. But Senator Dandurand 
and Senator Meighen suggest that my attitude should be rather a more search 
ing one than that, and that I ought to regard it as my function, on behalf of tl 
Committee, to exhaust the information in all directions and particularly 
relation +o the possibilities of co-operation and the alternative possibilities 
unification. I think I have stated the position at it was understood? 
Right Hon. Mr. Mricuen: Yes. 
Mr. Biccar: I hope it was sufficiently precise. 
The Cuatrman (Hon. Mr. Beaubien): Then, let us go ahead. 
Mr. Biccar: I will call Mr. Fairweather. 


Mr. S. W. FarrweaTHER was called as a witness and took the stand. 4 | 


By Mr. Biggar: | 

Q. Mr. Fairweather, you would probably find it convenient to have 0 
cials whom you would like to consult, sitting behind you?—A. Yes sir, t 
would be convenient. 

Q. Those chairs behind you are for that purpose. You are the Director 
the Bureau of Economics of the Canadian National Railways, are you not?—| 
A. Yes, sir. D4] 

Q. And you have been so for a considerable number of years?—A, Yes. 

Q. How long is it since you have been occupying that position?—A. Well) 
frankly, sir, that slipped my mind, but I think—they tell me 1929. | 

Q. And you have been Chairman of the Canadian National section of th 
Joint Co-operative Committee ever since the organization of that committee 
December, 1932?—A. Yes, sir. 

Q. And you are the Mr. Fairweather by whom, on behalf of the Canad 
National Railways, the printed report, the joint statement, has been submitt 
—A. Yes. 

Q. You have heard the discussion in the Committee with regard to t 
subjects about to be dealt with. Can you begin, then, by dealing with thos 
14 projects— a 

Right Hon. Mr. Mricuen: It is 16, is it not? 
By Mr. Biggar: . 

Q. Well, perhaps you could take the other two, projects for which agr¢e 
ments have been completed but which are not yet in effect, reports Nos. 34 
35, dated November 2, 1934, and November 5, 1934, and both of which relate 
to abandonments. Can you tell us why those have not made any more progr 
towards being put into effect?—A. Well, sir, the agreements with regard to thi 
lines have been just completed and the applications to the Board of Railway 
Commissioners are presently pending. & 

Q. I think what the Committee would really be interested in knowing 4 
why there was an interval between 1934 and 1938 in settling those agreements | 
A. Well, of course I do not know that an answer to that can be given in one wor 
Q. I imagine not.—A. I think it is fair to say this, that the engineerif 
reports upon which a decision as to the feasibility of abandoning a line are base 
can proceed much more rapidly than the working out of an agreement ic 
will equitably divide burden and advantage as provided for in the Can 
_ National-Canadian Pacific Act. Yeu see, gentlemen, the engineering and 

[Mr. 8. W. Fairweather.] De Dasa i 


Napyhey Viitew tu 2 te Sith Weak 


RAILWAY CONDITIONS 97 


iting features are features which present themselves to operating men and to 
meers and it is generally possible to reach a decision as to the feasibility of 
economy. Have I made that matter plain? 

- Not only the feasibility of the economy, but the principles upon which 
ay burden and advantage might be divided?—A. No, sir, I reserved that. That 
as the first step and that can be proceeded with fairly rapidly. Well, then you 

faced with this situation. You could go ahead and make that economy 
iediately effective and proceed later and adjust burden and advantage. And 
in the early stages of co-operation we did that, in one or two cases. We found 
gut, however, that that presented an embarrassment in preparing the agreement, 
decauuse after the action was done and completed it sometimes proved very 
lifficult to get an agreement executed. And therefore the Canadian National— 
peaking for the Canadian National; I can only speak for them—issued instruc- 
jons to the Canadian National section of the Joint Co-operative Committee 
in future economies favourably reported upon would not be put into effect 
il agreements had been consummated. The second phase, that is the prepara-_ 
jon of these detailed agreements— 


ae under the Canadian National-Canadian Pacific Act, to divide burden 


d advantage, involve a consideration in detail of a good many factors bearing 
on the competitive position between the two railways. If one railway is 
giving up some line and all its potentialities it naturally desires to make sure 
at it is getting a reasonable compensation for it. Now, we early made up our 
ds that the burden and advantage in so far as it related to tangible matters, 
ngs that could be measured in dollars and cents, would ignore the investment 
hich had been made in the properties up to that time. We did not wish to 


mment of potentialities that existed in the competitive condition. Well now, 
hat is a simple thing to say, but when you translate that into the field of 


projects effective before a detailed agreement was prepared, and reach an 
ment subsequently, in which case you would have accelerated the economy, 


Q. I thought you would have made an inquiry as to these matters of train 
ge, ties, and that sort of thing, before you made your report in some form— 
But there again, you see, an engineering committee can consider the 


cing burden and advantage. That requires a much more detailed study, 
you are dealing then, not with the broad principle whether the economy is 
not, but with the principle of how it is going to be divided. 
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By Hon. Mr. Calder: Rem e AE 
Q. Each party is fighting to get the best advantage out of the divisi 
Each party is endeavouring to get a fair division. ; ; 
By Mr. Biggar: ff 
Q. As a matter of fact the statute says “an equitable division.”—A. 
there is that condition in the statute, that you have to balance burde: 
advantage. me 
Q. You might tell us, then, about that change in the arrangements ° 
regard to the making of these agreements, and why it was that in 193 
agreements were sent to your committee to prepare instead of to this joint 
quarters committee, composed of operating, engineering, law, traffic and ac 
ing officers that is referred to in paragraph 9 of Exhibit No. 29.—A. I think 
briefest explanation of that is this. There was a situation in which whe 
so-called headquarters committee undertook to prepare these agreements it 
to be continually running to the C.N. section of the joint co-operative comm 
to find out in detail what our ideas were on the division of burden and advant 
because on our shoulders was placed the determination of the broad principle: 
that would govern. And these things, sir, are quite unique. They are so uni 
in a sense, that they are breaking new ground. 
Q. Each case breaks new eround?—A. No, I would not say that. But 
broad principles break new ground, and the officers who had not developed t. 
principles were at times at a loss as to how to apply them. Consequently - 
came to the C.N. section—I can only speak now for the C.N.R.—to find 
what we would do. 
You mean the C.N. section of the joint headquarters committee ¢ 
- to the G.N. section of the joint co-operative committee?—A. That is cor 
Therefore after an experience over some time of that sort of thing, it was dec 
that the whole matter should be turned over to the co-operative committee 
draft the agreements, with the sole idea of expediting the preparation of 
agreements. - 
Q. So that committee had to carry out its own proposals?—A. Now, sit, | 
have given a partial explanation, but I would not want it inferred from wh 
have said that I am at all satisfied with the progress that has been made, in 
rapidity with which these agreements have been prepared. When I say I 
not at all satisfied, I mean this. It was not necessary to have consumed the ti 
that appeared to have been consumed, but we were feeling our way. 
At the present time there are eleven line abandonment projects which 
been favourably reported upon by the joint executive and which are in the h 
of committees vigorously preparing these agreements. And if I present a corre 
picture it is, in regard to these line abandonments,. that we had a lot of ne 
ground to break, to establish principles, and we fumbled around, let us say, 1 
a time, but now agreements with regard to eleven of those lines are actively 


‘hand. 


By Hon. Mr. Moraud: 

Q. How many miles do those abandonments represent?—A. Roughly, 5 
miles of line—between 400 and 500 miles. We have completed two of t 
agreements, that is, the Linwood-Listowel agreement and the Middle 
Bridgetown agreement. Those are type agreements. a 


By Right Hon. Mr. Meighen: 


Q. Are what?—A. Type agreements. 
Q. Are those 34 and 35?—A. Yes. 


By the Chairman (Right Hon. Mr. Graham): 

Q. Do you mean as examples?—A. Yes. Let us say we had certain idea 
and we proceeded to apply those in a form we thought was workable. We foun} 
[Mr. S. W. Fairweather.] a . a 
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not work, and then we tried these two cases as test cases. We found it 
d very satisfactorily and enabled us to make a great deal more rapid 
ss with other cases of a similar nature. 


By Mr. Biggar: 

- Q. Those are two agreements that were actually executed last month, since 
» beginning of this inquiry?—A. Yes, sir. They will very shortly be pre- 
sented to the board for application for abandonment. 

o Q. Senator Dandurand would like to know how many miles did those 
eleven cover?—A. I said, sir, between four and five hundred miles. If you 
would like the exact mileage I will put it on record. 

hs By Right Hon. Mr. Meighen: 

_ Q. These two were 29 miles?—A. They were test cases sir, and we deliber- 
ately chose short lines there, 80 we would simplify our problem. 
Q By the Chairman (Hon. Mr. Beaubien): 

_ Q. Thirty-seven miles in all?—A. Those two test cases, yes. 


ye 

ai By Hon. Mr. Parent: 

__ Q. It is a tentative effort to start it?—A. Yes; and it was highly success- 
ful, for we did a good job. 

a By Hon. Mr. Murdock: 


r 


_ Q. Why take four years to put it into effect? 


| By Right Hon. Mr. Meighen: 
i Q. To get the agreements—A. That is what I have been trying to develop. 


By Hon. Mr. Murdock: 


_ Q. You said they were handled vigorously. Why did it take four years 
accomplish?—A. I said, sir, the executive was faced with the decision either 
0 go ahead on abandonments and prepare agreements subsequently, or to insist 
Ipon the agreements being prepared first. We tried that first method, and 

e found it difficult to get the agreements. Therefore we said—I can only 
speak for the C.N. section— We will not make any action effective until we 
lave an agreement signed.” That explains why these things were set aside and 
ot put into effect. 


pt By Right Hon. Mr. Meighen: 


. But that does not answer Senator Murdock’s question. He bases it 
ubtless on the fact that the joint committee came to agreement that this 
jective was desirable in the early days of November, 1934, and they have 
fen until the month of March, 1938, to put into writing what they. had 
aided to do. Why take three and a half years to do that?—A. Well, sir, 
rankly, I think it could have been done quicker. 

_ Q. I think so too. 


. By Hon. Mr. Murdock: 

‘« Q. Did each half of the co-operative committee present proposals on the 
lestion to the other?—A. Yes. 

Q. How many times?—A. Times without number almost, 

Q. Could this committee get a copy of the proposals made by each half of the 
perative committee laid before us to see the progress that was made?—A. I 
it, sir, for the reason that we made it a rule of practice in our joint co-opera- 
Baty 
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tive committee that it would be preferable in our joint work only 
things that we agreed upon. There is a vast record of the details of investi 
ing projects on each side. But with regard to this matter that I under: 
is asked, that is, whether in our discussions of the principles which sl 
apply to the varying proposals, how to crack the nut of equitable divisio. 
burden and advantage, I do not think there is an awful lot on the recor 

being ex parte. We were always able to come to an agreement on — 

 feature— 


By Right Hon. Mr. Meaghen: a 

Q. After waiting a year, why did you not ask for a tribunal and get som 

one to do it for you?—A. I think that is a splendid suggestion, sir. \ 
Q. It is in the Act—A. These things here, sir, were not matters in whi 

in my humble opinion, the tribunal could have helped. 4 


“a 
A. 
C= 


By Hon. Mr. Murdock: a 
Q. Why?—A. For the simple reason there was not a lack of agreement. — | 
By Hon. Mr. Cote: q 
Q. Mr. Fairweather, could you speak definitely with regard to report 34 
and explain to us what the proposal was, and what obstacles you had to fac 
—-A. Yes, sir. Report 34 dealt with a stub line of the Canadian Natio 
Railways which extends from Middleton down in the Annapolis Valley to 
point a little below Bridgetown. It was evident upon an engineering exami 
tion that there was a duplication of service on that line, and that the Canadi 
Pacific line, that is the Dominion Atlantic line, was capable, in our judgme: 
of fulfilling all the requirements of public convenience and necessity; and 
reached a conclusion jointly that here was a worth-while economy. 
Q. That was in November, 19347?—-A. Yes, sir. We reported that to t 
joint executive committee. The joint executive committee approved of it~ 
November 13, 1934. It then became one of those projects which was referr 
to a committee composed of headquarters officers to prepare a detailed agree 
ment. | 
By Hon. Mr. Murdock: 4 

Q. An agreement providing for what?—A. For the division of burden and 
advantage. 4 


By Hon. Mr. Horsey: . 

Q. A joint headquarters committee?—A. Yes; not a joint co-operative 

committee. b | 

Q. A special committee?—A. That was a special committee. It lay w 

them, and when it became evident that the machinery of the joint headquart 
committee was relatively ineffective in making progress, it was turned over 

the joint co-operative committee to prepare the agreement, 4 


By Hon. Mr. Cote: 

Q. Could you give me an indication of what would be the division 
burden and advantage in connection with a bit of line the C.N.R. was abando 
ing?—A. Yes, sir, I can give you that. When the Canadian National abandonet 

that line it would make certain economies in operation. That is, it would 
have to run trains to Bridgetown, would not have to maintain a line to Brid 
town, and would not have a station agent at Bridgetown. On the other ha 
it would give up traffic that had a value to the Canadian National Rail 
that was, as I recall the figure, about four times the economy. Obviously, 
the line should be abandoned in the public interest, it would be foolish on the 

_ [Mr, 8. W. Fairweather.] | . : 
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f the Canadian National to abandon it, because all it would be doing 
be losing money, and of course there would be transfered over to the 
dian Pacific an undue advantage from the traffic that would necessarily 


13 


ent That is correct, except that I would like to say this. If 
us were the only case in which such an opportunity presented itself, it would 

oolish to spend any considerable amount of time on working out this detail. 
when you are facing a situation in Canada in which hundreds, possibly 
isands of miles of the same category would be under consideration for 
bandonment, it is certainly desirable to proceed to find some formula for fairly 
ding burden and advantage, 


| By Hon. Mr. Hugessen: 


Q. You were treating this as a test case?—A. This was a test case. I may 
kly say that I am not satisfied with the progress made; I think it could 


e been done faster; but it was a job that had to be done if you were going 
onform to the Act. 


By Hon. Mr. Murdock: 


Q. It was the principle involyed.—A. It was the principle. We accumulated 
eat number of lines, hundreds of miles, and could have accumulated hun- 
S more had we pressed to the point where abandonment was indicated. Then 
ould have gone further and made those things effective without agreement, 
‘ou see, but the executive said, “No, we will not go ahead without agreements.” 
_ Q. Until you knew what you were going to get out of them?—A. That is it. 


) ~~ —iBy the Chairman (Hon. Mr. Beaubien) : 

_ Q. In other words, you were looking for a formula?—A. And we found one. 
» Q. And it was very important that that formula. should be fair to both 
lways’—A. Yes, sir, and we found it. 

Q. It would be very simple to tell us what the formula is—A. It can be 
imply, sir. There are two types of the formula. One formula relates to 
such as Middleton-Granville, where our own company retires from the- 
entirely. In that case, sir, it sells its traffic rights for half of the economy. 
. Net economy?—A. Net economy. It sells its traffic rights for half of 
et economy, so that in the net result it does not suffer a traffic loss and it 
half of the net profit. The line that takes up the service and con- 
lues it gets as near as may be half the economy. Is that plain? 

_ Q. In other words, the company that stays in the field gets all the traffic? 
A. Yes. 

And subtracts from that the expenses?—A. Yes. 


Ta OR as Th as 
CC ES A Ae Red? PCW AN ice 
ee vay 
eT RT Mi 


MMOaE NS SPECIAL COMMITTER 1 CC eas 


Q. It gets the net, and gives the other company 50 per cent of the 
and keeps 50 per cent. Is that right?—A. In a sense, sir. But it is douk 
barrelled, because you have to take account of both sides. In this case a 
Canadian National had an economy of operation. It had to surrender half 
economy, and the other company had to surrender half the net value of the 
traffic. a, 
By Right Hon. Mr. Meighen: } 
Q. Do you not think the Chairman of the Railway Board could have | 
resolved that after one day’s hearing, away back in 1935?—A. Well, sir, thai 
is the principle, and I am attempting to explain it. a 


By the Chairman (Hon. Mr. Beaubien) : 

Q. When was that suggested? A. That was erystallized—that was rep 
No. 32, of October 18, 1934. 

Q. And ever since October 1934, with a formula as simple, natural a 
fair as that, you never could come to any agreement?—A. May I explain th 
again, sir, that the first attempt to make that formula apply was made throu 
the Joint Headquarters Committee. While that formula is very easy to say 1 
words, when you attempt to deal with such things as the diversion of trath 
from one road to another you get into a field in which you have to go int 
cost accounting. You cannot say there was $100,000 of traffic. You have t 
determine how much net was in that, and that is a matter involving a v 
considerable time. I know that this is a technical railway matter, and the m 
an ask a railway man is, “ What is the value of $100,000 ot 
gross business?” 
ratios of the two companies were very much higher, after a great deal of di 
culty we solved that particular problem by assuming an operating ratio of 5 
per cent, which took into account many other things. 
Q. Was that carried out through the other agreements?—A. That is no 
established as a principle; and I want to say of the criticism made attach 
to the progress of these agreements—and I frankly feel that a degree of criti- 
cism is proper—that from what has gone before, whether it was wise or unwis 
to spend the time on it, we are now in a position to proceed with these agre 
ments, and we are now proceeding with them. a 

By Mr. Biggar: 7 

Q. Speaking of that particular type of agreement, and looking at thi 
report No. 32, which you say laid down the principles, is it quite simpl 
get the facts upon which to apply those principles?—A. That depends on w 
you mean by simple, sir. It involves the determination of a test period. - 
that test period the company whose line is going to be abandoned abstract 
all the freight, passenger, telegraph and express business that it had on th 
line which it is proposed to abandon. It has then to divide its revenue betw 
the System revenue and what is called inter-line revenue, because the d 

figures have to be broken down to show what the System got out of | 
And if you are going to determine what is a fair division or value of th 
traffic you have to do it. , a 
Q. Exactly—A. And that is a simple job; it is a clerical job. Then it 
consolidated into a statement. 4 
The next step is to have traffic officers of both lines sit down. So there is 
traffic problem. As a result of this abandonment you mutually agree 
certain traffic is going to be lost completely. You always have to face 
You are withdrawing a service, and if you withdraw service you hav 
examine your traffic to see whether the other company is in a position to 
that traffic. That may be serious or it may not be serious. If it is, then it 
be so serious that you do not abandon. | a 
[Mr. S. W. Fairweather.] 
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Ma ‘By the Chairman (Right Hon. Mr. Graham): 

. Even though it would be an economy?—A. Yes. It would not be a 
economy. It does not take very much traffic to upset an economy in 
ation. 

 Q. That is what I wanted you to make clear. We were talking about it 
connection with judgments of the Board of Railway Commissioners. Even 
though it did appear that there would be an economy in money, you might 


prive some people of an accommodation that would be worth more to their 
yart of the country than you would gain in economy. 


_ Right Hon. Mr. Mriguen: That is not the point here. They have not 
got to the Commission yet. It is a matter of division. While I quite agree 
that it is a matter involving some detail work, it appeals to me very strongly 
t it is Just a matter requiring days instead of years. 


Hon. Mr. Danpuranp: But they were breaking new ground, 
Right Hon. Mr. Meicuen: I know. 


_ The Wirness: May I make my position clear on this? I do not want to 
over-emphasize the difficulty. I frankly admit that in my opinion more time 
Was consumed in this than might have been consumed. But I do say that 
during that period which may be looked upon as an unnecessary delay we did 
accumulate a fund of experience which will allow us to go ahead with this job 
f arrangement from now on much more expeditiously than we could in any 
other way. 
__ I will give an illustration. We turn over to an agreement on a line out in 
Western Canada, and we find, I think, that they did this whole chore of work 
that we are talking about in a matter of certainty not over two months, which 
is faster, in my opinion, than it could be done by any other possible means, 
nowing what went before. I do submit, sir, that you should not say that 
ause it took this length of time to do these particular things that is an indi- 
ton of the speed with which these things will be done in the future. I do 
nt to make that plain. I could give a progress report to show that whereas 
riginally these things took a considerable time, the succeeding ones have taken 
n appreciably shorter time. 


By Hon. Mr. Murdock: 


Q. Was not the real cause of the delay the fact that your half of the 
Operative committee was contending for so much and the other half of the 
0-operative committee was contending for something entirely different?—A. Not 
im this type of agreement, no, sir. In this type of arrangement, that is the 

e of arrangement contemplated in report 32, that is as applied to line 
ndonments, I can say that both sides have directed themselves to the vision 
burden and advantage with a common end in view and without anything 
ept the application of reasonable principles. 


not then the duty of the joint co-operative committee to do it. You see, 
executives in their wisdom set up another committee, known as the head- 


By Right Hon. Mr. Meighen: 


— Q. You were strangled with red tape?—A. Well, sir, frankly, that was the 
After some experience with that they turned it back to us. 
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By Hon. Mr. Hugessen: | a ea 
‘ Q. That was in October, 1935?—-A. Yes. Even then you may say we 
not make as much progress as might have been made. I quite admit it. — 
if you want to know the stumbling block in that particular thing, it was_ 
We had set down a formula in 1932, and it was a fairly simple formula in p 
ciple, but it involved in application the most detailed and exhaustive meth 
of working it out. And we wrestled with that for quite a long while an 
finally we came to what, in my mind, is a very common-sense arrangeme 
We said, “Instead of dealing with this thing in minute detail, we will dea 
with it on the basis of an average operating ratio,” and that made all the 
difference in the world in the progress. q 
By Hon. Mr. Calder: 4 

Q. Mr. Fairweather, you agreed to certain principles in 1934?—A. Yes, sir 

Q. But those principles you had to abandon, in so far as operation w 
concerned?——A. No sir, we did not abandon any of the principles. All that 
did was this. In giving effect to the principles, the method of giving effect to 
them was modified. a 
Q. You cut out a lot of details?—A. We cut out a lot of details. 


By Mr. Biggar: 7 

Q. I wonder if it would help the committee if that report that you spe 

of was before the committee, I mean the report No. 32 that lays down the pr 

ciples. I can read it quickly to the committee and then ask you to commen 

upon it. \ 
Hon. Mr. Murvocr: I think we should have it. 

Mr. Biccar: We can put in a copy of it afterwards. 


By the Chairman (Hon. Mr. Beaubien) : 

Q. There is one thing, first, that I want to get clear in my mind. There 
been no undue delay because of the fact that either company wanted to get 
advantage of the other in dealing with such economies as you have conside 
in all those reports?—A. Well, sir, I was speaking of line abandonments. 

Q. You are quite right, on that particular subject—A. That is what I's 
sir, and that is true, that is on line abandonments. 

Q. There was no delay in that? Both companies readily agreed o 
reasonable ratio of dividing whatever economies there might be in line abandot 
ments? There was no delay in that?—A. That, I think, sir, is a correct state 
ment. 
Q. The second thing is, if I understand you rightly, that though the prince 
was readily agreed to, a difficulty came about in working out the formula in 
different cases submitted to you? That is where you found the difficulty, is th 
right?—A. Yes sir. q 

Q. And there is where you found the reason for the delay, is that right?—A 
Well, sir, I wanted to go further, sir, and say that we have largely solved t. 
particular difficulty. 

Q. I know, but we are looking for the delay. “It looks very extraordinar 
that you should have taken four years, practically, to come to some agreemel 
as to practical economies to be made. I think I gathered from your depositio 
that you feel that yourself?—A. I certainly do, sir. s 

Q. And therefore we want to know what the cause of the delay is. And i 
T understood you rightly, it was not the ambition of one company or the other 
to get the best of whatever agreements were discussed, but the difficulty was 
working out each particular case?—A. In line abandonments there was 
difficulty, and part of it was due to the setting up of the Headquarters Co 

[Mr. S. W. Fairweather. ] es 
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, which in my opinion tended to accentuate the situation by creating more 
ittees. But that was done away with and we then proceeded to direct our 
tion to simplifying the application of the principles, and I think we have 
one it reasonably well. / 


By Hon. Mr. Murdock: 


q Q. You have got 16 of those cases, out of this list, not yet in effect?—-A, We 
ave 11 line abandonments where agreements are being prepared. 


me |S By Hon. Mr. Cote: 

 Q. Looking at report 31, I see that refers to: 

2% Grand Falls-Edmundston, N.B.—Abandonment of Canadian Pacific 
line from Cyr Diamond to Edmundston Yard, except the Theriault 
Division which is already under joint operation (27-6 miles) and joint 
use of Canadian National line under the principles of Report No. 23. 
Made effective July 1, 1936. 


f course, that is not quite the kind of problem that you are dealing with under 
port No. 32. 

_ Q. This report was made effective on July 1, 1936, a report which no doubt 
bodied some principles of the formula included in the report No 23?—A. 
es sir. 

_ Q. Now, if I look down the page to report No. 36, I see: 


Bard’s Hill-East Selkirk, Man—Abandonment of Canadian National 
line (15-3 miles) and joint use of Canadian Pacific line (12-7 miles) under 
the principles of Report No. 23. Not yet in effect. 


Both these reports, Nos. 31 and 36, were made in 1934, one.in March, 1934, and 
e other in December, 1934. The first one—I suppose that was a test case, 

No. 31—was made effective in July, 1936, but the second one, No. 36, is not 

yet in effect?—A. That is quite correct. 

_ Q. What is the explanation of things like that?—A. Well, sir, let us say 

this, that it comes back to this Headquarters Committee. 


By Hon. Mr. Dandurand: 


q Q. How long was that Committee in existence?—A. I do not know exactly 
en it was formed, but it was ended in October, 1935. 


By the Chairman (Right Hon. Mr. Graham): 

_Q. Had it any earmarks of being the graveyard for troublesome questions ?— 
No, sir, it was not that at all. You see, the type of agreement that it tried 
handle was a different type of agreement, and the progress that was being 
ide with that committee was not considered satisfactory to the executive. Now 
re 18 no criticism attached to them at all, except that. Then the job was turned 
er to the Joint Co-operative Committee, and the Joint Co-operative Committee 
d to project themselves into that fresh field, and we picked out for a test case 
other type of agreement, No. 32. Now you may ask, well, why didn’t we 
Ty on the 23’s and push them at the same time. The only general explanation 
t I can give with regard to that is this, that we had at all times, the Joint 
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will tend to suffer. It is impracticable to segregate these things and a 
to carry on these studies and investigations with any except the same office 
carry on the ordinary functions of the railway. And that, sir, is part of | 
explanation. iy 
| Hon. Mr. Srvcuarr: Mr. Chairman, could we not have Mr. Biggar 
his examination and then allow the Committee to interject such questio 
they may wish, afterwards? That was the understanding at the beginning. © 
should make more progress that way. 
Hon. Mr. Moravup: The witness is giving some explanations, and some 
senators need more explanations. I am quite willing to abide by the decision 
of the Chair, of course. 
The Cuatrman (Hon. Mr. Beaubien): It seems very difficult to stop ques 


tions that happen to be put at the proper time, by members of the Committe 
and other senators. 


Hon. Mr. Stncuarr: If the Committee decided on that line of procedure, 
think the Chair should follow it. With regard to report No. 36, I think t 
abandonment there is the line to Grand Beach. Now, to explain that I coul 
ask a question right there, because I understand about the line. It ought 
to be very hard to reach an agreement on that line. 


The Carman (Right Hon. Mr. Graham): I agree with my colleague (Hon 
Mr. Beaubien) who has just been whispering to me. This Committee has a v 
difficult and important task. I think it is not unfair to say that to the majo 
of the Committee a lot of these railway terms, agreements and that kind 
thing need explanation before we can really understand what Mr. Biggar 
asking about. Now, if we have Mr. Biggar concluding his questions first, 
Senator Sinclair suggests, then we should have to go all over the thing a 
to find out what was meant. I think that in a committee of this kind it 
more practical to let senators ask any questions they like. We cannot g 
through in an hour or so on this; we have to take our time. 4 

The Cuarrman (Hon. Mr. Beaubien): And do it thoroughly. 

The Cuairman (Right Hon. Mr. Graham): It is a long-term job. Sha 
we go on the way we have been going and try to keep it within reasonab 
bounds? | 


4 


By Hon. Mr. Moraud: a 

Q. Mr. Fairweather, it is not quite clear in my mind as to what was do! 
You speak of the executive committee that has functioned from 1934 to 1935- 
A. The joint headquarters committee. a 
Q. The joint headquarters committee. But your own co-operative 
mittee was functioning while the other one was also functioning?—A. Quit 
Q. And studying other problems?—A. Yes. 4 

Q. Abandonment was only one of many problems so far as economies wé 
concerned?—A. That is correct, sir. q 


By Mr. Biggar: 

Q. Let us come back to that group of abandonments under Report No 
which is dated October 13, 1934. You used the expression of the formula ha 
been settled in 32. That was just a slip of the tongue, was it?—A. The | 
ciples are set out in Report No. 32. q 

Q. Right. I had better read this to the committee, and it can be mark 
afterwards as a separate exhibit. It is headed “ Joint Co-operative Committe 
It is dated October 18, 1934, and is as follows:— . : \ 

(Mr. 8S. W. Fairweather.] 


RAILWAY CONDITIONS | 107 


REPORT No. 32 


Exercutive ALLoTMENT No. 6 


Track ABANDONMENTS AND JOINT SECTIONS 
PRINCIPLES TO GOVERN THE ABANDONMENT OF Dupuicate LINES AND 
TRAIN SERVICES 


_ In connection with certain line abandonments, especially where the 
___ line of one company does not form a part of a through route, larger and 
‘more equitably apportioned economies can be secured and equal or better 
service can be given the public if one company abandons its line and com- 
pletely withdraws service from the territory than if the remaining line is 
operated as a joint section. Your committee therefore recommends that 
the following principles be adopted to govern the preparation of agree- 
ments for such abandonments, with the understanding that where an 
abandonment by one company equalizes an abandonment by the other 
company, the two abandonments may be paired and in regard to such pair 
no payment will be made by either company to the other. 


Revenues 
G (a) The entire revenues which accrued to each of the companies 
-_ prior to abandonment from all traffic originating and/or terminating at 
such points in the affected territory as may be agreed upon, and for such 
__perrod or periods as may be agreed upon, shall be determined. 
Dig (6) A joint traffic study shall be made of the affected territory to 
determine as nearly as may be the traffic potentialities of each line if not 
_ abandoned, and the revenue from the traffic which will be lost to the com- 
_ panies and which will be diverted to other lines of each of the companies 
on account of the proposed abandonment. 
a (c) From information secured in accordance with revenue para- 
graphs (a) and (b), and any other pertinent information, the companies 
shall agree upon the equitable proportion of gross revenues to be derived 
from all traffic originating and/or terminating at the agreed points on the 
__. line retained which shall accrue to the company whose line is abandoned 
after such abandonment. The company whose line is retained shall collect 
all revenues from such traffic and shall pay monthly to the company whose 
line is abandoned the equitable proportion of such revenues agreed upon 
less the percentage of. such revenues to be retained in accordance with 
-—s expense paragraph (c). 
(d) The company abandoning its line shall cease to publish rates 
applicable to the stations abandoned. 


Expenses | 
“a (a) A joint estimate shall be made of the saving in expense which 
__-will accrue to the company whose line is abandoned, and interest on the 
' salvage value of the line abandoned. The estimate of savings shall 
be based on the total expenses of the line to be abandoned together with 
_ the directly assignable out-of-pocket costs incurred elsewhere than on 
_ the line to be abandoned of handling the traffic to be diverted. 

fa (b) A joint estimate shall be made of the additional expense which 
will be incurred by the company whose line is retained, in handling 


_ assignable additional out-of-pocket costs wherever incurred in handling 
_ the diverted traffic. ee 


oe ay 


4 the traffic diverted to it. The estimate shall be based on the directly 
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(c) From the information secured in accordance with exp 
eraphs (a) and (b), and any other pertinent information, 
panies shall agree upon the percentage of the share of gross reven 
be paid in accordance with revenue paragraph (c) to the compan; 
line is abandoned, which should be allowed by it to the company 
line is retained in order to equitably divide the net economy. 
- The company whose line is retained shall keep this percenta, 
the share of gross revenue otherwise payable to the company whos 
is abandoned. 

The percentage referred to in this paragraph (c) shall be the 
centage which one-half of the sum of the amounts determined un 
expense paragraphs (a) and (b) is of the estimated annual gross rev 
which would accrue to the company whose line is abandoned in acco 
ance with revenue paragraph (c) at the same level of traffic for w. 
the amounts in said expense paragraphs (a) and (b) are determine 


Provision for changes in conditions. ; 

The equitable proportion determined under revenue paragraph 
and the percentage determined under expense paragraph (c), as at. 
date of agreement, shall apply from year to year, except that a 
request of either company in writing they may be altered by joint a 
ment to meet changed conditions. Any such alteration shall be mié 
applicable commencing with the first of the year next following re 
of written notice of desire of change by either company from the ot 


General. 


Principles contained in Report No. 23 with respect to the term ¢ 
agreement (para. 3), determination of salvage value (para. 5), — 
struction of connections (para. 6), maintenance and operation of 
nections (para. 8), liability (para. 16) to the extent necessary, 
settlement of disputes (para. 17), shall also apply to the agree 


made in accordance with this report. 
(Report filed and marked Exhibit No. 32.) 


—Q. Now, with that report, No. 23 is the one that applies when one of 1 
lines is abandoned?—A. Yes, sir. Nt 
Q. And the two railways use the retained line?—A. That is correct, sir. 

Mr. Briaaar: I think I had better hand in a copy of Report No. 23. | 
(Report No. 23 as to general principles governing line abandonments wh 

the line of the continuing company is to be used jointly by the abandoni 
company, filed and marked Exhibit No. 33.) | 
I am not going to read that report to this committee, for it is much me 
complicated and much more difficult to understand than the one I have just rm 
Hon. Mr. Srncuarr: Will you put it on the record? 4 

Mr. Biccar: Yes, sir. 

Q. Yes, Mr. Fairweather?—A. May I at this time make an observatit 

The Canadian National section of the joint co-operative committee, appreci 
ing the desirability of getting some more simple way that would expedite f 
-abandonments, had at various times in contemplation setting up lines whi 
could be said to be approximately offsets. I can say right now—and I | 
speak with the authority of the C.N. executive—that we would welcome 
opportunity to take lines where the C.N. would withdraw from one territ 
and the C.P. would withdraw from another. Without this necessity of a for 
agreement, we would just do it. I personally have always felt that that p 
ticular approach to the problem could be fruitful. neue ie 
[Mr. S. W. Fairweather.] Gre) 
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By the Chairman (Right Hon. Mr. Graham): 

Q. Could you do it without the approval of the Board of Railway Com- 
ioners?—A. Oh, no, None of these things could be done without the 
oval of the board. But in the division of burden and advantage you 
tht withdraw a line here in consideration of the Canadian Pacific withdraw- 


ne there, and you would get an automatic division, as it would not be | 
sary to work out this detail. | 


By Mr. Biggar: 


Q. You mean by making a jump at the figures?—A. More or less. 

. It would be a jump; no two lines are identical—A. Of course, speaking 
engineer, all these things are jumps in the last analysis, and it all depends 
how far you want to jump. I want to make it clear that so far as the C.N. 
ion is concerned, we did propose to handle the thing in that way, and I 
k it is a fruitful suggestion. | 


By Hon. Mr. Moraud: 


Q. And you have done it already in Quebec and Montreal?—A. No. I am 
sing now about line abandonments. 


_ By Hon. Mr. Horsey: 

‘Q. When was that suggested ?—A. Very early. But we went along with the 
adian Pacific section in developing these individual agreements because it 
“suggested to us that the possibility of getting those balances would only 
t in limited cases, and that we would ultimately be driven to this sort of 
I did want to make that observation because, in a sense, sir, I want 


you I feel ashamed of the complexity of No. 32 as it was read. I make 
oncession as being good for the soul. 


By the Chairman: 


. We are all with you—A. But I want to say further, that when we get 

n into the application of the thing it is not as terrifying as it appears in 

;report. But I still maintain that groupings of lines might approximately 
de, and the necessity of agreements dispensed with altogether. 


_ By Hon. Mr. Hardy: 
Q. Why was that proposal not put into some effect?—A. Well, after all, 
the C.N. section of the joint co-operative committee is only one side. 


. That is exactly what I want to know.—A. I am simply saying that we 
e that proposal. We did advance the idea of swapping lines. 


ge By Mr. Biggar: 
Q. How long ago?—A. Early. 


q _ By Hon. Mr. Casgrain: 


- How many lines have dropped out on either system?—A. Under co- 
ation the mileage that has been actually abandoned is 40. 
Q. In five years? Lae 


By Hon. Mr. Cote: 


Q. Mr. Fairweather, as a matter of fact is it not stated in Report No. 32 
i lines may be exchanged? If I heard the report correctly the first para- 
a states so—A. That refers to the very point I am speaking about. The 
vdian National section advanced that idea, and the Canadian Pacific agreed 
corporate it in Report No. 32 as an alternative; but unfortunately we have 
een able to get application of it. 


By Hon. Mr. Dandurand: Bae | 

Q. Did you go to the length of indicating what such abandonment 
be?—A. Yes. x 

 Q. What would it be as an example?—A. I would have to look that up, si 

but 1 know we have made informal proposals of this line for that line. 


5 
ey 


By the Chairman (Hon. Mr. Beaubien) : a 
Q. Mr. Fairweather, you have, I understand, a group of lines ready 1 
exchange abandonment of. Naturally, as compensation the C.P.R. would hi 
to abandon an equal number of lines also. Could you give us an idea 0 
number and the importance of those exchanges that you have prepared—A 
chief one that occurs to me— q 
Q. How many are there?—A. I really would not want at this moment 
speak in more than general terms in regard to it. But out in Manitoba ther 
a situation which might be handled in that way. If you would care to have 
submit a statement I will do so. I should really like to refresh my mind on 
thing like that. | 
Q. Are there several of them?—A. Yes. . 
Q. Could you give us an idea, do they amount to a dozen, twenty, thirty? 
A. It would not be thirty. It might be half a dozen lines. q 


By Hon. Mr. Casgrain: | 
Q. Did not the C.P.R. refuse to adopt your line going down to Quebec f 
Place Viger? You have a water grade there right down to L’Assomption 
so on? 


By Hon. Mr. Haig: { 

Q. Mr. Fairweather, what is the difficulty on that Selkirk line? Iti 
a pleasure route to Grand Beach. We all thought when the road was built 1 
it should not have been undertaken.—A. That does illustrate a situation. Bety 
the time when that line was agreed to be abandoned and when we got around 
making up the agreement, the industrial development along the line had re 
a point that changed the whole picture. That is something which we h 
take into account. The conditions under which the line was reported did ‘ 
in the Canadian National point of view, continue to exist. : 
Hon. Mr. Danpuranp: I have just been consulting with my right hono 
friend, Senator Meighen, and I will state that when this committee adjour 
1 o’clock it will stand adjourned until Tuesday next at 11. I must add 
however, that henceforth we will sit on Tuesday, Wednesday, and Thu 
and sometimes we will sit in the afternoon, and maybe in the evening, as w 

have considerable time to do so inasmuch as when the House of Commons 
upon the budget debate it will be sending us nothing and we will have 1 
little on the Order Paper of the Senate. 
I now suggest that we adjourn until Tuesday morning at 11 o’clock. 


The Committee adjourned until Tuesday, May 10, at 11 a.m. 
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EXHIBIT No. 29 


STATEMENT 


8 to the Activities of the Joint Co-operative Committee, one of the 
Committees constituted under Part II of the Canadian 
National-Canadian Pacific Act, (1933, c. 33, as 
amended by 1936, c. 25, s. 4). 


} 1. For the purpose of carrying out the provisions of the Canadian National- 
‘anadian Pacific Act, 1933, committees have been constituted both at head- 

ters and in localities particularly affected by specific proposals. The 

ipal headquarters committee is that known as the “J oint Executive Com- 
e,” whose members are chosen from among the directors and trustees of 
‘two railways. This memorandum deals with the functions and activities 
another headquarters committee composed of technical officers drawn from 
staffs of both companies. It was originally called the “Joint Technical 
mmittee” but this name was soon superseded in favour of “Joint Co-operative 
mmittee” by which name the Committee has since been known. The change 
made because other joint technical committees to deal with special subjects 
e also constituted at headquarters and elsewhere. Numerous local joint 
mittees have also been set up under the guidance of the Joint Co-operative 
nmittee to give effect to the statute referred to. 


2. This committee was constituted in December 1932 in anticipation of 
enactment of the Canadian National-Canadian Pacific Act, 1933, which 
e law only on May 23, 1933.- It has always consisted of six members, 

from each railway. There have been changes from time to time in the 

onnel, ten officers of the Canadian Pacific having at some time been members 
| five officers of the Canadian National. Two of the present members of 

Canadian National Section, Mr. S. W. Fairweather, Director of the Bureau 

Hconomics, and Mr. C. S. Gzowski, Chief Engineer of Construction, have 


fic Section no member who has been continuously on the Committee. 
J. E. Armstrong, who withdrew from it only in February last, was, however, 


he members of each section of the Committee from time to time with the 

ods during which they respectively acted is appended to this statement. 

> 3. At the beginning of its activities the practice was for both sections 

the Committee to meet together quite frequently, sometimes as often as 
ea week. Later, however, this practice was changed, and the course pursued 
or each section of the Committee to carry on its discussions separately in 

fice of the railway to which the members belonged, and for the chairmen 


i ; to confer in order to arrive at joint conclusions. The whole Committee. 
called together only in special circumstances. While there have been diffe 
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‘of opinion among members of a section of the Committee in the course of 
consideration of specific proposals, these differences of opinion have invari 
been resolved, and upon any question dealt with jointly by both sections e 
has invariably been unanimous in concurring with or dissenting from the vie 
of the other. a 

4. The Committee’s mandate has from time to time been extended by the 
Joint Executive Committee to proposals for possible co-operation between t 
two railways pursuant to the Canadian National-Canadian Pacific Act, 1 
under the following heads: train pooling, joint ticket offices, joint passenger 
freight facilities, track abandonments, joint switching, haulage of freight, ar 
duplicate telegraph offices. The subject of off-line ticket offices which was } 
one time within the Committee’s field was later removed from it. , 


5. Specific proposals within the Committee’s field may originate in t 
Joint Executive Committee and be referred by it to this Committee, or 
originate in the Committee itself. In either case the proposal is first develo 
in outline by this Committee. This can sometimes be done fairly easily 
is sometimes a task of extreme difficulty. The principles upon which inqui 
should proceed and the character of the data required to be collected have ° 
some cases been the subject of discussion in this Committee for very long period 
When, however, these general points have been worked out the prop 
usually with an appropriate questionnaire, is sent by the sectional chair 
to the appropriate Vice-Presidents with a request that a local joint commi 
composed of appropriate officers of both railways familiar with the local cond 
tions be set up. The local joint committee is instructed to collect all the releva. 
facts and to submit a report upon them. Because of the complexity of t 
details of the problem this local examination sometimes takes a considerab 
length of time, even when the principles applicable are reasonably simple. At 
when they are complex it on occasion becomes necessary to re-submit a re 
because the factual data it contains are insufficient. ‘ 

6. When a complete report has been received from the local committ 
it is examined separately by the two sections of this Committee and the infor 
tion it contains is considered in the light of technical points of a general ra 
- than a local character which may be relevant. Speaking in very general te 
the questions which require careful examination at this stage include (a) t 
extent of the over-all gross saving which would result from the adoption of 
proposal to both railways together; (b) the capital expenditure, if any, neces 
to achieve this saving; (c) the effect of the adoption of the suggestion on 
operation of either railway, and (d) the loss or gain, if any, of traffic which 
likely to ensue from its adoption. In many cases such purely technical co 
siderations, which relate only to the railways as such, are the only considerat 
requiring attention, but there are also cases in which attention must be g 
to the possibility that the carrying out of the proposal may have an effec 
public convenience; in these cases the extent of any effect of this kind 
comes within the purview of the Committee. 

7. If, having examined all the factors. involved, the Committee conclud 
that on balance the proposal is one which it might be advisable to adopt if 
satisfactory agreement between the two railways can be reached, it turns 
attention to the principles upon which an agreement should be drawn in ordé 
equitably to divide the burden and the advantage between the two railways.” 

8. At a very early stage the Committee was instructed to submit a re 
on the general principles which might be applied to all co-operative propose 
but in May, 1933 it made a report (No. 7) that any principles which could bi 
laid down would be too vague to be useful, since the activities to be considere 
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edented methods that an attempt to apply any rigid set of principles 
be inadvisable. The Committee expressed its confidence that appropriate 
] 


hh railways jointly, and (b) in which one company was to abandon the 
ory altogether (Reports Nos. 23 and 32). In casse other than those of line 
onments the principles which should govern the distribution of burden 
| advantage must be worked out afresh in the case of each type of proposal 
ithe light of the special circumstances. At this stage the details of the distribu- 
on are not dealt with, but only the basis upon which it should be made. 
9. A report is then prepared for the Joint Executive Committee containing 
mendations as to the carrying out of the proposal, and if the Joint 
cutive Committee approves this report, the matter again comes back to this 
amittee to work out the details of the agreement and have this put in form 
e legal departments of the two railways. For a time in 1934-35 the task 
rking out and settling the form and details of agreements after approval 
s Committee’s reports was imposed upon a committee known as the “Joint 
quarters Committee” composed of operating, engineering, law, traffic and 
ounting officers, but this procedure was found to be unsatisfactory and on 
etober 8, 1935, the task was assigned to this Committee. It is a task which 


10. There is attached to this statement a set of charts showing the relation 
s Committee to all the other committees concerned and the position with 
t to the completion or otherwise of the work of each of these committees 
h proposal dealt with. 
1. There is also attached a list of the sixty-two reports which have been 
ed from time to time by this Committee and submitted to the Joint 
utive Committee. The first of these, which bears no date, was actually 
uitted about the end of February 1933, and the others followed from time 
e, the latest (No. 38-A) having been dated on August 20th, 1937. Of these, 
eports (Nos. 5, 6, 7, 8, 10, 23, 26 and 32) were general in character; they 
d to the progress of the work of the Committee or the principles which 
it be applied to it. Twelve dealt with proposals later embodied in formal 
ents which have been put into effect (Nos. 12, Sy) 912): 20,122 poner 
nd 31). In an additional two cases formal agreements have been completed 
applications to the Board of Railway Commissioners to permit effect to be 
n to them are pending (Nos. 34 and 35). In fourteen more the reports 
> been approved and eleven agreements are in the course of preparation 
27, 30, 33, 36, 388A, 39, 40, 41, 47, 52, 55, 60, 61 and 62). In twenty-four the 
mmittee’s report was against any action (Nos. 13-19, 21, 37, 42-46, 48-51, 53, 
d 56-59). There were in addition two cases in which, though the Com- 
ee reported favourably, the reports were recalled owing to the emergence ’ 
actors which seriously affected the practicability of the execution of the 
osal, and amended reports have not yet been re-submitted (Nos. 11 and 29). 
. These sixty-two reports represent only a small proportion of the whole 
€ work of the Committee. A great deal has been done in the consideration 
ecific proposals into which inquiry has been authorized by the Joint 


lve Committee. Among these are included the nineteen proposals which 
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are now being studied by local committees either for the purpose of w 
out agreements or by way of investigation of the facts. The details of these 

shown on the set of charts referred to above. ie. 
13. Inquiries by local joint committees into proposals, the investigation 
which has been approved by the Joint Executive Committee, must be sul 
ordinated to the necessities of the daily operations of the railways. Consistent 
with this situation there are scores of officers and employees of the railwa: 
engaged in co-operative studies and the Joint Co-operative Committee has 
deemed it desirable to overload these local committees, as such action wou 
be in no way advantageous to the work. When some of the pending inquin 
have been completed there will be no difficulty in instituting fresh ones from t 
material already in the hands of the Committee. In relation to proposals whi 
have been, are being or may be dealt with, the accumulation of material 
already very large. Matters of this kind cannot be dealt with without t 


they represent. It is only such officers who can have the familiarity with t 
~ situation which is absolutely essential in the collection of the facts required | 
the formulation of dependable opinions on the feasibility of any proposed chan 
in practice and the advantages and disadvantages which would result from 1. 
14. It may be useful to remark that neither section of the Joint Co-operat 
Committee or any member of it has shown any general inclination to disa 
upon the technical aspects of making co-operative economies effective. 
functions of the Joint Co-operative Committee are limited to determining th 
economies to be expected from and the practicability of proposals and to devis! 
means of equitably apportioning burden and advantage. j 
15. Among its activities the Committee has examined dozens of separ, 
and alternative proposals for the pooling of train service. Apart altoget 
from the cases in which public convenience was involved to any substa 
extent it was usually found either that the technical difficulties were insurmoul 
able or that the prospect of economies depended so greatly on the densit 
traffic that the prospective economy became so highly problematical a 
compel the rejection of the proposal. For example, a suggestion for the poo 
of passenger train services east of Winnipeg failed because, among other reaso 
of the operating difficulties and the expense of providing satisfactory connecti 
between the Canadian National and Canadian Pacific stations in Winnip 
A proposal for the pooling of passenger train services east of Sudbury, 
the other hand, while found capable of effecting a substantial saving so_ 
as concerned physical conditions, had to be rejected partly because the prospect 
saving would have entirely disappeared if the gross traffic increased by 


an annual loss due to the extra wage payments to Canadian National 
on account of the additional mileage they would have to run between 
Parry and MacTier in working into and out of the latter terminal. 
proposals were, therefore, rejected. Report No. 29 supplies an addi 
ease, After a favourable report had been submitted by this Committe 
had been favourably acted upon by the Joint Executive Committee, i 
found that the joint local committee had failed to note that three bri 
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it. was proposed that both railways should use would require to be 
ult in order to carry the joint traffic. The cost of such rebuilding would 
seriously depleted savings otherwise to have been expected. 


17. This memorandum has been prepared jointly with a view to setting 
; the generality of the work of the Joint Co-operative Committee in perform- 
the duties with which it is charged. . 


S. W. FAIRWEATHER 


a . JOHN E. ARMSTRONG 
MONTREAL, Que., April 27th., 1938. 


STATEMENT OF THE PERSONNEL OF THE TWO SECTIONS OF 
’ THE JOINT CO-OPERATIVE COMMITTEE FROM 
DECEMBER 1932 TO APRIL 1938, 


NADIAN Paciric SEcrTIon: 


_ On December 22nd, 1932, the original section was appointed as:— 
fm] Chairman—H. J. Humphrey, Assistant to the Vice-President. 
J. E. Armstrong, Assistant Chief Engineer. 

KE. A. Leslie, Deputy Comptroller. 


_ On February 8rd, 1933, the Chairman was changed and the Section became:— 
to Chairman—George Hodge, Manager, Department of Personnel. 

big J. E. Armstrong, Assistant Chief Engineer. 

ae E. A. Leslie, Deputy Comptroller. 

bo On May 10th, 1934, the Chairman and one member were changed and the 
‘a Section became:— 

BY Chairman—J. E. Armstrong, Assistant Chief Engineer. 

on E. A. Leslie, Deputy Comptroller. 

s T. C. Macnabb, Engineer of Construction, Western Lines. 


| ' q On November ist, 1934, one member was changed and the section became:— 
ae) Chairman—J. E. Armstrong, Assistant Chief Engineer. 
I E. A. Leslie, Deputy Comptroller. 


F. A. Gaby, Assistant to the President. 


re 

ae On January 15th, 1935, one member was changed and the Section became:— 
7 Chairman—J. E. Armstrong, Assistant Chief Engineer. 

| yy F. A. Gaby, Assistant to the President. 

a C. E. Marchell, General Auditor. 


la q On May 20th, 1936, one member was changed and the Section became:— 
lage Chairman—J. E. Armstrong, Assistant Chief Engineer. 

C. E. Marchell, General Auditor. 

H. C. Grout, Assistant to the Vice-President. ‘ 


. On February 8th, 1938, the Chairman and two members were changed and 
: the Section became:— 


Chairman—H. C. Grout, Assistant to the Vice-President. 
R. B. Jones, Assistant Engineer. 
G. C. Brooks, Chief Joint Facility Accountant. 
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CANADIAN NATIONAL SECTION: 3 | _ 
On December 22nd, 1932, the original Section was appointed as:— : 
Chairman—S. W. Fairweather, Director, Bureau of Economics. 
D. Crombie, Chief of Transportation. 
C. 8. Gzowski, Chief Engineer, Construction. 


On February 6th, 1936, one member was changed and the Section became:— 
Chairman—S. W. Fairweather, Director, Bureau of Economics. 

C. 8. Gzowski, Chief Engineer, Construction. 
J. W. Wardlaw, Superintendent, Freight Train Services. 


On December 22nd, 1936, one member was changed and the Section 
became :— 
Chairman—S. W. Fairweather, Director, Bureau of Economics. 
C. §. Gzowski, Chief Engineer, Construction. 
N. B. Walton, Chief of Transportation. 


Monrrea, Que. April 28rd, 1938. 


STATEMENT OF JOINT CO-OPERATIVE COMMITTEE REPORTS SUBMITTED 
THE JOINT EXECUTIVE COMMITTEE TO DATE 


Estimated Joint Net 
Annual Savings 
Report number as : 
and date Projects 
now in 
effect 


iB Quebec, P.Q.—Amalgamation of Car Department staffs $ 
No date. under Canadian Pacific supervision. Made effective 
Fane 16th Issey oe nae salem ete ae ete atone 17, 736 


2. St. John, N.B.—Amalgamation of Car Department 
No date. staffs under Canadian National supervision. Made effect- 
ive: December l, 1980 at eiro ate aie ae Be eee iia 10, 163 


at Gladstone, Man.—Amalgamation of freight and passenger 
No date. facilities and staffs under Canadian National supervision. 
Made etieotivie July.o, LOSS ii ccs. scrae scenes aisle nrecepols cteteery 2,800 


4. Limited Pool of Passenger Train Services Ottawa- 
Mar. 7, 1933 Toronto and Montreal-Toronto. Made effective April 2, 
1933. Estimated joint net annual savings $587,558. Subse- 
quently certain Canadian National train services were 

reinstated reducing this saving by $92,558..............-. 495,000 


4, List of lines offering opportunities for economy through 
No date. abandonment or other co-operative action. Working report 3 
71 ee Oe ae Ce oaths Sone Ir arrerer bande Tandy aco pul bongo soso sae 


6. North Bay, Ont.—Consideration of joint use of Canadian 
April 15, 1933 Pacific passenger station to be deferred until it can be 
considered in conjunction with line abandonment. Working 
report only. See Report No. 55.2.2... 00... cece cece eee ee Pewee cece eee lt ene en ena E 
: Joint Co-operative Committee unable to set up the 4 
No date. general principles to cover co-operative activities in connec- 
tion with all the various activities of this nature. Working b 
MEPOTE ONLY Sc coos Vie « Gola tists elelemidie asi nieie spo ol cele ohare epeheanela. ata tetas Whuil steve euntsvoiets emt! aet= eaa 


8. Progress report. Working report only........ auth ae cs ore eA ls at ohaea iene tate at] aoe oa mi 
June 19, 1933 ; 


9. Canadian Pacific to haul Canadian National Coast 
June 22, 1933 grain Calgary to Vancouver and Canadian National to haul 
equivalent amount of Canadian Pacific Coast grain 
Edmonton to Vancower. Made effective November 13, 
1933, Calgary to Kamloops and Edmonton to Kamloops..... 60,000 


hee 


¥B 10,7 
_ Aug. 11, 1933 
5 SN 
Aug. 19, 1933 


ri 
4 


ie 12. 
Sept. 18, 1933 
er 13. 


- Sept. . 1933 
3 14, — 
| Sept. 19, 1933 


i 15. 
‘Sept. 18, 1933 


ee 


ie 18. 
— Oct. 2, 1933 
Se 


= 19. 
Oct. 2, 1933 


a 20. 
Oct. 4, 1933 
a a 

i 21. 
Oct. 25, 1933 


7 

im 22 

te . 
Oct. 31, 1933 


a if 
i 23. 
Nov. 21, 1933 
Ae 

% 

J D 24, 
a 1, 1933 
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4 J 26. 

Jan. 4, 1934 
tne 

ie 


Be! i 
Vec. 19, 1933 
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Request for instructions in regard to the use of Montreal 


passenger stations by pooled trains. Working report only.... 


Okanagan Valley, B. C.—Pooling of trainand boat services. 
This report was approved by the Joint Executive Commit- 
tee and subsequently referred back for further considera- 
tion 


Portage la Prairie, Man.—Joint switching arrangements. 
Made effective November 1, 1933 


Kelowna, B.C.—No economy to be secured by joint 
BNI OG BEE aii co Ri de Ga Cee MME Jee ait, 
Calgary, Alta.—No economy to be secured by joint 
switching 


Estevan-Bienfait, Sask. No economy to be secured by 
line abandonment (6-0 miles) 


Estevan, Sask.—No economy to be secured by joint 
switching 


SID De OCS PEACICR ICR SS: OUCH ROACH D TRCRCH CURT RENE MERE LE PRET EET 


Parry Sound, Ont.—No economy to be secured by joint 
switching 


St. John, N.B.—No economy to be secured by joint 
switching 


Toronto, Ont.—No economy to be secured by joint 
switching at the Union Station and coach yards 


Fredericton, N.B .—Amalgamation of passenger and 
freight facilities under a joint staff. Made effective March 


bib ih duinl are CRG LS GATT NGr sbeusl eiiewagste/ ee) stale ay etetar ol wi siey ates ay aac bw Bits PRDvEe BLE 


Chatham, Ont.—No economy to be secured by joint 
switching 


Fredericton, N -B.-Vanceboro, M. e.—Freight traffic of the 
Canadian National to be handled in Canadian Pacific 
trains. Made effective December 1, 1933 


eeiali6).6j1ai/o) e)\o \e\i0)(6\-sl 6) ese 


General principles governing line abandonments where 
the line of the continuing company is to be used jointly by 
the abandoning company. Working report only 


Sherbrooke, P.Q.—Car load and less than car load 
freight traffic interchanged at Sherbrooke instead of at 
Lennoxville. Made effective January 1, 1934 


Rene ee se cee ce 


St. Johns-Farnham, P.Q.—Abandonment of Canadian 
National line between S.S. & C. Junction and Farnham 
(10-9 miles) and joint use of Canadian Pacific line between 
Iberville and Farnham (12:8 miles) under the principles 
of Report No. 23. Made effective April 26, 1936 


Linwood-Listowel, Ont.—No economy to be secured by 
abandonment of Canadian Pacific line and joint use of 
Canadian National line under the principles of Report 
No. 23. To be reconsidered when the principles of terri- 
torial abandonments have been determined. Worki ng report 
only. See Report No. 35 


Toronto, Ont.—Joint switching in the Mimico-Swansea 
and North Toronto-Leaside switching areas. Not yet in 
effect 


ibaa te ink aris tcitee as Yeue ousii*ie) ate ayese tent svete atecatey ede oieyan! CEL oe les ae ed oe 


Extension of limited pool of passenger train services 
under Report No. 4 to include Quebec-Montreal and further 
Montreal-Toronto passenger train services. Made effective 
March 11, 1934 : 
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Projects 
now in 
effect 
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7,500 


8,895 


9,000 


12,347 


ed 


_ 477,000 


Estimated Joint Net 
nual Savings 
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Ss rATEMENT OF JOINT CO-OPERATIVE COMMITTEE REPORTS SUBMITTED 
TO THE JOINT EXECUTIVE COMMITTEE TO DATE—Continued 


Projects 
not yet in 
effect 
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STATEMENT OF JOINT CO 
TO THE JOINT EXE 


Report number 
and date 


29. 
Feb.6, 1984 


30. 
Feb. 10, 1934 


31. 
Mar. 23, 1934 


32. 
Oct. 18, 1934 


33. 
Oct. 25, 1934 


34. 
Nov. 2, 1934 


gia} 
Nov. 5, 1934 


36. 
Dec. 3, 1934 


37. 
Dec. 8, 1934 


38. 
Nov. 29, 1934 
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Arnprior-Eganville, Ont.—Abandonment of Canadian 
National line between Arnprior and Eganville (38-5 miles) 
and joint use of Canadian Pacific line between Arnprior 
and Eganville (41-2 miles) under the principles of Report 
No. 23. Subsequent approval of this report was with- 
drawn at the request of the Joint Co-operative Committee 
in order to permit of further investigations.............++% 


Bala Park-Wanup, Ont.—Abandonment of Canadian Na- 
tional line except at Parry Sound but including Key Junc- 
tion to Key Harbour (141-2 miles) and joint use of Cana- 
dian Pacific line (123-4 miles) under the principles of Report 
No. 23... Not yetiin effect. 2. seiee iis eo wile apes egroreeinies: 


Grand Falls-Edmundston, N.B —Abandonment of Cana- 
dian Pacific line from Cyr Diamond to Edmundston Yard, 
except the Theriault Division which is already under joint 
operation (27-6 miles) and joint use of Canadian National 
line under the principles of Report No. 23. Made effective 
Tut y Bi LOSG: Ses csi sia) elie aie eae teal the a ie ech diac 


General principles governing line abandonment where the 
abandoning company abandons the territory of the con- 
tinuing company. Working report COLTS a eas earn tater) 9 


Red Deer-Rocky Mountain House, Alta.—Abandonment 
of portions of Canadian National line (11-9 miles) an 
portions of Canadian Pacific line (53-44 miles) in this ter- 
ritory and joint use of retained portions of both lines under 
the principles of Report No. 23. Not yet in effect........ 


Middleton Junction-Granville Centre, N.S _—Abandon- 
ment of Canadian National line (21-84 miles) and with- 
drawal of Canadian National from this territory under the 
principles of Report No. 82. Canadian National had made 
an exclusive abandonment of its line Bridgetown-Granville 
Centre and an agreement was executed in March, 1938, for 
co-operative abandonment of its line between Middleton 
Junction and Bridgetown (13-33 miles). Not yet in effect. 
Under the report the estimated joint net annual savings 
were $16,800. Under the agreement tho yrare wise ye cele se 


Linwood-Listowel, Ont.—Abandonment of Canadian Pa- 
cific line (16-5 miles) and withdrawal of Canadian Pacific 
from this territory under the principles of Report No. 32. 
An agreement was executed in March, 1938, for the aband- 
onment of this line. Not yet ineffect. Under the report 
the estimated joint net savings were $13,000. Under the 
agreement they. are........c sec cece eee ten terete tees 


Bird’s Hill-East Selkirk, Man.—Abandonment of Cana- 
dian National line (15-3 miles) and joint use of Canadian 
Pacific line (12-7 miles) under the principles of Report No. 
93) Not yet im eftecty iil. h cula/e/ale w'e/erefeye ele ey eee igiels © miaietate ake 


Extension of pool of passenger train services under Reports 
Nos. 4 and 28 to include Montreal-Boston services not pos- 
sible under existing conditions............-..s+-++eeeeeeee 


Holmfield-Deloraine, Man.—Abandonment of Canadian 
National line (50-5 miles) and withdrawal of Canadian 
National from this territory under the principles of Report 
No. 32, except chat at Holmfield Canadian National aban- 
don 0-9 miles of line and use jointly Canadian Pacific facil- 
ities under the principles of Report No. 23. The estimated 
joint net annual savings were $26,044, but this report was 
later superseded by Report No, 38-A...........-++++++4-:- 


OPERATIVE COMMITTEE REPORTS SUBMITTE 
CUTIVE COMMITTEE TO DATE—Continued 


Bs 
Estimated Joint Ne 
Annual Savings 


Projects | Projects 
now in not yet in 
effect effect 
$ 
aq i, 
SA ei atal eae lentes 161,900 
30,000 |........ Z 
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“STATEMENT OF JOINT CO-OPERATIVE COMMITTEE REPORTS SUBMITTED 
Bh TO THE JOINT EXECUTIVE COMMITTEE TO DATE—Oontinued 


Estimated Joint Net 
Annual Savings 


eport number — 


- and date 


39. 
Jan. 25, 1935 


& 40. 
Jan, 18, 1935 


i . 

a. 

4 Jan. 30, 1935 
Se 

a 


42. 
= 9, 1935 


: 
"| 


m 46. 
May 21, 1935 


Louise-Deloraine, Man. Abandonment of Canadian Na- 
tional line (56-3 miles) and withdrawal of Canadian Na- 
tional from this territory under the principles of Report 


Nosd2hinNotiyetintetiect yeni. Mie) Nil Ua Ue Winn Lit tytn) 


Reston, Man.—Wolseley, Sask.—Abandonment of Cana- 
dian Pacific line (122-4 miles) and withdrawal of Canadian 
Pacific from this territory under the principles of Report 


INOLS27 MEN Obi vebin eiteed ia iain (Min IR YB da. Shiva Mii eine hy : 


Langdon-Beiseker, Alta.x—Abandonment of Canadian Na- 
tional line between Beiseker and Irricana (10-0 miles) and 
of Canadian Pacific line between Irricana and Langdon 
(22-6 miles) and joint use of Canadian Pacific line between 
Beiseker and Irricana and of Canadian National line be- 
tween Irricana and Calgary under the principles of Report 


IN Os 23EMMNObiye timate tila iis jae een yy be els Weg UY Ae MPD le 


Aliz-Nevis, Alta.—Abandonment of Canadian National 
line (9-5 miles) and joint use of Canadian Pacific line (9-4 
miles) under the principles of Report No. 23. Not yet in 


LTS CEMA Pree Aes Oyen Kine Mea MN Gh A lee SEU CO MN fen co I a RE 


Glen Tay-Shannonville, Ont.—Abandonment of Canadian 
Pacific line (69-0 miles) and joint use of Canadian National 
line Smiths Falls-Napanee-Shannonville (84:14miles) would 


FESUIG Nia }OINtMEt LOSSise ws Lear tee LI telnet Pee shee yao) ee ee 


Ottawa-Pembroke, Ont.—Alternate abandonments of 
Canadian National line with alternate routings of both 
Canadian National and Canadian Pacific traffic do not 
result in sufficient joint net annual savings to warrant any 


lingsabandionmen tides Murals chy eeek er aluc ni hi sis Mh at ner ake BR ae TS 


Young-Colonsay, Sask.—Alternative abandonments of 
Canadian National and of Canadian Pacific lines do not 
result in sufficient joint net annual savings to warrant any 


lane: abandonment: aun e Wea nnn. Abaiiae eth ae Stale dic I at yay 


Smiths Falls-Yarker, Ont.—Abandonment of Canadian 
National line Smiths Falls-Sydenham and Harrowsmith- 
Yarker (51-3 miles) with joint use of Canadian Pacific line 
Smiths Fatls-Shannonville (84-23 miles) does not result 
in sufficient joint net annual savings to warrant these line 


ABANG ONTENTS Have i MMM ee totale A MAST Nu en eel RIN ls aa UU 


Scotts Junction-North to the River, Que.—Alternative 
Quebec Central and Canadian National line abandonments 
in this territory do not result in sufficient joint net annual 


savings to warrant any line abandonment..................].......... 


St. Canut-Cushing Junction, Que-—Abandonment of Cana- 
dian National line (22-6 miles) and withdrawal of Canadian 
National from this territory under the principles of Report 


Now32s te Notvetin effects. compas eee Iai ee OO AM ta aia Cone 


Federal-Smiths Falls, Ont.—Abandonment of Canadian 
National line (33-8 miles) and joint use of Canadian Pacific 
line Ottawa-Smiths Falls under the principles of Report 
No. 23 does not result in-sufficient joint net annual savings 


to warrant the abandonment Dare sete as Saal i ah Sip eos RE COM I ee ag Paes 


Saskatoon, Sask.—No economy to be secured by joint 
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Regina, Sask—No economy to be secured by joint 


Projects 
not yet in 
effect 


30, 000 


104,550 
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STATEMENT OF JOINT CO-OPERATIVE COMMITTEE REPORTS SUBMITTED 
TO THE JOINT EXECUTIVE COMMITTEE TO DATE—Oontinued a 


Report number 


and date 


51. 
Sept. 20, 1935 
52. 

Oct. 8, 1935 


53. 
Oct. 4, 1935 


54, 
Nov. 12, 1935 


5d. 
Nov. 27, 1935 

56. 
Dec. 18, 1935 


Die 
Dec. 16, 1935 


58. 
Feb. 20, 1936 


59. 
Feb. 5, 1936 
60. 

Apr. 14, 1936 


61. 
June 24, 1936 
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Ottawa West-Carleton Place, Ont.—Abandonment of Cana- 
dian Pacific line (24-0 miles) and joint use of Canadian 
National lines under the principles of Report No. 23 does 
not result in sufficient joint net annual savings to warrant 
To abandonment Wo. eiosueee scare cient ite ersent Sieeger sitar 


Ottawa, Ont.—Joint use of Canadian Pacific locomotive 
terminal facilities at Ottawa West and of a portion of the 
Canadian National locomotive terminal facilities at Deep 
eat and of necessary approach facilities. Not yet in 
CLLOC Get sae, SA Uh URLs RN AeA Serene gor alsin cee taey he deus 


Lanoraie-Joliette or L’Epiphanie-Joliette, Que—Abandon- 
ment of Canadian Pacific line Lanoraie-Joliette (6-3 miles) 
or of Canadian National line Paradis-Joliette (10-6 miles) 
with in either case joint use of the other line under the 
principles of Report No. 23 would result in a joint net 
annual loss instead of joint net annual savings...........-- 


Belair-Lachevrotiere, Que.—Several alternative Canadian 
Pacific and Canadian National line abandonments in this 
territory with joint use of the retained line under the 
principles of Report No. 23 do not result in sufficient joint 


net annual savings to warrant any one of them. Others. 


cannot be considered as Canadian National has certain 
exclusive line abandonments in this territory under con- 
IG GEATIONN Le a Se ae RN ES dae SRR ESA SV Nlat ane 


North Bay-Yellek, Ont.—Abandonment of Canadian Na- 
tional line (7-9 miles) and joint use of Canadian Pacific 
line (9-0 miles) with joint use of Canadian Pacific North 
Bay passenger station, all under the principles of Report 
Nos23 Not yetumeflectscejsue sw. once nie terenerreices 


West Tower-Deer, Man.—Abandonment of Canadian Na- 
tional line (23-9 miles) and joint use of Canadian Pacific 
line (24-3 miles) under the principles of Report No. 238 
does not result in sufficient joint net annual savings to 
warrant the abandOnment...=....66.. oe on bee ee nee 


Rossburn Junction-Orrville, Man.—Abandonment of Ca- 
nadian National line (9-2 miles) with joint use of Canadian 
Pacific line under the principles of Report No. 23 does not 
result in sufficient joint net annual savings to warrant this 
ADAM ONIMEN Greist eMac eh ee cee rere rake PRs 


Extension of pool passenger train services under Reports 
Nos. 4 and 28 to include West of Toronto, Montreal-Win- 
nipeg, Toronto-Winnipeg and West of Winnipeg not found 
toi be economically feasibleswec reese sites eco eterterieieltaera tena 


MacTier and South Parry, Ont.—Consolidation of Cana- 
dian Pacific locomotive and terminal facilities at MacTier 
with those of the Canadian National at South Parry or 
vice versa found to be not economically feasible........... 


Fresniere-Shawbridge and Jolrette-Montfort Junction, Que.— 
Abandonment of 44:3 miles of Canadian National line in 
these territories with joint use of 46-5 miles of Canadian 
Pacific line under the principles of Report No. 23. Not 
Rife hnaac tc) UC: el RR UD ewe nd beEke cn cio Ardara 


_ Dranoel-Medonte, Ont.—Abandonment of Canadian Paci- 
fic line (74-1 miles), lease of Canadian Pacific line Lind- 
say-Bobcaygeon (16-2 miles) to the Canadian National 
and withdrawal of the Canadian Pacific from this 
territory under the principles of Report No. 32. (The 
Canadian Pacific has since made an exclusive abandonment 
of its line Lindsay-Orillia (41-3 miles) as provided for in 
this Report.) Co-operative portion of this abandonment 
NOGTVEH ANOLE CES Kaisicn ins <cie ree eee RI aeae ae 
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ENT OF JOINT CO-OPERATIVE COMMITTEE REPORTS SUBMITTED 
TO THE JOINT EXECUTIVE COMMITTEE TO DATE—Concluded 


Estimated Joint Net 
nual Savings 


Projects | Projects 


now in not yet in 
effect effect 
a 
ee ; $ $ 
met G2. Ste. Therese-St. Eustache, Que.—Abandonment of Cana- 
Aug. 6, 1936 dian Pacific line (5-7 miles) and withdrawal of Canadian 
~ Pacific from this territory under the principles of Report 
No. 32. Not yet in effect........ Sse e tt ast Ante Sahel Ss eg SPREE DCRR as a OU 9,400 
Estimated 
Joint 
SUMMARY Net 
Annual 
Savings. 
a eal EE iat he cee EOIN eer Oe Ne Lay 
12 Projects in effect. (Nos. 1, 2, 3, 4, 9, 12, 20, 22, 24, 25, 28 and 31)...... $ 1,134,857 
2 Projects for which agreements have been completed but which are 
notiyen in eflect.-YCNos.4and 35) oo ccs, ae Se eee 45,179 
14 Projects not yet in effect and for which agreements have not yet been 
’ completed. (Nos. 27, 30, 33, 36, 38-A, 39, 40, 41, 47, 52, 55, 60, 61 and 
¥ YD E Ss CRUD ghee os HO at ea ERR eredegoee ayela yale ct NAL aes ote eN ae tl a ae 591,617 


Projects returned for further consideration. (Nos. 11 and 29) 


Projects unfavorably reported upon. (Nos. 13, 14, 15, 16, 17, 18, 19, 
21, 37, 42, 43, 44, 45, 46, 48, 49, 50, 51, 53, 54, 56, 57, 58 and 59) 


Working Reports. (Nos. 5, 6, 7, 8, 10, 23, 26 and 32) 


mi ete a a6, evorie. Mes ebee oflet es imbeiete 


8 6 \esk0 © epee s¢) 0 ef 0 oe — Pe 'e ats, wiallel wks e 1s) 4) 


Reportay: 4165, fo ges ote Bs ee Oe ei ee, 1c AT. Lae eet $ 1,771,653 
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EXHIBIT No. 30 
CANADIAN NATIONAL RAILWAYS 
APPLICATIONS FOR ABANDONMENT OF LINES 1935 To DATE 
Applications Approved 
Estimated 


Annual 
Miles Saving Order No. 


*St. Leonard Jct—Nicolet, Que... .. 1. «2 «+ ee oe 14-7 $23,000 53012 


53417 
Thervillé——-Ste. Hyacinthe, Que... 2. 0502. 2.03 ee ee 28-1 33,000 52350 
Noyan Jct.—lIberville, Que... . mg ale CARE AT sie 21-9 19,000 52493 
Rockland—Clarence Creek, Ont.. da tg ae DS Ca Sepa 4-6 3,000 53224 
‘Tweed—Bannockburn, Ont.. Se cis ahaa ciate er enue eile tediee Te 19-5 14,000 52032 
(Prentan- ee BrigHvons. OMG Ss. ale Moos eet tale vamos a yole! ols 9-9 12,000 52012 
Ronnac—Greenburn, Ont... ACT eae OUR eg 41-8 26,000 52610 
Port Perry—Cresswell, Ont... . Pe eye yi UNI E UT 13-1 13,000. 52747 
Brant Co. Siding—Paris Jet., Ont.. SN TAG Heine Uh te 6-0 22,000 52052 
Hickson—Tavistock Jct., One NACE ats ane 6-5 9,000 52254 
Burgessville—Woodstock, Ont... UB LB teraNe ace (Me eat Dae 9-2 10,000 52519 
Simecoo der —Oortterville, Ont. ye oe es eae 14-2 17,000 52185 
Jarvis—Port Dover, Ont.. RIA mensiy CV MA 9-0 11,000 51934 
Peace River Jct. —Darson Jct., POA TEd. Be Manama NT cline 32-6 36,000 52949 
Foothills—Lovett, Alta.. POV AN a a 4-6 5,000 52183 
Patricia Bay Jot —Patricia Bay, B C.. Era) eu src falls 15:8 8,000 52114 
Stoneham—Loretteville, Ma ih FS SNE ENON SUT AN 10:0 5,000 55343 
Dombourg—St. Mare, Que.. ST EAE VATE tin aes Cred es 22-3 20,000 55671 


Applications Refused 


ESI TA VCLOC KO UING To sath) telteiMre mila iail ata ltiahes bositiiate) rate Mone 26-1 13,000 52206 

Heonpton—aou. Martins.) NB os Yous Sieroter beer ialte 28-8 20,000 52408 

Victoriaville—St. Gregoire, Que.. Pa Pbakek dave iis tel lores hlecas 30:4 32,000 52443 

Ste. Hyacinthe—Bellevue Jct., Que.. AS OREN Pk a an 31-3 32,000 52371 

+Farnham—Frelighsburg, Que.. AVANDIA ec ine Sopa (PMR ME Art 18-4 8,000 52425 

St. Remi—Hemmingford, ; Queso) a es 14:9 8,000 52772 

Hawkesbury—Hurdman, Ont... . EA ae Lae be 56-6 22,000 53224 

Golden Lake—National Jct., On SORE DI yh ie 20-2 20,000 52184 

Port Hope—Peterborough, One unc Pe SWS Wn Ce teers 28-0 20,000 52621 

Whitby—Port Perry, Ont... .. Au 16-9 11,000 52747 6- 

Two Rivers—Ravensworth, Ont.. 37°5 10, 000 Application withd 
Applications Undisposed of q 

Bridgetown—Granville Centre, N. bir 7:6 4,000 ¥ 

Morency Spur Branch, Que.. 6-2 3,000 fl 

Farnham—Frelighsburg, Que... .. .. .. .... .. -. 18-4 8,000 

Simcoe—Port Rowan, GS ASE Pe a eles ei 16-9 10,000 

‘Ewan City-—Nackies’s Onibe .). 0c ccloais ee Ee Re 35-4 25,000 


*The Canadian Neate was ordered to operate the same service to Nicolet as exi 


at present but routed via Aston Jct. and St. Gregoire. This had the effect of reducing tl 
probable annual saving by $14,000. 4 


+This is a re-application for the abandonment refused 4-11-35. 


EXHIBIT No. 31 
CANADIAN PACIFIC RAILWAY 


APPLICATION FOR ABANDONMENT OF LINES 1935 TO DATE 


Applications Approved 


Miles Order No. 
Shore Line Junction—Bonney River, N.B.... ... .. .. 28-8 52453 
Part Stobie ec ars Mine WOntis sous cee ecniee 342° 52444 
O’Donell—Turbine, Ont. . Das MR be hal re otieente aes 16-4 53415 
West End—Archibald, B.C. OAS ata Ah 2 ST Re aa eo aaa 17-4 52310 
52476 


Applications Approved in Part a 

15:05 miles 

International Boundary—Eastman, P.Q. .. .. .. .. .. 29-1 52622 31-12 
a 


Applications Refused 
Wanda Ager r ard YB Oi jie!) yes wai teGllel aha delincene ka (at Meets 33-1 52366 — 15-10-83: 
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EXHIBIT No. 32 


wwaDIAN Nationay Raruway Company-CANADIAN PAcIFic Ratitpway Company 
JOINT Co-OPERATIVE COMMITTEE 


) the President, Canadian National Railway Co. 

To the Chairman and President, Canadian Pacific Railway Co. 

sh Report No. 32 

| EXECUTIVE ALLOTMENT No. 6 

TRACK ABANDONMENTS AND JOINT SECTIONS 

PE INCIPLES TO GOVERN THE ABANDONMENT OF DUPLICATE LINES AND TRAIN SERVICES 


_In connection with certain line abandonments, especially where the line of 
e company does not form a part of a through route, larger and more equitably 
apportioned economies can be secured and equal or better service can be given 
the public if one company abandons its line and completely withdraws service 
from the territory than if the remaining line is operated as a joint section, 
our Committee therefore recommends that the following principles be adopted 
govern the preparation of agreements for such abandonments, with the 
derstanding that where an abandonment by one company equalizes an 
andonment by the other company, the two abandonments may be paired 
id in regard to such pair no payment will be made by either company to the 


_ (a) The entire revenues which accrued to each of the companies prior to 

- abandonment from all traffic originating and/or terminating at such 

ae points in the affected territory as may be agreed upon, and for such 

Ah period or periods as may be agreed upon, shall be determined. 

‘i (6) A joint traffic study shall be made of the affected territory to deter- 

ie mine as nearly as may be the traffic potentialities of each line if not 

. abandoned, and the revenue from the traffic which will be lost to the 
companies and which will be diverted to other lines of each of the 
companies on account of the proposed abandonment. ; 

(c) From information secured in accordance with revenue paragraphs 
(a) and (b), and any other pertinent information, the companies shall 
agree upon the equitable proportion of gross revenues to be derived 
from all traffic originating and/or terminating at the agreed points on 
the line retained which shall accrue to the company whose line is 
abandoned after such abandonment. The company whose line is 
retained shall collect all revenues from such traffic and shall pay 
monthly to the company whose line is abandoned the equitable pro- 
portion of such revenues agreed upon less the percentage of such 
revenues to be retained in accordance with expense paragraph (c). 

_ (d) The company abandoning its line shall cease to publish rates applicable 

q to the stations abandoned. 


= 
$: 


Xe tte Mais 


= ae 


." 


_ (a) A joint estimate shall be made of the saving in expense which will 
4 accrue to the company whose line is abandoned, and interest on the 
salvage value of the line abandoned. The estimate of savings shall 
be based on the total expenses of the line to be abandoned together 
a with the directly assignable out-of-pocket costs incurred elsewhere 
than on the line to be abandoned of handling the traffic to be diverted. 
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(b) A joint estimate shall be made of the additional expense which y 
be incurred by the company whose line is retained, in handling th 
traffic diverted to it. The estimate shall be based on the directl 
assignable additional out-of-pocket costs wherever incurred in handlin 
the diverted traffic. ; 

(c) From the information secured in accordance with expense paragrapl 
(a) and (b), and any other pertinent information, the companies sha 
agree upon the percentage of the share of gross revenues to be paid i 
accordance with revenue paragraph (c) to the company whose line | 
abandoned, which should be allowed by it to the company whose lin 
is retained in order to equitably divide the net economy. j 

The company whose line is retained shall keep this percentage ¢ 
the share of gross revenue otherwise payable to the company whos 
line is abandoned. : 

The percentage referred to in this paragraph (c) shall be th 
percentage which one-half of the sum of the amounts determine 
under expense paragraphs (a) and (b) is of the estimated annut 
gross revenue which would accrue to the company whose line | 
abandoned in accordance with revenue paragraph (c) at the sam 
level of traffic for which the amounts in said expense paragraph 
(a) and (b) are determined. x 

Provision for Changes in Conditions E 
The equitable proportion determined under revenue paragraph (c) and th 

percentage determined under expense paragraph (c), as at the date of agree 

ment, shall apply from year to year, except that at the request of either con 
pany in writing they may be altered by joint agreement to meet change 
conditions. Any such alteration shall be made applicable commencing wit 
the first of the year next following receipt of written notice of desire of chang 
by either company from the other. ‘ 

General i 
Principles contained in Report No. 23 with respect to the term of agree 

ment (para. 3), determination of salvage value (para. 5), construction of cor 

nections (para. 6), maintenance and operation of connections (para. 8), liabilit 

(para. 16) to the extent, necessary, and settlement of disputes (para. 17), sha 

also apply to the agreements made in accordance with this report. 4 
For ready reference a copy of the paragraphs referred to, signed {¢ 

identification, 1s attached. § 


(Sgnd.) S. W. FarrweatHer, Chairman, é 
Canadian National Section. — 


(Sgnd.) JoHn E. Armstrone, Chairman, 
Canadian Pacific Section. 


MonrTREAL, QUE., 
October 13, 1934. 
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EXHIBIT No. 33 


\ANADIAN Nationa Ratpway Company—CanapiAn Paciric Ramway COMPANY 
JoINT Co-OprrAtTive CoMMITTER 


_ Report No, 23 - 
To the Acting President, 

Canadian National Railway Co. 

To the Chairman and President, 

Canadian Pacific Railway Company. 


- 
“ 


Executivs ALLOTMENT No. 6 
TRACK ABANDONIMENTS 


GENERAL PRINCIPLES 
2. Further study by your Committee indicates that the following general 
principles should govern in preparing agreements providing for the use by one 
railway of the line of the other railway in cases of abandonment of functionally 
duplicate lines: — | 
_ 1. The basic conception underlying the agreement is that the Company 


Ms whose line is to be retained and used jointly shall be compensated for 
fe the additional expenses incurred by reason of the joint use, that the 
af net savings resulting from the abandonment shall be equally divided 
ou between the two companies, and that such disturbance in traffic relation= 


ships of the two railways as may result from the abandonment and 
from the joint use of the line which is retained shall be adjusted so that 
neither party will suffer an enforced disadvantage. 


i: 2. With regard to the joint use of the line retained, the company whose line 


a i 


te is abandoned shall be in the position of a tenant of the company whose 
a line is retained, the terms of the tenancy to be such as may be agreed 
it, to in accordance with the general principles herein set forth, and to 


provide that the tenant’s potential opportunities for development will 
not be adversely affected because of the acceptance of the position of 
tenant and the abandonment of its line, 


__ 3. The tenant company shall have perpetual right of use of the line retained, 
ie but should the tenant company desire to cease to exercise the right of 
use, it may withdraw from the agreement upon such equitable terms as 
may be established at that time, based upon the principle that both 
companies shall be placed in the same relative position as if the tenancy 
had not been exercised. Similarly, should the company whose line is 
retained desire to cease to exercise the right of use, it may turn over its 
ig property, to the tenant, if the tenant so elects, upon such equitable 
. terms as may be established at that time, based upon the principle that 
the tenant company shall pay to the company whose line is retained 
ik for facilities equivalent to those abandoned an amount equal to the net 


hee 
a. 


of salvage value of the line abandoned and for any additional facilities it 
8 desires to retain the fair market value at that time to the end that, 
hy except for the substitution of facilities, the tenant will be in the same 


| relative position as if the tenancy had not been exercised. 
_ 4. The principle, which has been adopted in most joint facility agreements, 
of charging the tenant a rental equal to one half of the interest on the 


capital invested in the line retained, will not be applicable in these 
agreements. 


ae, ie nad «oP UES ee 
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5. As part compensation for the tenancy, the tenant shall share eq 
- with the company whose line is retained the net salvage resulting 
the abandonment by paying to that company annually one-half of : 
per cent of the fair market value of such salvage. The determinat 

of net salvage value shall be the fair market value of the abando 
lands, and/or tracks and/or facilities, together or separately, due all 
ance being made for the cost of salvaging. This fair market value 

it cannot be jointly agreed to, shall be established by competitive fi 
tenders, called for by the company owning the line to be abandon 
from the two railways and from such other interests as may desire t 
bid, the bids to be on the basis that the bidder undertakes to bear all 

of the cost of salvaging. The highest bid shall be accepted and s 
determine the net salvage value, the right of the company owning 
line to be abandoned to meet the highest bid being reserved. Provided 
that if under any legal requirements the right of way must be retained 
by the company abandoning its line, no salvage shall be computed fe 
the land which must be retained. 4 

6. The owner of the line to be abandoned shall make and own such chang 
and additional construction as is mutually agreed upon as necessary to 
bring the line to the boundary of the right of way of the line to 
retained, or such other point as may be agreed upon. The owner of th 
line to be retained, at the expense of the tenant company, shall ¢ 
struct the connections and make any changes incidental thereto 
tually agreed upon as necessary upon his own right of way, or to sue 
point as may be agreed upon. The tenant company shall be allowe 
yearly by the owner of the line to be used jointly a credit, in reduc 
of amounts otherwise payable, equal to five per cent on one-half of a 
expenditure incurred for the purposes mentioned. b 

7. The tenant company shall pay to the company whose line is retained fit 
per cent yearly upon one-half of net additional capital expenditures 
additions and betterments which may be made by mutual consen' 
the joint lines. Disagreement, if any, as to the proportion of the 
of additions and betterments desired by one company and not by t 
other, which will be paid exclusively by the company desiring t 
additions and betterments and the proportion which will be paid by 
company whose line is retained and be included as additional capr 
expenditures to bear interest as provided above shall be subject t 
arbitration, having regard to the purpose of this agreement. = 

8. A record shall be kept of the additional maintenance and operati 
expenses at the junctions, which shall be shared equally by the tw 
companies. 

9. The tenant company shall pay monthly to the company whose lin 
retained in regard to station expenses, other than additional sta 
expenses at junctions, an amount which shall be determined as follows:- 

The fair and reasonable average annual station expenses of the 
line to be abandoned shall be agreed upon. 4 
The fair and reasonable average annual station expenses, und 
conditions existing prior to the joint use of the line to be retained she 
be agreed upon. 
The estimated additional average annual station expenses w 
will be incurred by reason of the joint use of the line to be reta 
shall be agreed upon. : 


‘The proportion, which one-half of such station expenses: on the line to bi 
abandoned plus one-half of such estimated additional station expe 
to be incurred by the line to be retained, bears to the total stat 

i 
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Bet. expenses of the line to be retained under estimated conditions of the 

joint use shall be expressed as a percentage. This percentage shall be 
applied each month to the actual station expenses of the line used 
jointly. 


The percentage established as above shall be applied to the accounts from 
year to year but at the request of either company in order to remove 


ie ' any continuing inequity arising out of the application of this formula 
i a further determination will be made to be effective at the commence- 
i ment of the succeeding year to give effect to the general principles 


id enumerated in paragraph one hereof. 


iy) 10. Such current materials and supplies as may be furnished by the company 
i whose line is retained shall be paid for upon the basis of the standard 
arrangement, in effect from time to time, between the two companies, 
4 unless otherwise agreed. 
_ 11. When the company whose line is retained performs work for the tenant 
. company, payment for such service shall be made on a User basis, 
~~ subject to the proviso that such user basis shall not introduce an 
‘a inequity in the division of the net economy resulting from the abandon- 
ment and joint use. 
12. An estimate shall be prepared of the train transportation expenses 
. incurred by the tenant in moving its traffic over the line to be abandoned. 
A similar estimate shall be prepared for the cost incurred by the tenant 
in moving its traffic over the line to be jointly used. An estimate shall 
be made of any change in the expense of handling traffic of the company 
whose line is retained due to the joint use. The net advantage or 
disadvantage in money shall be shared equally by both companies. 


13. The tenant company shall pay monthly to the company whose line is 
Ml retained, in regard to maintenance expenses other than additional 
maintenance expenses at junctions an amount which shall be determined 


nS as follows:— 

wr An estimate shall be agreed upon of the fair and reasonable average 
i annual maintenance expenses of the line to be abandoned, less the fair 
i and reasonable average annual maintenance expenses of the new 
_-___ construction of the tenant line necessary to reach the boundary of the 
@ right of way, of the line to be retained or such other point as may be 
at agreed upon. 

7 An estimate shall be agreed upon of the fair and reasonable 
3 average annual maintenance expenses of the line to be used jointly 
% under conditions existing prior to the joint use. 

WA An estimate shall be agreed upon of the additional annual 
i maintenance expenses which will be incurred on the line to be retained 
g: by reason of the joint use. 


In compiling these estimates the principle that maintenance of way 

and structures expenses are divisible into two portions one, fixed or 
Se: independent of traffic, and the other variable, dependent upon traffic, 
i shall be recognized. 
i The proportion which one-half of the maintenance expenses as 
agreed upon of the line to be abandoned, plus one half of the additional 
maintenance expenses agreed upon to be incurred on the line to be 
retained, bears to the total estimated maintenance expenses under 
joint use of the line to be retained shall be expressed as a percentage. 

This percentage shall be applied each month to the actual main- 
tenance expenses of the line used jointly. 
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The percentage established as above shall be applied to. 
accounts from year to year, but at the request of either compan; 
in order to remove any continuing inequity arising out of the applicati 
of this formula, a further determination will be made to be effect: 
at the commencement of the succeeding year, to give effect to tk 
general principles enunciated in paragraph 1 hereof. g 

14. The tenant company will pay annually to the company whose line 
retained one-half of any saving in taxes resulting from the abandonm 
of its line, together with one-half of any increased cost to the compan} 
whose line is retained in its taxes resulting from the joint use. 

15. The terms upon which traffic rights shall be granted shall be mutuall 
agreed between the parties, the tenant company having the right 
elect: — § 

(a) to exercise joint and equal traffic rights with the compan 

whose line is retained, ; | 

(b) to exercise limited traffic rights, ; § 

(c) not to exercise rights to originate or terminate traffic on the 

line used jointly. ott 


In giving consideration to the terms upon which traffic rights shall be 
granted the relation, existing and potential of the line to be abandoned 
and of the line to be retained shall be considered as at the time 0 
election, and rental charge for traffic rights shall be reached by 
agreement. € 
A record of the freight and passenger car and locomotive miles and 
such other information as is necessary to implement the arrangements 
set forth herein shall be kept by both companies and shall be subject 
to verification. ; i 
16. The liability for damage on the joint premises shall be in accordance 
with standard joint facility practice. % 
17. Any dispute which may arise out of the joint use which cannot be 
settled by the companies shall be subject to arbitration, each company 
to appoint an arbitrator and the two to choose a third, or the matter 
may be referred to the Board of Railway Commissioners. + 


(SGD.) S. W. FarrwEaTHER, (SGD.) G. Hopes, 
Chairman, Chairman, 
Canadian National Section. _ Canadian Pacific Sectio 7 


Montreau, November 21st, 1934. 
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PROCEEDINGS 


OF THE 


SPECIAL COMMITTEE 


oe Appointed to 


ol 


ENQUIRE INTO AND REPORT UPON THE BEST MEANS OF RELIEVING THE 
COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION 


al 


. AND FINANCIAL BURDEN CONSEQUENT THERETO 


No. 6 
4 ; The Right Honourable George P. Graham, P.C., anc 
ba the Honourable C. P. Beaubien, K.C., 
mo. Joint Chairmen 
q WITNESS 


Mr. S. W. Fairweather, Director, Bureau of Economics 
Canadian National Railways 


a EXHIBITS 
dl 


No. 34. Comparison of wage scale, Canadian and U.S. Railway employees. 
No. 35. Statement by C.P.Ry. Co. re increase in operating expenses January 1- 
arch 31, 1938. 


No. 36. Statement by C.N.Rys. re increase in operating expenses January 1- 
ar 8. 


No. 37. Analysis of 28 co-operative proposals recommended by Joint Co-opera- 

Committee. 

No. 38. Schedule of details to accompany Joint Co-operative Committee 

t No. 34 re abandonment of C.N.R. line between Middleton Junction and 

getown, 

f No. 39. Schedule of details to accompany Joint Co-operative Committee report 

NO. 35 re abandonment of C.P.R. line between Linwood and Listowel, Ontario. 
No. 40. Copy of statement referred to by Mr. S. W. Fairweather, being the 

ment prepared by the Canadian National section of the Joint Co-operative 

nittee for the information of the Canadian National executive. : 


OTTAWA 
J. O. PATENAUDE, LS.O. 
PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
1938 ; 
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ORDER OF APPOINTMENT 


from the Minutes of Proceedings of the Senate for March 30, 1988) si i 


olved—That a Committee of the Senate be appointed to enquire into 
port upon the best means of relieving the country from its extremely | i 
is railway condition and financial burden consequent, thereto, with power 
lor persons, papers and re 


cords, and that the said Committee consist of 
Senators. 


Hs 
at 


dered that the said Special Committee be composed of the Honourable 
s Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
1, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, — 
Robinson, Sharpe and Sinclair. Ha i 
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MINUTES OF EVIDENCE 


THE SENATE, 


‘Turspay, May 10, 1938. 


The Special Committee appointed to inquire into and report upon the best 
s of relieving the country from its extremely serious railway condition and 
cial burden consequent thereto, met this day at 11 a.m. 


_ Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
d Col. O. M. Biggar, K.C., Counsel to the Committee. 


The Cuairman (Right Hon. Mr. Graham): Mr. Biggar has something 
nounce. 

fr. Biccar: At the last meeting of the committee two or three things were 
ed for that perhaps had better be referred to now. The first is about the 
sons of the Railway Commission for refusing a certain number of applications 
for abandonments made independently by each railway. I find there were such 
sons and they are available. I have the whole set of them here. 

The CHarrman (Right Hon. Mr. Graham): Are those the reasons why the 
of Railway Commissioners refused the applications? 

_ Mr. Biacar: Yes. 

~The Cuarmman (Right Hon. Mr. Graham): I did not think the statement 
ell founded myself. 

r. Brecar: It was a misunderstanding on my part or on the part of some 
Persons with whom I communicated. I suggest that I hand copies of those 
ns to the secretary of the committee so that they may be available for 
ltation by any member who is interested. If the committee desires I can 
: shortly those reasons. The reasons, taken together, would cover forty or 
pages of print. 

: Hon. Mr. Danpurann: You could give us their essence. 

Mr. Biccar: Yes. 

~The Cuatrman (Hon. Mr. Beaubien): That has nothing to do with co- 
ation between the two railways. 

Ar. Biacar: No. 


Hon. Mr. Danvuranp: Then I should like to put this question. Mr. Chair- 
Beaubien says it has nothing to do with co-operation between the two 
ys. Were those branches with respect to which the two railways could act 
ependently of the application of the Canadian National-Canadian Pacific 
, included in the 5,000 miles that have been in operation as being possible 
andonment? 

The Cuarrman (Hon. Mr. Beaubien): The Duff Report states that there 
between 4,000 and 5,000 miles of duplicated lines. I understand that the 
which have been abandoned by the railways were not at all duplicate lines. 
Hon. Mr. Danpuranp: That is the question I am putting. 

“The Cuatrman (Hon. Mr. Beaubien): They are not. . 

_ Mr. Bicear: I tried to check that, and my impression is that some of them 
9 correspond with the suggested abandonments of 1932, and some of them 
BOL. 7 
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Hon. Mr. DANDURAND: Is there in ine Duff DRO CHS a detailed st 
either by the Canadian Pacific or the Canadian National indicating his 
lines that in cee be abandoned? 


abandonment. 
Hon. Mr. Danpuranp: And forming part of those 5,000 miles? 
Mr. Biacar: Yes. 


Right Hon. Mr. Mricuen: Surely the reasons are very, very vital t 
because if we have to determine whether progress is being made by co- oper 
towards the elimination of unnecessary lines, we must know what princip ¢ 
governed the Railway Commission. ’ 


Mr. Biccar: Yes. 
Hon. Mr. Buacx: Hear, hear. I think that is very important. 


Mr. Bicear: I shall hand, then, to the secretary the printed docume 
relating to that, and I will indicate shortly to the committee the nature of the 
reasons. 

The abandonments in question are those described in Exhibit Nos. 30 a 
31, which the committee has before it at page 122 of the proceedings. There 
two sets of them. There are the refusals of applications by the Canadi 
National Railways in the middle of 1922; then there is one at the bottom whi 
was refused on the application of the Canadian Pacific. Taking them in orde 
they are:— q 

Hampton-St. Martins, 28-8 miles. The Railway Commission found th 
the population had decreased in the area served by the railway, but that so 
of them were thirty miles away from any other method of transportatio 
that accidents occurred to men employed, I think in the woods, that requi 
to be handled very quickly; that the movements of the lumber and g 
business needed the service, and that consequently the time was not opporte 
in the public interest. 

Next, Victoriaville-St. Gregoire, 30-4 miles. The Commission was 
opinion that they were without power to set aside an agreement for 
operation of the railway which had been made with the municipality in 1858 
Section 35 of the Railway Act they regarded as constituting an objection 
their allowing abandonment. They thought the operation was inadequate 
that less money would be lost if a more effective operation were given, and 
also pointed out that from seventeen to twenty employees would lose their 
and that that was important having regard to the then situation with resp 
to unemployment. 

St. Hyacinthe-Bellevue Junction, 31-3 miles. There was a population 
40,000 people served by that railway. Abandonment would compel the em 
tion of those people. The loss might be reduced by improving the service, 
the line was absolutely necessary for commercial, social and religious activ: 
of the people. 

The next is Farnham-Frelighsburg, 18-4 miles. The Deputy Assiste 
Commissioner, Mr. Garceau, gave the judgment. It was concurred in by Co 
missioners Norris and Stone, but they did not concur in all the reasons. 
principal reason given by Commissioner Garceau was that the railways are 
public service, were built or heavily subsidized by public moneys, and we 
implicitly or formally under contract to serve the public, even at a loss. T 
was no proof that revenues might not. be improved. 

The next is St. Remi-Hemmingford, 14:9 miles. The Commission 
that in spite of the substantial loss, the inconvenience to the public woul 
of such a serious nature that for the present at least the application sh 
be refused, and it was pointed out that twelve employees would lose. their i I 
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Next is Hawkesbury-Hurdman, 56-6 miles. The revenue had increased 
1983 to 1935, or, rather, the loss had diminished, notwithstanding the fact 
the population had decreased. The freight was principally hay, oats and 
, and consequently the application was refused. 

Next is Golden Lake-National Junction, 20-2 miles. The Commission 
d that a substantial number of people would be affected as they had no 
er transportation facilities, and the application was refused. 
Port Hope-Peterborough, 28 miles. It was held that the railways had - 
made out their case with regard to truck competition. I think part of 
nat application, for two or three miles, was granted, but the rest was refused. 
»  Whitby-Port Perry, 16-9 miles. Under the order there was a reduction 
in the loss in 1934 by comparison with previous years, and the abandonment of 
the line between Cresswell and Port Perry was authorized, but not between 
Port Perry and Whitby. The order does not give the distance between Cresswell 
and Port Perry. 

Next is Two Rivers-Ravensworth, 37-5 miles. The application was with- 
drawn on the offer of the province to rebate the corporation tax for the year, 
the province itself having an interest in the operation of the railway. | 

_ Hon. Mr. Corr: What province is that? 

_ Mr. Bicear: That is in Ontario. 

_ Then there is the C.P.R. from Lardau to Gerrard, B.C., 33-1 miles. The 
entire population served by the railway was 125 people, but it was pointed — 
put that they had gone there in anticipation of mineral development, and it 
was very doubtful if any alternative means of transportation would be satis- 
factory, notwithstanding that the railway was expensive to operate on account 
of snow in winter, particularly, and that therefore it was not proper to grant 
the application. 

_ Hon. Mr. Gorpon: How long a line is that? 

_ Mr. Bicaar: Thirty-three miles. 

_ Hon. Mr. Gorpon: And only 125 people? 


_ Right Hon. Mr. Meicuen: That means that under the present Railway 
t we may just as well give up hope of any diminution of mileage. 

_ Hon. Mr. Buack: Mr. Biggar, is there any indication in the report that 
a have of any alternative scheme of serving these communities? I know 
of them quite well, and it seems to me that buses and trucks could do - 
work much more cheaply. 

Mr. Biccar: In some of them the quality of the roads and the extent to 
h the trucks could use the highways would be a factor. But I could not 
with regard to that. . : 

_ Hon. Mr. Budcx: Some of the railways might have saved money by giving 
ruck and bus service. I wonder if that has been considered at. all. 

Mr. Biccar: I read the judgments and I am not sure. I could not say 
t it was frequently done, but it may have been done in one or two cases. 
Then the next point the committee wanted information about was the 
ference in the wage rate in Canada and in the United States. 

Hon. Mr. Catper: Before you pass to that I should like to refer to one 
nt that has been mentioned. That is that certain people would lose their 
oyment if the application was granted. Do you know whether the railway 
anies have taken any steps at all to take care of that feature of the 
tion? 

Mr. Biecar: I do not know the details of that, senator, no. I understand 
that sort of thing is covered, in part at least, by the agreements between 
Yailways and the unions; but how far it has been carried out I do not know. 
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Hon. Mr. Caper: We will be able to get that? 
Mr. Brecar: We will be able to find out. aa 
The next point the committee asked about was the difference in the 
of railway wages in Canada and in the United States. I have a memoran 
from each of the railways which is, in each case, in identical terms, and whic 
1 think had better be handed in and printed. I will read it, but it is not neces 
sary to put it in the notes. + 
(Comparative statement of railway wages in Canada and the United State 
read, filed, marked Exhibit 34.) 
Hon. Mr. Coté: Mr. Biggar, have you any figures of railway wages 
Canada as compared with wages for similar occupations in other lines of work’ 
Mr. Biccar: I have none in a form that can be submitted to the Co m0 
mittee. I have seen some information on the subject, but it would requir 
a good deal of working over to be of use, I think. ¥ 
Hon. Mr. Murpock: What would you mean by “similar occupations”? 
Hon. Mr. Coré: For instance, take the chauffeur of a train of trucks— 
Hon. Mr. Mvurpocx: And compare him with an engineer? ] 
Hon. Mr. Cork: Yes. I have not the slightest idea what the difference 
in wages would be. But I think that a comparison of that kind would be 
interesting. q 
Hon. Mr. Brack: Compare the wage of a sectionman with the averag 
wage paid to similar classes of labour. . 
Mr. Biccar: It would be a frightfully difficult thing to do., I can ask 
Bureau of Statistics whether they have any information which would be us 
on that point. 4 
The Cuairman (Hon. Mr. Beaubien): I think that would be very valuabl 

Mr. Biccar: The next thing that the Committee asked about was 
increase in operating expenses of the two railways for the first three mont 
of this year, by comparison with the corresponding period of last year. Ih 
a separate memorandum from each of the railways, which I shall hand : 
and which will be marked Exhibits 35 and 36. 
(Canadian Pacific Railway Company’s statement in explanation of iner 
in operating expenses, January 1 to March 31, 1938, as compared with correspon 
ing period in 1937, filed and marked Exhibit 35.) . 
(Canadian National Railways’ statement in explanation of increase 
operating expenses, January 1 to March 31, 1938, as compared with correspondil 
period in 1937, filed and marked Exhibit 36.) 4 
Mr. Brccar: The Canadian Pacific Railway’s memorandum says:— 
At the commencement of 1937, a deduction of 10 per cent from bas 
rates of pay of employees was generally in effect. The deduction Ww 
reduced to 9 per cent February 1, 1937, 8 per cent April 1, 7 per ce 
June 1, 6 per cent August 1, 5 per cent October 1, 4 per cent December 
, 2 per cent February 1, 1938, and entirely eliminated April 1 of this yee 


Right Hon. Mr. Mricuen: What do those percentages apply to? 

Mr. Biccar: To the reduction. And that has gone down gradually at t 
dates mentioned, February 1, April 1, June 1, August 1, October 1, December 
February 1, 1938, and it disappeared altogether on April 1, 1988. a 

Hon. Mr. Murvocx: But we must not forget that there was a 20 per cen 
deduction in two separate ten per cent deductions. " 

Hon. Mr. Buacx: Are they all restored now? 

Hon. Mr. Murpock: No. 

The Cuamman (Hon. Mr. Beaubien): Only half of them restored? 
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mm. Mr. Hate: Half? . 

ight Hon. Mr. Mutcuen: Is that right, that half of the deduction has 
estored? af | 

r. Biacar: I was just relying on the memorandum. It says, “At the 
mencement of 1937, a deduction of 10 per cent from basic rates of pay of 
ployees was generally in effect.” 

ot Hon. Mr. Metcuen: That is, there was only 10 per cent reduction in 
t then. 

The Cuatrman (Hon. Mr. Beaubien): “ Basic ” rates of pay means normal 
of pay, I suppose. 


Hon. Mr. Buacx: I am informed that it has all been retuned! 
Mr. Biccar: That is what I gather from the memorandum. 


Hon. Mr. Brack: Let us be clear on that. The information that I have 


ard repeated a number of times is that the total deductions have been restored. 
Mr. Bicear: That is what the memorandum seems to say. I will find out 
there is any difference in regard to that. The memorandum proceeds:— 

q The increase of $894,000 in expenses for the first quarter of 1938 
as compared with 1937 is more than accounted for by the smaller 
___ percentage deductions from basic rates of pay of employees in effect in 
_ 1938 as compared with 1937. A comparison of these deductions by 
months follows:— 


Decreased 

1938 1937 deduction 
MUST Vine te ead ck Wand we Gy aes, AO 10% 6 
OPUNTIA Som mide ied cece ea tas ae 9% 7 
Beare Llet  emeye ate Wau Cam, none tr ie. i WOE 9% 7 


It is estimated that the decreased deductions added approximately $1,200,000 

e expenses of the Company for the first three months of 1938. Had the 

ctions in 1938 been at the same rate as is 1937; expenses would have shown 

decrease of more than $300,000. 

It has been further estimated that if the basic rates made effective April 1, 
are continued in effect for the balance of the year the total increase in 

penses owing to the change in deduction will amount to approximately $5,000,- 

00 for the complete year. 

The Canadian National Railways’ statement, Exhibit 36, says:— 


i i Explanation of increase of $2,294,943 in operating expenses during the 
_ first three months of 1938 as compared with the corresponding period of last 
* year’s is as follows:— 


4 Increased wage rates:. .... .. . $1,752,000 
“4 Increased prices of materials and 
1 SED MCS iia ee ar mat: hy Nos 836,000 
% Increased snow removal expense. . 123,000 
4 Increase of two days in repair shop 
GVSRAETOM ect etsy ew ete a ed 350,000 $3,061,000 
_ Decreases 


Maintenance of Way and Structures. $162,000 
Transportation, due to increased 

CAE EZ VR, OF ORR Sc 530,000 
PANS COLMAN EOI Bcd toe cuts iain ey a, 2s 74,057 766,057 


INCI ANOLEASO 22. melt Lobe eaieo ys $2,294 943 
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Right Hon. Mr. Metcuen: How much are those imereased expenses: 
than the increased wages? ee 

Mr. Bicear: $1,300,000. 

Right Hon. Mr. MuicHen: Greater? 

Mr. Biccar: Yes. j 

Right Hon. Mr. Mricuen: In the case of the Canadian Pacific thew wi 
$300,000 less. q 

Mr. Biccar: No, I do not think that is the comparison. The Canadi 
Pacific say, in effect, “Tf we had not had to increase wages, we would have be 
$300,000 better off. ” 

Right Hon. Mr. Meicuen: No, the Canadian Pacific statement dovsl 
say that. It says that the increase in wages was so much and the increase 
expenses was so much, less than that by $300,000. 

Mr. Biacar: That i is the way: Had the deductions in 1938 been at the sa 
rate as in 1937 expenses would have shown a decrease of more than $300,000. 

Right Hon. Mr. Muicuen: Sure. That is to say, notwithstanding an ine 
of wages of a million odd dollars there were only increased expenses of 
$300, 000: but in the case of the Canadian National, notwithstanding an incre 
of wages of $1,300,000 odd, it had increased expenses by $1,300,000. 

Mr. Biccar: No. They have other credits. If you made your compa 
on the same basis, it would really be this, I think, that if there had not been 
increase in wages, there would have been notwithstanding a loss of ab 
$550,000. 

Right Hon. Mr. MrtaHen: Which railway? 

The Cuatrman (Hon, Mr. Beaubien): The Canadian National? 

Mr. Biacar: Yes. 

Right Hon. Mr. Mricuen: They give the amounts by which increased wa 
add to their expenses, but they say, “Our expenses have been added to 
$1,300,000 over that.” 

Mr. Biccar: But we get certain credits. J 

Right Hon. Mr. MeteHen: I know that. But they give details of t 
$1,300,000, and they make up more than the credits against them. But ’ 
result in one case is an increase of $1 300,000 over the wages, and in the ot 
an improvement of $300,000 outside wages. 

Mr. Biacar: I would have thought the fairer way to put it would be 1 
the increase in the operating expenses of the C.P.R. represented two- thirds 0 0! 
of the wage increase. 

Right ee Mr, MEIGHEN: No, the wage increase was more. 


thirds of the wages. 
Right Hon. Mr. Mricumn: Yes. 
Mr. Biccar: In the Canadian National— 
Right Hon. Mr. Mrrcuun: That is 190 per cent. 
Mr. Biacar: No. The difference is really $1,752,000 compared 
$2,294,000. 
Right Hon. Mr. MricHren: No, no. It is upside down. ~ 
Mr. Bicacar: I may be mistaken— 
ee Mr. Buacx: Is not this the Ce sau the wage jp 


in arrear. 
Right Hon. Mr. Mricuen: They would have been $1,300,000. 
Hon. Mr. Buacx: No. 
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Rig Hon. Mr. MericHEN: We will reason it out to-morrow. 

. Biccar: Yes. You have the figures, 

~The CHarrman: (Hon, Mr. Beaubien): It is desirable that we should be 
ry clear on this. Give us the increase in wages in both cases. 

__ Mr. Bicear: In the case of the Canadian Pacifie the increase is $1,200,000; 
he case of the Canadian National, $1,752,000. 

. | ee (Hon. Mr. Beaubien): The increase for all materials, and 
forth? 

_ Mr. Biccar: We have no figures so far as the C.P.R. is concerned. They 
ve us no other increases at all. | 

- The Cuarrman (Hon. Mr. Beaubien): Except wage increases? 

_ Mr. Biccar: Yes. 


The Cuarrman (Hon. Mr. Beaubien): But the C.P.R. has saved so much 
outside of wages. 

_ Mr. Biacar: That is all we know, that the Canadian Pacific operating 
penses would have been down $300,000 instead of up $894,000 if they had 
not had to pay $1,200,000 extra wages. 
_ Right Hon. Mr. Mricuen: That is right. 

oy The Cuarrman (Hon. Mr. Beaubien): Which means they saved part. of 
heir wage increase. 

~ Hon. Mr. Haig: How much was the saving? 

| B Mr. Bicear: More than $300,000 is the way their memorandum puts it. 
». Hon. Mr. Catprr: Mr. Biggar, if those two statements were made on the 
ame basis, you would not have this difficulty? 

_ Mr. Bicear: No. 

i Hon. Mr. Caper: The statements are based differently. 

_ Right Hon. Mr. Meicurn: No, they are not, Senator; excuse me. 

© Hon. Mr. Catper: The C.N.R. statement takes in certain betterments. 

i A. Right Hon. Mr. Meigen: I know; to account for the increased loss. The 
ne had a wage increase and saved $300,000 of that by economies; the other 


3 A wage increase, and not only has it saved nothing but it has $1,300,000 
re loss. ‘ 


- Hon. Mr. Cauprr: It may have. 
) Right Hon. Mr. Mricuen: No; this statement shows jt. 


» Hon. Mr. Buacx: I think when we get those figures before us in print 
-mMorrow it will be clear. ! 


The Cuarrman (Hon. Mr. Beaubien): How much was the increase in 
yes on the Canadian National? 

Mr. Bicear: $1,752,000. 

The Cuarrman (Hon. Mr. Beaubien): Had there been any saving made 
he Canadian National to offset that, and to what extent? 

» Hon. Mr. Hate: None. 

_ The Cuarrman (Hon. Mr. Beaubien): Wait a moment. 

_ Mr. Bracar: That is a very difficult. question. 

The Cuarrman (Hon. Mr. Beaubien): That is what we want to know. 


‘Mr. Biccar: The Canadian National operating expenses have gone up not 
' that. $1,752,000 but an additional $550,000. 


he CHarrman (Hon. Mr. Beaubien): That is it. So they saved nothing, 
added $500,000 more to their loss. 


Right Hon. Mr. Mrtcuen: And you had it wrong, Colonel Biggar. 
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‘Mr. Biccar: It is perfectly true that the Canadian National does s 
that increased prices of materials and supplies, increased snow removal, 
an increase of two days in repair shop operation have made a differe 
addition of increase— | 

Right Hon. Mr. Mutcuen: Certainly. 
Mr. Bicear: —of $1,300,000. ; io 
Right Hon. Mr. MutcHen: They give details of debits and credits 
show a loss of $1,00,000, plus the increased wages. ae 
Mr. Bracar: Yes. a 
Right Hon. Mr. Mrtcuen: Now the Canadian Pacific do not give deta 
of debits and credits, but the net result is a saving of $300,000. 4 
_ Mr. Bicear: Quite so. That is perfectly true. 
Right Hon. Mr. MricHen: That is what I told you in the first place. ; 
The Cuarrman (Right Hon. Mr. Graham): How does this suggestion stri 
the committee? We shall have some person before us to tell us a lot about thi 

thing. My own opinion is that the two statements are not made up on t 

same basis all the way through. q 
Right Hon. Mr. MretcHen: They are on the same basis, except that o 
statement gives details, and the other does not. 4 
The CuamrmMan (Right Hon. Mr. Graham): One of the complaints alway 
made is that railways do-not make up their reports on the same basis, as th 
should under the statute. ; 
Mr. Biccar: The next thing is a memorandum which I have prepared, ¢ 

which I thought would simplify the discussion with Mr. Fairweather on 1 

question of the co-operative savings. It is merely an analysis of the propos 

dealt with in which economies were recommended in Exhibit No. 29, the jo 
memorandum of the two chairmen of the joint co-operative commi 

Dividing those proposals into three parts, first, those that do not involve 

abandonments, those that do involve line amandonments by one railway an 

joint use instead of the other railway, and the third, those that involve aban 
ment of one line altogether and the withdrawal of that company from that 
The numbers of the reports in each group—I am sorry they are not pr: 

—are, in Part I, no abandonments at all, reports Nos. 1, 2, 3, 4, 9, 12, 20, 2 

27, 28 and 52. In Part II, abandonment of one line and joint use of the o 

reports Nos. 25, 30, 31, 33 and 36 and 40, 41, 55 and 60. In the third gi 

abandonment wholly by one railway’s wthdrawal from the territory, rept 
Nos. 34, 35, 38A, 39, 47, 61 and 62. | 
I think that had better be marked as Exhibit No. 37. on 
(Analysis of proposals dealt with in which economies were recommended 1 
Exhibit No. 29, filed and marked Exhibit No. 37.) ; 
The Cuamman (Hon. Mr. Beaubien): That will go into the records? } 
Mr. Bicaar: Yes. Me 
Now I am ready to go on with Mr. Fairweather. I am going to ma 
suggestion to the committee. Suppose I announce the particular subject 
the next few questions I put have to do with and indicate when I have fin 
with that subject. Then we can have as much discussion as may be desire 

‘suggest that as a way of keeping the discussion to certain points. 
. The Cuarmman (Right Hon. Mr. Graham) :You won’t get annoyed 
Biggar, if that does not really happen? 
Mr. Bicear: Oh, no. 

Hon. Mr. Hate: It will be all right if it can be followed. 
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Sg. W. FarrweaTHER was recalled as a witness and took the stand. 


By Mr. Biggar: 

. Mr. Fairweather, I have handed you a copy of that last exhibit, which 
think is quite all right. It can be corrected afterwards if necessary, but in 
e meantime suppose we assume that it is accurate?—A. Yes. 

Q. When we adjourned on Thursday you were dealing with the last of those 

ree groups, Part III of that memorandum, were you not?—A. Yes, sir. 

Q. And you will observe that the two agreements made in that group are 

ose with respect to reports Nos. 34 and 35, the agreements having been on 
15th of January, 1938?—A. Yes, sir. 

_ Mr. Biccar: Now, Mr. Chairman, I propose to ask Mr. Fairweather a few 

iestions with regard to the remaining ones in that group. 


By Mr. Biggar: 


_ Q. In the first place, Mr. Fairweather, can you tell us by reference to these 
ements how it came about that there was a difference between the amounts 
{ the savings as calculated in the agreements and as calculated in the reports 
34 and 35?—A. Well, sir, the savings as calculated in the report are in the 
ure of a preliminary estimate sufficiently accurate to justify a report to the 
utive to define policy. The savings incorporated in the agreement are the 
ngs which were found after a much more careful and detailed examination 
h had to be undertaken for the purpose of the agreement. 

Q. Were those two inquiries both undertaken by the same organization?— 
es, sir, generally speaking. 

—Q. Well, let us take No. 34, for example. In No. 34 report the savings were 
oing to be $15,454; in the agreement the savings were found to be $16,800.° It 
Id be vice versa. There is only a difference there of $1,400—A. Yes. 

Q. Now, I just want to get it clear. As I understand it, the position is that 
en that proposal came up for that particular abandonment it was considered, 
st, generally, in the Joint Co-operative Committee?—A. Yes, sir. 

@. And probably some questionnaire was prepared to submit to the local 
ers?/—A. Oh, yes. The local committee had instructions as to how to proceed. 
_ Q. Then the local committee made some inquiries and made a report to the 
t Co-operative Committee?—A. Yes. 

_ Q. And on that report of the local committee the Joint. Co-operative Com- 
ee made its report to the General Executive?—A. Yes, sir. 

Q. Then the General Executive Committee having approved of that matter 
ing back again to the Joint. Co-operative Committee after having been for 
yhile with that Joint Headquarters Committee, the Joint Co-operative Com- 
ittee proceeded to make a further inquiry of their own?—A. Well, the Joint 
0-operative Committee having received back the line abandonment approved 
olicy, then proceeded to prepare the details of the agreement. 

Q. I want to know exactly what the Joint Co-operative Committee did at 
time. Did they make an inquiry themselves or did they send it back to 
local committee?—A. Both. 

Q. Which first?—A. First, naturally, the Joint Co-operative Committee sat 

n and drafted up what they thought were appropriate heads of agreement 
icable to this particular line. 
Q. Yes?—A. Now, they left out of those heads of agreement the figures 
which the balance of burden and advantage would depend. They sent it 
en to two committees which were set up, one an operating committee to deal 
| all features of an operating nature, and the other a traffic committee to deal 
1 all features of a traffic nature. 
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Q. Are these committees at headquarters?—A. Oh, no, those were loca 
committees, because it is only a local committee that can really deal with tha 
situation. Bp 

Q. Are both of those joint committees?—A. Yes. Now, to these committee 
were given instructions which the Joint Co-operative Committee set up, an 
these instructions told them how to proceed, and, in many cases— o 

Q. Never mind. I do not want to talk about more than one case at : 
time —A. I am talking of reports. But in many items instructing the loca 
committee how they were to assess burden and advantage, of course that de- 
termined a technical matter of instruction. Then when the local committee made 
their report— a 

Q. Which? The Operating Committee or the Traffic Committee?—A. Both: 
When the local committees made their reports, those reports were collated by the 
Co-operative Committee and incorporated then into the heads of agreement 
along with the necessary figures, and this was turned over to the Legal Com- 
mittee to draft the agreement. 4 

Q. And the two legal committees ultimately completed the agreement?— 
A. Yes. a 

Right Hon. Mr. Mzicuen: Ultimately is good. 

Hon. Mr. Danpuranp: But you have failed to draw the attention of th 
committee to the action of that Joint Co-operative Committee. t 

Mr. Biccar: It disappeared. P 


1 
7) 


By Hon. Mr. Dandurand: 
Q. It lasted how long?—A. About a year and a half. 


By Mr. Biggar: 
'Q. From September, 1935, until January, 1938?—A. October, 1935. 
Right Hon. Mr. Mricuen: The other committee had it before that. 


By Hon. Mr. Dandurand: | a 

Q. The Joint Headquarters Committee lasted how long?—A. About a year 
and a half. i. 
Q. How was it composed?—A. The Joint Headquarters Committee was 
comprised, for the Canadian National Railways section, of Mr. Temple, from 
the Legal Department; Mr. C. B. Brown of the Engineering Department; Mr 
A. C. Egan, representing the Accounting Department, and Mr. Fairbairn, repre- 
senting the Traffic Department. Those were the Headquarters’ representatives, 
but they had power to add to their number such officers as would be interested 
you see. The result was that in the functioning of that committee there wer 
usually about ten officers on the Canadian National side. . 
_ And how many on the C.P.R.?—A. I presume the same number. Usually 

there would be the same number. . 
By Hon. Mr. Horsey: J 
Q. How did the Co-operative Committee instruct these other two com- 
mittees?—A. By joint written instructions, sir. : 
By Mr. Biggar: if 
Q. I should like to make this clear. This Joint Headquarters Committee 
really had this report No. 34 before them only from October, 1935, until the} 
disappeared?—A. That is right. g 
Q. Then the Joint Co-operative Committee worked at it until Jan 
of 1938?—A. Yes. . E 

[Mr. S. W. Fairweather.] 
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Q. I thought this committee ought to have some explanation of this, 
ause the complication of it rather appals me, and I think perhaps the 
mittee has not appreciated how complicated it is. I will just get it. You 
y take this and tell the committee. Can you explain that shortly? I intended 
> speak to you here, but could not get you this morning—A. Well, that is the 
chedule to the agreement summarized, the determination of the Joint Committee 
f the burden and advantage, and the division of it between the two properties. 
t starts out by detailing the line to be abandoned, which in this case was 
4-79 miles. Then there was a certain portion of that line which had to be 
onveyed to the Canadian Pacific to enable it to carry on business in Bridgetown. 
hat was 1:46 miles. So the net abandonment as far as the economics is 
meerned was 13-33 miles. The Canadian National actually abandoned 14-79 
liles, but 1-46 miles still continued in existence, so the real abandonment was 
3°33 miles. 


a 
de 


_Now, with regard to traffic in this particular case, there was passenger 
alfic—before abandonment there was really no passenger business, no appre- 
able passenger business being done by the Canadian National Railways out 


~ Q. That is the reason this is quoted as nil?—A. It is $9.45, but it is so 
rly nil that you can forget it. 

Q. But you did take the $9.452—A. We took it in, but. only as a matter 

orm. In another line it might be highly important. 

_ Q. The ultimate figures at which you arrive include these $9.45?—A. Yes, 

it in this particular case the traffic business was not any item at all. 

Now, the freight traffic amounted to about $41,000. 

+ Q. This is still Canadian National—A. This is still Canadian National, 

id there you get the reason why the Canadian National could not have aban- 

ed that line except under an arrangement; that $40,000 traffic would represent 

eater amount of money than the economy that could be obtained from 

andoning the 14 miles of line. That is the reason for co-operative action. 

- Telegraph business was not affected, because under this particular arrange- 

t the Canadian National Telegraph office was going to be continued in 

igetown. 


Express was not affected because we had withdrawn our express business 
Ss before, because it did not pay. 


te 


By the Chairman (Right Hon. Mr. Graham): 


Q. Was there a C.P.R. express service left?—A. They have an express 
y at their station, but naturally there was no competition, and it did not 
> to be taken into account. 


By Mr. Biggar: 
That is the reason why it is nil2—A. That is the reason why it is nil. 


0 


A. Oh, no sir. We had abandoned our express 

passenger service, because in that particular locati 

freight requirements of the community we could not fill 

express requirements. Consequently we abandoned those services an 
service was being performed by the Canadian Pacific line. But that all hap 


years before. 


By Mr. Biggar: 

Q. Before you leave that, let me ask you this. You have got two or t 
items there that I find it a little difficult to understand. You have “ off-h 
traffic” and “ on-line traffic.” Just explain those terms?—A. The on-line bu 
ness and the off-line earnings that are shown there—this was a step whicl 
found necessary to take in order to determine the saving. ; ; 
Q. I know, but why?—A. That ties down to this operating ratio bus: 
that I spoke about. The net value of railway traffic is a very difficult matter t 
determine, and we finally reached this formula. We said that we will take 
earnings that accrue from this particular line and we will divide those earnin 
between the earnings that can be said to be applicable to the line itself and 
earnings which are earned by reason of service on the balance of the sys 
Now, with regard to that second half, which in this case makes up—well, 
makes up 95 per cent of the earnings— a 
Q. That is $40,000?—A. $39,333. We said by agreement between the pa 
that without further examination, without an attempt to trace the cost of 
operation, we would say that it cost each company 50 per cent of the gross rev 


+o handle the business. | 
Q. Now you are getting over to the columns after abandonment, are you m 


__A. T am explaining why this is divided. | 
Q. But you are referring to the columns that have figures after abandonme 
are you not?-—A. You asked me why those two things were divided. a 
Q. But are you referring to the columns before or after abandonment? 
I am quoting from figures before abandonment. : 
Q. Yes?—A. The first step in determining the net value of the bus 
was to divide the earnings between the earnings that were applicable to a 
branch itself and the earnings which arose from service performed upon th 
of the system. . 
Q. How did you divide that? Do you mean to say that if freight aro 
this particular branch, something was done by hauling it over the branch ¢ 
something else by hauling ;t over the rest of the system?—A. Yes, and we 
a mileage pro rata calculation. i. 
Q. And you had to find out where each ton of freight that originated on wl 
branch went to and where each ton of freight that ended on the branch cal 
from?—A. Yes, we did that. ® 
Q. You had to do that, had you not?—A. That was only for car-l 
traffic, of course. y 
Q. Those figures that you had, how did they show the earnings for less the 
car-load traffic? -A. We took test periods for four months and lumped it. — 
Q. And added it to the others?—A. Yes. It did not introduce any part 
error. 
Q. The expression “on line earnings” and “off line earnings,” they me 
is earned actually on the branch itself and what is earned from traffi 
originating on or ending on the branch?—A. Yes sir. 
Q. I think there is another expression in the first column, is there not? 
there not another technical expression?—A. Well, of course, most of it 
technical, sir. a 
[Mr. S. W. Fairweather.] 
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 Q. It begins “passenger,” and then it goes on, “Freight-On Line,” then “Off 
” and then “At expense of foreign companies.” What does that expression 
vean?—A. That is the portion of the revenue that was earned by other 
yompanies. — 
Q. But how does that enter into the question of abandonment of this line?— 
You see, what you have to take into account is this, that here is a certain 
amount of traffic on this line; it is going in a certain way at the present time, 
you see, via certain junction points to connections. It is not all going to Canadian 
National destinations; some of it is going to Canadian Pacific destinations and 
some to Michigan Central destinations; it is going practically all over the world. 
And when you turn this over to the Canadian Pacific, there has to be taken into 
account how that traffic would move under Canadian Pacific routing. 
_ Q. That is why I am asking you to explain those figures?—A. Naturally 
hat means that they might not be able to retain as much of that gross revenue— 
_ @. We have not come to the point yet. You are explaining the figures in 
that column with regard to earnings on line and off line, other roads. 


By the Chairman (Right Hon. Mr. Graham): 


_ _Q. You are trying to follow that bit of traffic to seee where it goes and how 
you get the figures.—A. Yes. And you may either gain or you may lose. 


By Mr. Biggar: 


___Q. Then you go on and carry those same things into the columns after the 
roposed abandonment has been made? You do that, do you not, on that sheet? 
—A. We redistribute the traffic, we do it the way it actually moved by the 
Canadian National, and— 
me). If you do not mind, I am asking you whether you have got two columns 
here before abandonment?—A. Yes. 

~ Q. And then you redistribute that into two columns after abandonment? 
—A. Yes. 

& -@. And in doing that you cannot take all the traffic that you have got in the 
rst two columns, because there is going to be a loss of some traffic altogether? 
a Quite. 

_ Q. And as a matter of fact there is a note there that says that you are not 
allowing for a certain amount of traffic that is going to be lost altogether ?— 
Well, $619.66 gross freight revenue. 

Q. Now, in that transfer from before abandonment to the after abandon- 
ment columns, there is a note that says that the operating ratio has to be taken 
50 per cent. What does that mean, exactly ?—A. It means that we estimate 
t the cost of handling the business by either company is 50 per cent of the 
SS revenue. 

_Q. And the figures in those two sets of columns are arrived at accordingly? 

. Yes. 

_ Q. Then you carry that down towards the bottom of the page and you work 
ut exactly what the saving to the Canadian National is, and what the gain to 
he Canadian Pacific is?—A. Yes. 

_ Q. And you arrive ultimately, at the lower right-hand corner of the sheet, 
t an amount that I think, in that particular one, is $53,000 capital, and it is 
vided that it shall be paid by the Canadian Pacific to the Canadian National 
the rate of $292 a month, it is not?—A. I do not recall that. I think you 
referring to the adjustment payment to be made by the Canadian Pacific to 
Canadian National, which in this particular case is $3,506 a year. 

_Q. That is $292 a month?—A. That is $292 a month, yes. 

_Q. And there is a provision for amortising it by a payment of $53,000?— 
If you desire to capitalize it, yes. 
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 Q. There is a provision, is there not?—A. Yes. | 
Q. There is just one other thing about that that I would like to underst 
In the first of the two columns before abandonment, most of the items < 
marked “nil”. Would you explain why that is?—A. You are speaking of th 
Canadian Pacific? ' 
- Yes.—A. Well, the passenger business, they have no passenger business 
that is affected. You see, they are not going to lose or gain any passenger 
business. /g 
Q. That is the reason it is marked “Nil”? And the same thing is true o 
all those other items except one, is that not so?—A. Well, you see, I would lik 
to make this explanation. This thing here is a highly technical piece of work 
Frankly, I find myself at times giving answers that I am afraid are going to b 
misunderstood. I can generalize the things and make it plain in generalities, bu 
when it comes down to a technical statement there are implications in it tha 
one has to watch. ; 
Q. It is merely a question of explaining what that written statement means. 
—A. I know, sir, and I sincerely want to explain the situation. But I als 
sincerely do not want to say something which is not correct. The reason tho; 
things are marked “Nil” in the Canadian Pacific column, is simply this. Her 
we had a bunch of business that was coming off the Canadian National lin 
Now, we went to work and found out where that stuff was moving and over wha 
routes it moved. For instance, of this $39,330 that we had, on this partic 
freight, the Canadian Pacific, because we interchanged certain business 
them, had $1,542.50. Now, obviously that had to be taken into account, beca 
if we did not take it into account there was a benefit they were already gettin 
from our line. Have I made that plain? ; 
Q. Yes—A. That is the reason why those ‘Nils’ are down there. 
instance, in passenger, as I told you, they did not get any advantage one 
or the other in this particular set-up. The same with freight on line, natur 
they were not getting any of the haul between Middleton and Bridgetown. Now, 
when we come to the off line, they were getting some business; that is, we haul 
certain traffic from our line to a junction with the Canadian Pacific and the 
had earnings from that junction to the destination, And we had to take thi 
into account. We did not exchange any telegraph business with them, and com 
sequently it was not in the picture. And express, we did not have any, so t 
was not any possibility of the Canadian Pacific getting any business. In 
same way all the way down, before abandonment, the services performed 
the Canadian Pacific Railway on line, they did not perform any, but off lin 
connection with this $1,542, they did perform $771 worth of service, and thi 
had to be taken into account. 


By Hon. Mr. Hugessen: 

Q. That is just 50 per cent?—A. Yes. Now we come all the way do 
through that and analyse that situation as to what the Canadian Paci 
benefits and what their expenses were, so we get a net benefit. And we sai 
the Canadian Pacific, “We are getting before the abandonment a net bene 


a 
V 


Bridgetown and the traffic having been routed in that particular way.” 
we drew our position, and our net position is $3,486.96. Then we take the thing 
after abandonment and make a similar calculation. Now we found that h 
joint position was improved by the amount of the net economy, and then W 
just simply broke that joint economy up into pieces, so that we got a situa 
that if the Canadian Pacific paid us $3,500 a year we would be in a better 
tion than we were previously by the extent of half of the net economy. Von 
you may wonder why that is, if you look at the net economy and you see it] 
$16,000 and the payment is only $3,000. Obviously, it occurs to you why 

Re) 


[Mr. 8. W. Fairweather.] r 
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The answer is simply this, that whereas when we routed the traffic there 
0,000 of traffic routed, of which only $1,500 went by C.P. routes before 
nment, but after abandonment owing to the paiticular services which 
re in a position to give and which the Canadian Pacific was not in a 
ion to give, we would retain $14,000 of that traffic in interchange, although 
id not own the line. And therefore we would be retaining that amount of 
y. Therefore, taking that into account, we did not lose all the traffic. 
en if we had turned the line over to the Canadian Pacific without any adjust- 
nt we would still have enjoyed, we estimated, $14,000 worth gross revenue. 
_ LT hope I have made a fairly clear exposition of how the thing is done. 


By Mr. Biggar: 


—Q. Yes. Perhaps we had better put in that statement which you have 

plained. That will be Exhibit No. 38. 

(Statement relative to agreement of 15th January, 1938, with regard 
e abandonment under report No. 34 of the Canadian National Railways 


etween Middleton Junction and Grandville Centre, filed and marked Exhibit 
Yo. 38.) 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Will you please tell me how much of the whole traffic in that case is 
line and how much is on line?—A. In this particular case, sir, the total on 
Treight traffic was $1,631.24. The off line earnings of the Canadian National 
vere $39,330.67, and the off line earnings of the Canadian Pacifie of that same 
tic were $1,542.50. 
_ Q. As far as the traffic of your company is concerned, it is nearly all off 
ne’—A. This particular line, sir, is only 14 miles long. We found some of 
traffic was, for instance, moving from Bridgetown and going up to Ontario. 
Q. But most of your traffic was off line, it went further than the 14 miles, 
y all of it?—A. In this case, sir, every pound of it. I do not think there 
3 any local business between Middleton and Bridgetown. 
_Q. What is your on line traffic, then?—A. The on line traffic is an arbitrary 
on of the total earnings between the branch line and the rest of the 
m. Let me give you an illustration. 
Q. That is arbitrary?—A. That is arbitrary. The line is 14 miles long. 
ose there was some thing that had earnings of $100, and it moved 140 
€s, we would say that nine-tenths of it was off line and one-tenth on line. 


By Hon. Mr. Black: 
Q. That is all on a mileage basis?—A. Yes, that is all on a mileage basis. 


By the Chairman (Hon. Mr. Beaubien) : 


. That is an awfully complicated method for an ordinary mind like mine 
mprehend, I am afraid. Could you not find some simpler method?—A. 
ll, sir, I would say this. In my opinion—and it is purely my personal 
nion—it would be possible to group lines so that you would get approximately 
latural balance between them, and you would not have to go into this 
plicated analysis. But that, sir, would of course involve a degree of risk 
ne fellow was getting a little more or doing a little better than the other. — 
r, so far as I personally am concerned, I think there are opportunities 
roaching the problem in that simpler fashion. All I am doing now is 
in what we did. 

Precisely—A. As I said the other day, we did attempt to get at a 
method, that is, the Canadian National section felt it could be done 
ply, and I still think so. 
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Right Hon. Mr. MrIGHEN: The object of this, Colonel Biggar, is to she 
that the co-operative arrangement, as finally arrived at between the two system 
was a fair one? x 
Mr. Biccar: Not only fair, but very difficult to reach. ‘ 
Right Hon. Mr. M&IGHEN: I know it is complicated, but I do not thi 
anybody is disposed to question the fairness of it. “= 
Mr. Biaaar: I do not think so. There is no question about that. 


Right Hon. Mr. Mricuen: But you cannot convince me that it should ta 
three vears to work out an arrangement even as complicated as that. 


Mr. Bracar: Before we leave that I want to take the opposite case, und 
report No. 35. t 
Hon. Mr. COoré: You are passing, Mr. Biggar, from report No. 34 to repo 
No. 35? j 
Mr. Bragar: Yes. I am just dealing with Nos. 34 and 35 in the grou 
of comp!ete abandonments. ? 
Hon. Mr. Cork#: If you are going to take up No. 30 I should like to as 
a few questions on No. 34. ¥ 
Mr. Biacar: Yes. 


By Hon. Mr. Coté: q 
Q. I think I understood you, Mr. Fairweather, to say that the survey mi 
of this traffic took around four months?—A. I did not say it took four mon 
ta make the traffic survey. I said that with regard to the L. C. L. bust 
we took the test period of four months. 
@. Then how long did it take to make the traffic survey on this line 
A. I would have to refresh my mind on that. a 
Q. It did not take very long for the passenger traffic? —A. There W 
not anything in the passenger traflic at all. a 
Q. I think you had only freight?—A. In the abstraction of the data v 
regard to the freight we had to go to the freight bills. We took off from 
freight bills a detail of the traffic upon a form showing where the traffic orl 
ated, where it terminated, what junctions it moved through, what the na 
of the commodity was—things of that character. To abstract that da 
subject to refreshing my mind—I think it took somewhere in the neigh 
hood of three weeks. The balance of the time was taken in getting the 
ment with regard to the re-routing of the traffic, which was the other 
So here you had a schedule of this traffic, and then you had to sit dow 
the Canadian Pacific and re-route it. Naturally the abstraction of the | 
could not be done by the Canadian Pacific, for it was Canadian National tr 
and we had to abstract it. Then we had to sit down with the Canadian Paéi 
and re-route it. That took a very considerable amount of time in this p 
tieular case. I think it ran into several months. If Iam correct, I think fr 
the time we originally sent the agreement to the Canadian Pacific until - 
got it back approved would be a matter of four or five months. q 
Q. Well, we have three weeks to get off your original data and five mon 
before the Canadian Pacific acted?—A. Before we got the thing agreed 
as being the agreed traffic data. 
Q@. When was that freight survey made?—A. I would have to re 
my mind on that. 4 
@. Personally, I wish you would——A. In July, 1936. 

Q. It was started in July, 1936?—A. Yes; this particular thing. 
@. The report is dated November 2, 1934?—A. Yes, sir. | 

Q. So between those two dates there was nothing done?—A. Well, 
may I make a little explanation of this thing, because I do think it is desire 
to understand this. I do not want it inferred that I am giving an expl 
[Mr. S. W. Fairweather.] 
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r ju Peto: What happened was this. The joint co-operative committee 
t get this particular data until November, 1935. Consequently any 
that elapsed between the date of the report. and November, 1935, was 

fault of the joint co-operative committee. Now, we started in November, 
35. The first thing we did—and I am speaking now for the Canadian 
ional section—was this. We said, “Let us approach this thing in a simple 
nner and try to group lines. Let us try to set up groups of lines which 
1 be in natural balance.” 


By the Chairman (Right Hon. Mr. Graham): 

~Q. What do you mean by “natural balance’?—A. Just a saw-off—a 
lorse-trading proposition. 

me). It sounds a little political—aA. But, sir, we found that that was not 
im acceptable proposal. 


i By Hon. Mr. Coté: 
[ @. What do you mean by agi gc said, “Let us do this.” Did you 
p that to the C. P. R.?—A. Oh, 
~Q. Have you any reports on: aul We have an exchange of corre- 
Me icnce 
~ &. Where you made some proposal of exchange?—A. We made a sug- 
cestion of approaching it by grouping into lines, ere we hoped would be 
n natural balance. 
Fo. Did you mention any particular lines that were to be exchanged?— 
\. T-am not certain of that. I think we dealt with the principle, and by 
a: tration— 
' Q. The principle was adopted in report No. 32—A. But we had a lot 
ines, and I can only say that we did this. Now, when we found that that 
roposal was not acceptable, we turned our attention to seeing what we 
aid do in any other cases. As a matter of fact, I may say this, that in dis- 
ussing this situation, the balancing of lines and one thing and another, we 
fed the executive whether these lines were to be more or less balanced, or 
ether they were to be proceeded with individually. We did not get a 
ly from the executive directly, that is, officially, but early in 1936 we 
arted in to develop these reports. along the line that I have been indicating, 
d we chose the Middleton-Bridgetown and the Linwood-Listowel lines as 
t cases. So that from October, 1935, to July, 1936, was consumed in trying 
get groupings. Then in July, 1936, we abandoned the attempt to get 
pings with regard to most of these lines and proceeded to get this data. 
is the history of it, sir. 


By Hon. Mr. Buchanan: 


38 What do you mean by groupings? Did you plan certain lines of your 
wn to be abandoned in certain territory and certain lines of the other roads 
he abandoned in other territory?—A. Yes. My feeling was this. Here 
re the Middleton-Bridgetown and Linwood-Listowel Lines. I was prepared 
Wa tn that on a reasonable examination of the property we would say, 
a now, we will let one line offset the oes 


JRA 


By Hon. Mr. Gordon: 


~Q. Was not the great delay caused in reaching a conclusion attributable to 
act that the different committees were comprised of men already loaded 
heir different jobs?—A. That is undoubtedly an important factor. Cer- 
speaking for the Canadian National Railways, I can say that our staff 
n to a minimum, and when men are working on things like this they 
‘mnot be working at their routine employment. That is quite true. 
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a Q. The length of time these men can devote to this must be ver 
A, It is limited by their other duties, there is no doubt about tha 
there is really no way out of it, because it 1s only men who have the kno 
who can deal with it intelligently. If you thought you could deal with | 
py taking on clerical staff as far as the clerical work is concerned, you we 
not make any advance at all. 
Q. If, as we are led to believe, millions can be saved in some way, coul 
‘not be arranged that these boards would be composed of men who could 
their whole time to it?—A. Well, that can be done at headquarters, I q 
admit, but I do not see how you can take a local situation in the field and ¢ 
with it intelligently except by men who know all about it. Take Middleton. 
Bridgetown. You had to go to the local superintendent who knew the situatioi 
and he had to be taken into conference. He had to be in a position to give 
advice regarding all these operating matters. The same is true of the local traffic 
people. It seems to me very obvious that that must be so. If you pulle 
man in and said he was going to be charged with all this operation, he wo 
be dealing with a local situation. How is he going to get the information? 
-Q. Much of this information which you have given regarding the 
passed on is going to come in later on in some way so that you won't hav 
spend so much time over again on every little line that comes up before you 
A. I am certainly hopeful of that. And I say this: it is our experience tha 
subsequent cases the time consumed has been less than it was on Linwood 
Listowel and Middleton-Bridgetown. 


By Hon. Mr. Coté: a 

Q. You stated to me that it was early in 1936 that the Co-operative C 
mittee took on the job of investigating No. 34—A. In 1935, sir, October, 198: 
Q. That is when the Headquarters Committee passed out of existenet 
—A. Yes. i 
Q. Then the Co-operative Committee took it on?—A. Yes, sir. 4 
Q. Then there was a period of three weeks covering that freight survey- 
__A. No, no. There was a period from October 1935 to July 1936 in which. 
attempted with the Canadian Pacific to make a comprehensive grouping. 
we failed to do that. If we had been successful we would have had a 1 
amount of mileage advanced. a 


By Hon. Mr. Calder: ) 

Q. That matter had to go to the executive?—A. Yes. By 

Q. And they had to decide on it?—A. So far as I know we never receive 
official advice. a 
Q. You know they did not approve—A. I do not think that can be said 

but what I do know is this, that we proceeded with the C.N. question with 
consent of the C.N. executive to make these arrangements. q 


By Hon. Mr. Hag: j 

Q In July?—A. In July. But so far as I am aware, we never receiv 

a formal report from the Canadian National and Canadian Pacific J 
Executive. i 


By Hon. Mr. Gordon: : 
Q. Therefore you assume the report has been pigeon-holed?—A. That is 2 
assumption. 4 


By Hon. Mr. Cété: q 

Q. In July, 1936, your activities started on this scheme. ‘Then you sa 

there was another period of four or five months before the figures supplied | 

the freight survey could be further analyzed?—A. Yes, sir. ‘ 
[Mr. 8. W. Fairweather. ] 
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. And the diversion of traffic could be scrutinized?—A, Fes esi, 

_ Q. And it was another four or five months before both railways had anything 
hat?—A. Yes, sir. 

_ Q. That would take us to the end of 1936?—A, Yes, sir. 

_ _Q. Then at that point what was in the way of reaching an agreement?— 

A. Well, now, I will explain that, sir. While we agreed to go ahead with these 

ines in that Canadian Pacific section, we said they had to go ahead in pairs. 

We said we wanted another line in which the shoe was on the other foot, because 

there would be all sorts of things in which a decision might be favourable to 

one company or the other. 


By the Chairman (Right Hon. Mr. Graham): 


_ Q. That is, the lines would go in pairs?—A. We wanted that so that if the 
Canadian Pacific used an argument that we thought was not quite right we 
would be able to say, “ That applies with equal force to the other line,’ so that 
we would be able to get that element of fairness into the agreement which we. 
thought desirable. I will say this: the Canadian Pacific section joined with us 
n saying that would be a proper procedure. 

___Now, the other line was Linwood-Listowel, and while the Middleton- 
Bridgetown line was a fairly simple proposition from an operating standpoint, 
the Linwood-Listowel line took a very long time before the Operating Committee 
could come to an agreement as to what the operating economy was; and that 

plains the balance of the delay, sir. 


By Hon. Mr. Cété: 


Q. No. 34 was held up by No. 35?—A. That is, broadly, a correct statement, 
_ Q. You wanted the two abandonments to move together?—A. We wanted 
them together, yes. 
_ Q. How long was it held up on account of Listowel? How long was No. 34 
held up on account of No. 35?—A. I would not want to say exactly, sir, and I 
want to say with regard to Middleton-Bridgetown that when we thought we had 
closed we found we hadn’t and had to go back at the last minute and make 
me corrections to the operating figures to Middleton-Granville. With that 
ervation, the explanation is correct. We wanted the two lines to move 
ether. One of the troubles with the Linwood-Listowel was express, which 
s not present at Middleton-Bridgetown.. But here it was present in a very 
mportant way. We wrestled with the express situation for a long time, and 
ally arranged a joint conference in which the Canadian National and Canadian 
cific representatives sat down together, and in an afternoon we threshed out 
solution of that difficulty. It was a good piece of work, but before we got 
that point we had a lot of disagreements as to how to handle express. 

The Cuarrman (Right Hon. Mr. Graham): Now, we have had No. 34, 
d have gone into No. 35. The suggestion was that 34 and 35 be really 
considered together, to show the one class of problem with each road. Now 
‘shall we take up No. 35? 


By Mr. Biggar: 


QQ. Now, you have a corresponding statement in the case of 352?—A. Yes, sir. 

Q. Built up in much the same way—I think exactly the same way. I do 
know whether it introduces any new factors?—A. Except express and 
elegraphs. 


+ 


_Q. The statement is calculated in the same way?—A. The framework is 


Q. I think we had better have that to compare. It is the Canadian Pacific 
donment?—A. Yes, sir. 
(Statement re Canadian Pacific Linwood-Listowel abandonment filed, 
arked Exhibit 39.) 
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Q. Now I observe that in the report with regard to these two propo 
the Middleton-Bridgetown abandonment was supposed to yield an economy of 
$14,454" and the Linwood-Listowel $29,725.—A. Yes, sir. o 
Q. As a matter of fact, when you worked the thing out in detail and with 
accuracy, the Middleton-Bridgetown item went up to $16,800, did it not?— 
A. I think it decreased a little. | 

Q. $16,800 in the agreement, and on the other hand the Linwood-Listowel 
came down to $13,000, did it not? 4 

Hon. Mr. Murvocx: It is the other way about. The estimate of Linwood- 
Listowel was originally $13,000. - 

The Wrrnuss: I think you have the figures reversed. 


By Mr. Biggar: q 
Q. My point really was that those two looked as if they were not im 
balance originally. The figures looked as if they were within $3,000 of one 
another?—A. Yes. ‘ 
Q. Or within $13,000, whereas ultimately they came down to within $2,000 

of one another?—A. It is the other way, sir. 
Q. My point really is that the whole situation with regard to sawing off 
changed as a result of the detailed examination you made?—A. Yes, sir, that 
is true, and if you take limited groups this is true of many of those co-operative 
arrangements. If you take limited mileage or pooling arrangements you will 
find that what you thought was approximately correct turns out, when looked 
at closely, to be wrong; but if you take a large number you will find that on 
the generality your original conclusions are not very far out. Be 
Q. Now, you have only reported to the Executive Committee on five other 
cases of that kind, have you not?—A. On report 32? a 
Q. On report 32.—A. Yes, sir. % 
Q. That is not large enough for grouping, is it?—A. I think so. Taking the 
total mileage it is fairly extensive. I think it could have been arranged im 
eroups. That is my personal opinion. m 
Q. And there would have been as much difference between your intro- 
ductory report and the final agreement as in the case of Linwood-Listowel.— 
A. May I make my position clear? As far as I am concerned, there are 
economies that are desirable in the interest of the nation, economies that cai 
be put into effect; and as far as I personally am concerned, I am satisfied tha 
if these economies are there, and if there is a reasonable apportionment of then 
between the properties, I do not think it is in the interest of the country to hol 
up the abandonment while you are fighting over a division of a few dollars 
of burden and advantage. That is my opinion. _ } 


By Hon. Mr. Buchanan: % 

Q. Under that grouping system how many miles would have been affected? 
__A. Somewhere around 200 miles, on that particular thing. And then we ha 
the Report 23 cases, but as far as I am concerned the Report 23 cases can Dp 
grouped just as well as the Report 32 cases. 


By Hon. Mr. Casgrain: ; 

Q. It is true that there are two persons per railway line in the United Stat 

for every one that we have in Canada?—A. Yes, the density of population pi 

raile is greater in the United States. | 
Q. Twice?—A. Approximately twice. 

Q. And the roads are all bankrupt? Everybody knows that? 


By Mr. Biggar: 

Q. Just to finish Report 32 cases, can you tell us briefly what the positio 

‘of those other five cases is?—A. Yes sir. This is part three of your statemen 
[Mr. S. W. Fairweather. ] % a 
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re explained Middleton Junction-Granville Centre, we have explained 
vood-Listowel. Now, Report 38-A, Louise-Deloraine— 

). What is the position of it now?—A. The position of it now is that the 
ic report has been completed and the operating report has been completed, 
{ I were not in attendance at this Committee I think that that report would 
anced very quickly. It is just in the situation to be closed up. 

Q. And he next one, No. 39?—A. Reston-Wolseley, that requires a special 
anation. I said that in July 1936 we agreed, although we had not received 
etions from our Joint Executive on this reference to have a grouping, 
we would proceed nevertheless with the preparation of agreements on all 
e lines, because in any event the data we had would be useful. And in 
aking that arrangement the Canadian Pacific Railway reserved from the 
oup of lines which they were willing to prepare data on, Reston-Wolseley, 
‘the Canadian National reserved in this particular groupe none. But I 
t to make clear that the Canadian National also reserved certain lines. The 
adian National reserved the line from Bala to Wanup, that is. north of 
oronto ; and the Canadian National also reserved the line from Bird’s Hill to 
st Selkirk. 

ia By Hon. Mr. Casgrain: 

 Q. Is that passenger or freight?-—-A. Abandonment of lines, sir. 


a By Hon. Mr. Hugessen: 

i -Q. That was under Report 23?—A. Yes. But I want to make this plain, 
cause I did not want to give a false impression that the Canadian Pacifie had 
rved a line in this group and that we had not. Actually we reserved a line 
Bala to Wanup and from Bird’s Hill to East Selkirk. Both of these were 
Report 23 cases. But with regard to all the rest of them we agreed to go on 
ind prepare data for the agreements. 


By Hon. Mr. Dandurand: 
~ Q. It covered how many miles?—A. The Reston-Wolseley is 122 miles, the 
ala-Wanup is 141 miles and the Bird’s Hill-East Selkirk is 15 miles. 


5) 
By Mr. Biggar: 

Q. There has been nothing done with regard to Report 39, Reston-Wolseley ? 
No. 
Q. That is the position?—A. Yes sir, nothing has been done. : 
Q. Then, Report 47, St. Canut-Cushing Junction, what position is that m?— 
hat is in the position, as I recall it, that the traffic study is pretty well 
long and the operating study is completed—no, I have just got them twisted; 
; is the other way around: the traffic study is completed and the operating 
y is well along. 
-Q. And Report 61, Dranoel-Medonte?—A. Well again, sir, that is fairly 

advanced. 
- Q. And Report 62, Ste. Therese-St. Eustache?—A. That is almost done. 


a 


: By Hon. Mr. Casgran: 

_ Q. How much does that make altogether?—A. The economies— 

ee Q. Not the economies, but the mileage?—A. The mileage in this particular 
oup,—I will have to add it up. For 37 miles agreements have been completed, 

id there are 158 miles more for which agreements have been advanced. 

_ Q. Supposing it is 200 miles, that is not much in 40,000? 


By Mr. Biggar: 


. Having regard to the settlement of two agreements in the first two 
Yo. 34: and 35, you ought not to have any difficulty in principle on the 
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: Mime i rh 
remaining five?—A. I do not think so, sir. As a matter of fact, they a 
well advanced. 4 


By the Chairman (Hon. Mr. Beaubien): - 

Q. Tell me, Mr. Fairweather, before an agreement is consummated and 
into execution, you make an estimate?—A. Yes. 
Q. I suppose that is pretty well proved after the agreements are put i 
effect? It is easy to check that, is that right?—A. No, it is very difficult 
check it and we do not want it checked, and we do not have any intention 
check it. That is one of the things, sir, that we had to get out of the w 
because may I say to you this, that railroaders have been brought up in 
tradition of not wanting to make definite decisions. That is, if you had 
arrangement like this, the typical railroad arrangement would be to make 
continuing traffic pool. They would make a continuing traffic pool and tl 
they would for ever and a day continue an accounting of that pool, which woul 
be an expensive procedure. Now, one of the things that we had to sweep aw: 
was that old-fashioned idea that those things had to proceed along that li 
and I think we did that, and in doing it we did a good job, if I may say so, 
you had approached those things from the old-fashioned idea you would h 
got your economies quicker in the first instance, but you would have been 
ever and a day saddled with an accounting with regard to each one of th 
lines, and that accounting would eat up the economy. 


By Hon. Mr. Buchanan: 
Q. I would like to clean up a matter. You spoke of having taken im 
consideration what I understood to be a policy of grouping, by which 3 
would abandon certain lines of one railroad against certain lines of anot 
railroad. I asked you a question, a few moments ago, as to how many m 
would have been abandoned under that system, and you said 200 miles. 
I thought it was a wider abandonment that you had in mind, and the execut 
was considering that for some time?—-A. Well, sir, when I said 200 miles I: 
speaking roughly of those abandonments under Report 32. But the group 
idea applies with as much force to the other type of line abandoned as it d 
to the Report 32 type. That is, there is no more reason for the one than 
the other. If you give one person running rights over your line between A and 
the line being of the same general character as the’ other fellow’s line, th 
is no reason why you could not give the other fellow running rights correspond 
over your line, that is swap running rights. It can be done. And it was 
the hope that something along that line could be done that we tried to explor 
_ Q. How many miles would be affected in that way ?—A. Oh, we had alre 
in er somewhere around 700 miles of line, and we had another bunch und 
study. A 


By Hon. Mr. Horsey: 
Q. Joint running rights?—A. It might be joint running rights, or withdrai 
of territory,—anything you please. We wanted to carry the principle to simplia 


By Ion. Mr. Hardy: ' 
Q. When you say “we” whom do you mean?—A. I mean the Cana 
National section. We advanced that idea. 7 


By Hon. Mr. Dandurand: 

Q. When you are examining the possibility of abandonment of line, § 
lines as you have just mentioned, upon which you are working, are you 
sidering the question of serving the public, along with the question of econ 
Do you consider the effect upon that territory?—A. Yes sir; we have to 
that into account. If we did not, we might find ourselves in the position 
(Mr. S. W. Fairweather.] (a 


wg 


yt 


Bh) 


Boe N81 "RAILWAY. CONDITIONS | 151 


: osing Ro tuable traffic to the joint Fest or we would find ourselves in 
position of having recommended an abandonment of such an absurd nature 

the Board of Railway Commissioners would not consider it in the public 
est. 
"0, Because every one of those agreements must go to the Railway Com- 
uission?—A. Yes sir. NX 


By the Charman (Right Hon. Mr. Graham): 


 Q. It struck me, in listening to most of the questions and the answers, that 
Be seemed to be only two interested parties in this, the two railways. Now, 
e dollar that the individual loses in accommodation is just as big a dollar as 
he railways’ dollar, and there are far more of those individuals’ dollars than 
there are dollars invested in the railways?—A. Many more, sir. 

- Q. In discussing this, I think we ought to keep in mind what the leader, 

Senator Dandurand, has drawn attention to, that by far even in cash the most 
we lies not with the railways, but with the people, in service to the people? 
A. Quite. 
: Q. If you take away service that is worth $50 to me, to make $30 yourselves, 
ou are “doing” me. That is not in the public interest—A. May I illustrate 
hat, Mr. Chairman—I can best illustrate that point, Mr. Chairman, not from 
co-operative line abandonments, but from our own exclusive line abandon- 
nts. Now, I happen to be chairman of a committee to deal with that situation. 
went over the map of Canada and we listed, 1,800 miles of Canadian National 
that did not seem to be earning its keep. Now, we took off with regard to 
t all the pertinent data of those lines. We had to reject 1,200 miles of that 
00, because we could not, in our judgment, substantiate an abandonment. 


By Hon. Mr. Copp: 


Q. Before the Railway Commission?—A. Before the Railway Commis- 
. Then we made up a list of about 600 miles that we thought we had 
easonable chance on, that is that the economies there were so manifest 
t there might be a reasonable expectation that the loss to the public 
reason of lost railway service would be made up by the economy which 
railway would secure in about 600 miles. We sent them to the Board 
of Railway Commissioners, and the Board gave us about half of them and 
Tejected about half. That, sir, I think, puts the case as clearly as I can 
ut it. We looked at it from nothing except the railway standpoint when 
had 1,800 miles that we considered should be abandoned. When we looked 
it from the standpoint of reasonable public service, we cut it down to 600. 
Vhen we sent it to the board, the board cut it down again to 300. 


By Hon. Mr. Coté: 
Q. Those were non-competitive lines?—A. Yes, they were non-competitive 


By Hon. Mr. Casgrain: 

~ Q. When you come before the committee next time Mr. Fairweather, will 
1 kindly prepare yourself to answer this question: Why should Saskatchewan 
e four miles of railway per head of population when Quebec has only 
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The Committee resumed at 4 p.m. 


i By Mr. Biggar: ‘ 
-Q. Now, Mr. Fairweather, let us turn to the proposals involved in aband 
ment of one line and the joint use of another. That is Part II of Exhibit No. 37, 
I think we can run over that quickly. The first report is No. 25, which is dated 
December 7, 1933. I understand that an agreement was reached with regard 
to that on August 1, 1935, and put into operation on April 26, 1936.—A. Thai 
is correct, sir. A 
Q. Now, the next one is the St. Johns-Farnham abandonment. You had 
better tell us what was the reason for the delay of about eighteen mont 
between report and agreement, and the delay of about eight mont. 
between agreement and operation?—A. Well, sir, that was the line, or one 
them, in which the headquarters committee undertook to prepare the agreeme 
Q. Isee. And they did not get any further than that. I imagine the nex 
agreement was prepared before they ceased to operate?—A. Yes, sir. a 
Q. The next one is report No. 30, of February 10, 1934, with no agreement 
yet. That is the Bala Park-Wanup abandonment. Is that the one you were 
referring to this morning?—A. I referred to that this morning as being a line 
which the Canadian National reserved from the preparation of agreements, and 
nothing is being done with regard to that particular line. a 
Q. Then No, 31, dated March 23, 1934. Agreement on October 1, 1936, and 

in operation July 1, 1936. That is the agreement relating to Grand Falls- 
Edmundston—A. That, sir, is the companion abandonment to report No. 26, 
St. Johns-Farnham. a 
Q. None of those I observe are agreements. In respect of reports Nos. 33 

36, 40, 41, 55 and 60 that applies—A. No, sir; but with regard to those the 
committees are at work preparing the data on operating and traffic features 
Q. I have looked at those two agreements made, one with respect to repor 

No. 25 and the other with respect to report No. 31, and I find they run to about 
forty pages each—A. Yes, sir. 4 
Q. Will all these agreements be of the same complexity?—A. Not if I have 
anything to do with it, sir. That is one of my ambitions, that those agreeme 
can be simplified. f 
Q. I see. I have read them over, and they seem to be very specific om 

the points they deal with. Do you think some points could be disregarded?— 
A. I think so, sir, but of course that is only my personal view. , 
Q. Do you want to say anything about the delay that has occurred in regar 

to those, in view of the fact that two agreements of that kind were settled 
1935?—A. I do not know that I should like to add anything except one com 
ment, and that is with regard to report No. 55 and report No. 60. The comme at 
J would make is this, that the delay is not always expensive. With regard t 
report No. 55, which is the North Bay-Yellek abandonment, Yellek is— 
very small station about seven. miles west of North Bay. This line aba 
donment which you see here is the line abandonment which is the remn 
of a much larger abandonment that we studied, the abandonment from No 
Bay up through to Capreol, about ninety miles; but we could not sati 
ourselves that it was feasible to abandon the larger mileage. Also th 
was a question of a joint station at North Bay, because you could not 
anything with regard to this particular abandonment unless you came into agr 
ment with regard to a station at that point. In this particular case when we fi 
looked at it traffic was at a low ebb and the Temiskaming and Northern Onta 
Railway was also affected. We got together with them and more or less agr 
that we could use one of the tracks through their yards as a connecting tra 
for the abandoned section. 4 
[Mr. S. W. Fairweather. ] mae 
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oe the Chairman (Right Hon. Mr. Graham): 


4 That is the Ontario Government Railway?—A. Yes. When we pro- 

ed to make the detailed examination upon which the agreement is based, 
und that under the changed traffic conditions the T. & N. <c said that under 
se conditions as they now stood and with the traffic moving through the 
rth Bay yard, they could no longer go along with the proposal, and if we 
vanted to do it we would have to build a line of our own. That meant we were 
aced with an expenditure somewhere between $200,000 and $400,000. That 
yeing so the economy disappears. Now had we gone ahead with that particular 
greement, and had it in fact turned out subsequently that the track was in- 
adequate, we would have had to spend from $200,000 to $400,000 to remedy the 
ituation. 
_ A similar situation is found in report No. 60. That is a peculiar illustration 
yf how in a country like Canada it does not pay to be too dogmatic with regard 
o a line abandonment. Here we had two lines running north out of Montreal, 
me a Canadian Pacific line which had been established for a good many years, 
the other a Canadian National line which had been built in fairly recent years, 
Think around 1925 or 1926. The Canadian National line was built to give a 
| jrect connection through to our main line to Quebec. It also gave us a direct 
connection to the north. Looking at this thing when we did, we reached the 
| decision that one line could do the work of both, that is, the Canadian Pacific 
was using its line for nothing except its mountain service. We figured it could 
take on the mountain service of the Canadian National and also the train service 
between Montreal and Quebec of the Canadian National. We therefore reported 
it to the executive, and the executive approved of it. When we came to make 
ape detailed agreement after this period had elapsed, we found this condition, 
that owing to the development of winter resorts up in the Laurentian Mountains 
he capacity of that piece of track was already taxed with Canadian Pacific 
rains, and if we tried to put Canadian National trains on that track in addition 
re would be forced into an expenditure of a quarter of a million dollars for 
mprovements. 


By Mr. Biggar: 

_ Q. I suppose a block system?—A. Yes, a block system of signals; and if the 
hing keeps on growing we might be forced to double track. This “particular thing 
lustrates, as I say, how careful one must be in a dogmatic statement that a 
articular line is dead or naturally redundant. Consequently in both No. 55 and 
. 60, the conditions having changed so much beyond our expectation, we have 
d to modify our conclusions, and now in neither of these cases are we sure we 
hould go along with the abandonment. 

_ Q. That is all I have to ask Mr. Fairweather about this Part II joint use 
ind abandonment cases. Are there any questions? 


By Right Hon. Mr. Meighen: 

Q. Mr. Fairweather, I have been living in Toronto and have been hearing 

tor a long time that the same sensible arrangement was being come to with 
respect to one railway taking over the switching at Leaside and another at 

| Mimico. 


Mr. Biccar: That is in the other group, Senator. We have not come to 


m Mr. Brocar: Yes. 


a 4 Hon. Mr. Meicuen: I do not see any necessity for going over the 
tails. 
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: By Hon. Mr. Haig: 
Q. Before you leave them I want to ask again sab the East Selk 
abandonment. It is No. 36. You told me the other day, Mr. Fairweather, t 
on account of the development of industries on part of the line you did not w 
to abandon it. But that can apply only to the line from Winnipeg east 
Transcona back through Transcona, being pretty well what we call Elmwo 
locally. That is fifteen miles. There can be no industrialization there, fr 
Elmwood to Selkirk, because the country is composed of small forty-acre farm 
I do not see why that arrangement cannot be put in at once. If not, wh 
not?—A. There, sir, the industrial plant to which I referred is located n 
the end of the line out from Winnipeg that is proposed to be abandoned. 
@. That is the pulpwood at Pine Falls?—A. No, it is an industrial plant i 
the C.I.L. It is located about five miles from East Selkirk. 4 
Q. Is there much traffic off that?—A. It so changed the picture that in th 
- opinion of the Canadian National executive it was not desirable to go along wit 
the preparation of the agreement. 
Q. That is the explosives plant at East Selkirk that manufactures dynam 
and that kind of thing?—A. Yes, sir. It so changed the picture that the Canad 
National executive said, “Here is traffic which we should not surrender.” W 
planned abandonment at one time, but, as I have said, a factory came in there, 
and naturally it made the abandonment less attractive. 
Q. That used to be the C.P.R. main line. Now they go another way, 
Their line cannot be very busy either?—A. I quite agree with that, sir. 
Q. If you cannot unite those two lines you can never unite any in Canads 


By Mr. Biggar: 


@. We can turn now to the proposals not involving abandonment. They ar 
contained in Part I of Exhibit No. 37. They were all except two put into fo 
fairly promptly, were they not, Mr. Fairweather?—A. Yes, I would say so, sit 

@. The first is No.. 1. There is no date to the report, but it was put 
operation after agreement on June 16, 1933. No. 2 is about the same thing, 
agreement having gone into operation on September 1, 1933. No. 3, also with 
any date, was put in operation on July 3, 1933. Then report No. 4 was dated 
March 7, 1933, and came into operation on April 2, 1933. No. 9 is dated Jun 
22, 1933, and came into operation November 13, 1933. Report No. 12 is date 
September 18, 1933, and came into operation November 1st of the same yeal 
Report No. 20 is dated October 4, 1933, and came into effect on March 1, 19. 
Report No. 22 is dated October 31, and came into operation on December 
of the same year. Report No. 24 is dated December 1, 1933, and came i 
effect January 1, 1934. Then we have report No. 27, dated December 19, 19 
but i+ has not yet come into operation. That is the Leaside-Mimico jo 
switching case to which Senator Meighen referred. Now will you tell us vi 
has stuck that? That is Leaside- Mimico. 

Right Hon. Mr. Mricumn: It seems very simple. One was going to do th 
switching at Mimico-Swansea, and the other at Leaside, but it is still in stat 
quo. A 


By Mr, Biggar: 
Q. What did stick that?—A. That is report No. 27? 4 
Q. Yes.—A. That was an attempt by the Joint Co-operative Committee t0 
develop an economy in terminal operation, and we used it more or less as @ 
test case. We had a similar one out ‘at Portage la Prairie—at least, it was 
similar; that is hardly a correct phrase. We had a situation at Portage i 
Prairie— 4 
Right Hon. Mr. Metcuen: The two cities are much alike. 
[Mr. S. W. Fairweather. ] 
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trnEss: There we were able to solve the problem by arranging that 
th the Canadian National would perform the work and the next month 
» Canadian Pacific would perform it, and it made a satisfactory arrangement. 
By Mr. Biggar: 
'Q. That is report No. 12?—A. Yes. 
. Yes?—A. Then we looked around to see if we could find other illustrations 
» same thing. We found they were rather scarce, but down in Toronto we 
4 on this situation. We worked around for quite a long while to try to get 
lance between the companies, because, you see, we tried to do it without the 
mplication of a traffic pool, and we wanted, therefore, to get the traffic that 
yeh company was exposing to the other’s service approximately equal. 
 Q. “ Exposing ” is an unfortunate word, is it not?—A. It is correct, I think. 
nt it just that way. 
. You mean running the risk of being handled by the other?—A. I was 
to explain that among railways one of the features which is considered 
desirable is that when you solicit traffic you are able to give service. 
u are in the position of soliciting and someone else is performing the service 
re not considered to be in as favourable a position as you are when you are 
h soliciting and serving. 
-Q. Exactly—A. In this particular case, you see, in the Mimico-Swansea 
the Canadian National would be serving traffic that the Canadian Pacific 
be soliciting. 
. And vice versa?—-A. And vice versa up the other line, in North Toronto- 
de, where the Canadian Pacific would be performing the switching service 
the Canadian National would be soliciting the traffic. If this had been 
rely outside the free switching zone or interchange zone it would not have 
zen a factor, but you see, either party could go in and solicit that business. 
we had quite a lot of trouble with that, and we wanted the Canadian Pacific 
hrow in as a make-weigh the switching line down on the water-front, which 
ought they were in a position to switch effectively, because we did not think 
e was a sufficient balance between those two lines. Well, eventually we 
eed to report it to the General Executive, and the General Executive approved 


an 
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. That was on the 19th of December, 1933?—A. Yes. Then subsequently 
anadian National Executive asked the Canadian Pacific Executive—that 
Joint Executive—to refer this thing back to the Joint Co-operative Com- 
e to test out whether, in fact, it was a reasonable arrangement, because 
anadian National Executive had some doubt about it. 


By Right Hon. Mr. Meighen: 

. I thought the Joint Executives had agreed?—A. They had originally. 

_ Q. But nothing is final with you people at all—A. I can only tell, sir, as 
arly as I can, what happened. 


By Mr. Biggar: 

-Q. I find in the minutes of the Joint Executive Committee that report No. 

/ was considered on the 23rd of October, 1934, and referred back to the Co- 

verative Committee, and was not finally approved until the 4th of February, 

86.—A. That explains it, sir. When I said they had approved it, I was in- 
ect: They had considered it. 


By the Chairman (Right Hon. Mr. Graham): 


2. I have got lost, I admit, in all these joint co-operative committees, joint 
tutive committees and so on. Do they all work harmoniously?—A. Well, 
niously as possible. 


t Hon. Mr. Mrtcuun: They did agree two years ago last February. 
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By Mr. Biggar: a 
Q. Perhaps you might direct yourself to the reason why this ha: 
happened since February, 1936?—A. I was going on to that, sir. Then it got1 
a position in which it was one of those cases upon which we had to prepare 
agreement, and by the time that took place there were evidences that the econo 
on the North Toronto-Leaside line was no longer there in a magnitude wh 
would justify the situation. ; a 
Q. You mean proceeding with the agreement?—A. As a matter of fact, as 
recall it, a preliminary review showed that it would be taking work away fre 
Canadian National men and simply turning it over to Canadian Pacific m 
and the Canadian Pacific would be put in the position of being able to call 0 
another crew to do Canadian National work. There was little or no econo 
in North Toronto-Leaside, because what had happened in the interval to trafhe 
the North Toronto-Leaside line was that it had reached a point where the 0 
switching trick for the Canadian Pacific and the Canadian National could n 
do all the work, you see. & 
Q. Yes?—A. Now, that left a situation under which there was no econor 
in North Toronto-Leaside. 9 
As I recall it, at Mimico-Swansea there was still an economy, but that 
you went ahead the pair were no longer in balance, and you would simply h 
been transferring work from the Canadian National to the Canadian Pae 
Q. You mean that when it got back to you in 1936 the economy — 
no longer there?—A. Yes. 4 
Q. The offer of economy?—A. There would be a little offer of econom 
but it was small. Then it had this other situation in it, that Canadian Natior 
employees would have been displaced, and Canadian Pacific employees wot 
not have been displaced. Faced with that situation the Canadian Natio 
section of the Joint Co-operative Committee approached the Canadian Pag 
section saying to them, “Now, conditions have changed materially and” 
think it ought to be studied under the new conditions, because we are no long 
satisfied that the economy is there or that the balance is there.” The Cana 
Pacific section of the Joint Co-operative Committee refused to do that. 
with that situation we reported the thing to our own executive. We said 
are under instruction to prepare this agreement. We no longer think 
agreement is applicable; we think conditions have changed and that the qu 
tion should be studied anew.” ‘ 
Q. That would be the third time——A. Well, yes, let us say the third 
And that is the question in which the thing is at the present time. 
Q. And it has not yet been studied the third time?—A. Not the third 
Q. Now, I observe with regard to report No. 28, which is the next 0 
that it was dated on the 29th of January, 1934, and that the agreement, wh 
was made in March, went into operation on the 11th of March in the same ; 
We have only one more, No. 52, with regard to joint facilities in Ott 
The report was made on the 8th of October, 1935, and there has been 
agreement yet. What is the explanation of that?—A. The explanation @ 
is pretty much along the line of the explanation with regard to the ] 
switching. sf 
Q. You mean conditions have changed?—A. We made a study, % 
they worked out a plan that would seem to fit the circumstances. Then ¥ 
we proceeded to work out the detailed agreement the local officers, wh 
to carry on the work and who were responsible for the prompt despa 
of trains and the prompt handling of power, said that under present-da 
ditions this thing would not work, that there would be an undue dela: 
increased expense. I may say, sir, that to get this economy necessitated 
doning, except in extremely light work, the Canadian National engine 
which is located right next to the station down here, and the use of th 
[Mr. S. W. Fairweather. ] 
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ific engine house which is located over in Ottawa West. That required 
Canadian National locomotives, which at the present time are serviced 
ext to the station, should go over to this C.P.R. engine house. 
Was that condition a fresh one?—A. No, but again with the increase 
c that took place, and one thing or another, factors which the local 
ting officers said had been overlooked, there would be a condition created, 
said, in which the saving in expense anticipated in consolidating the 
e houses would be wasted in running the locomotives to and fro, in the 
ssary cost of signalling, and in the delay to trains that would result. 
Q. In other words, the conditions had changed from the time the report 
been made?—A. Conditions had changed. Well, now, in that case the 
dian National section of the Joint Co-operative Committee drew the 
tion of the executive to that condition and asked for instructions. 
. Yes?—A. We wrote to the Canadian National executive and said, 
, here is this situation. Do you deem it important enough that we should 
dy it?” 
Q. And?—A. Well, that is the condition of it at the present time. 
Q. You have not had any reply to that?—A. We have had no instructions. 
. And that communication to your own executive was when? I observe 
that report No. 52 was approved by the General Executive Committee 
he 4th of February, 1936, that is two years and three months ago?—A, 
ill have the date in a minute. 
Q. That was the date of this approval, on the 4th of February, 1936. And 
wili give me the date upon which you asked for further instructions?— 
S sir. 
. That covers all that I have to ask you on this subject. And I propose 
on to the ones with respect to which there has been no report. 


By Hon. Mr. Murdock: 


. May I ask you, Mr. Fairweather, one question about No. 12? I 
stood you to say that the Canadian National performed the switching 
rtage la Prairie one month and the Canadian Pacific the next month. 
hat switching service performed by a road switching crew or by permanently 
vated yard crews?-—A. As I recall it, it was permanently located yard crews. 
. Then the Canadian National yard crew would have nothing to do the 
that the Canadian Pacific yard crew was doing the work?—A. I have 
otten just how that disturbance to labour was worked out. But naturally, 
ourse, you cannot make economies without putting men out of work; that 
rly impossible. 
. But it would mean six months work each?—A. I would have to refresh 


ind on that. I think they had a chance to bid in work to some degree, 
am not quite certain of that. 


By Hon. Mr. Hugessen: 


Q. Before you go on I should like to go back to Report 30, Bala Park- 
ip, which you said in the course of your evidence this morning had been 
tved by the Canadian National executive from consideration. I wonder 
| could give us any reason why the Canadian National executive reserved 
important economy of this kind from the consideration of this Committee? 
me question might be asked with reference to the reservation by the 
n Pacific of Report 39, the Reston-W olseley abandonment. Why is it 
that had been reserved by the Canadian Pacific executive? Why did 
executives reserve these two important economies from consideration ?— 
I can speak with regard to Bala-Wanup. The desire of the Canadian 
al executive in regard to Bala-Wanup was to get some Canadian Pacific 
lich was of approximately the same importance, which would act as an 
item. Now, there were two lines suggested as being offsets. One 
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was a portion of the Canadian Pacific line between Windsor and Woo 
where the lines are closely parallel and where the Canadian National the 
that one line would do both and that the Canadian Pacific line, or portio 
it, might be abandoned, our line being double-track. Then there was a 
piece of line, the new shore line of the Canadian Pacific, and there se 
to be an opportunity of abandoning a piece of the Canadian Pacific. 


By Hon. Mr. Dandurand: q 

Q. From what point to what point—A. Well, the points are Shannon 

to Darlington, down near Belleville. It is along the lakeshore, where the 
are parallel to each other. The Canadian National has a double-track 
there, and we were willing that the Canadian Pacific should have the u 
our double-track line and abandon their single-track line; and the same 
with regard to a piece between Windsor and Woodstock. 


By the Chairman (Righ Hon. Mr. Graham) : 4 
Q. That track of the Canadian Pacific, is that an extension of the connect 
between their northern through line and that along the front?—A. It is a 
line they built in 1914 along there. P| 
Q. That is the one I mean.—A. That is the one, sir. 3 
Q. It runs on the bay shore at Belleville?—-A. Yes sir. We suggested 
they consider abandoning a piece of that, from Shannonville to Darlin 
and also that they consider abandoning a piece of their line between Wind 
‘and Woodstock. And then we said, “ When you throw that into the pot w 
go ahead with Bala-Wanup.” But we have never been able to get the Can 
Pacific to agree that those two lines might profitably be abandoned. Ofve 
this was a case of a main line against a main line. The disturbance to | 
in there was something that was of considerable concern. We thought 1 
desirable that when you were abandoning a big chunk of your main line, th 
order to avoid the criticism that all the sacrifice was on the part of the Can 
National in order to get co-operative measures, that it was desirable to t 
insist upon the Canadian Pacific coming across with a corresponding piece 
mileage. Because I may say that the criticism to which I have referred, namel 
the one that the Canadian National was making undue sacrifices, was one 
we did hear. And it was something that had to be taken into account. 
that is the reason why Bala-Wanup was withheld, because we wante 
offsetting line of the Canadian Pacific. You see, we had not any line of 
Canadian Pacific that they had expressed a willingness to abandon, and we! 
expressed a willingness to abandon Bala-Wanup, and we knew there ¥ 
- Canadian Pacific lines that were just as much duplicated as this line. And 
said, “All right, when you get ready to abandon a piece of main line, we W 
abandon a piece of main line.” 


By Hon. Mr. Black: 

Q. Is there no authority, outside of these committees which we have 
discussing, which would say to these two roads, “ You must get togethe 
one road must abandon in proportion to the mileage or the equivalent 
abandonment of the other ”?—A. Not that I know of, sir. 

Q. I think there ought to be.—A. I think there should, yes. 

Right Hon. Mr. MEIGHEN: What about the arbitral tribunal? 

The Cuairman (Right Hon. Mr. Graham) : Yes, we have the arbitral bo 
As I remember, the statute provides that when the two companies cannot 
in this respect, an arbitral board may be called for on the application of 
road. 
Right Hon. Mr. Mricuen: A body headed by the Chairman of the Raih 
Commission. PD 

[Mr. 8. W. Fairweather. | a 
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By the Chairman (Right Hon. Mr. Graham): 

Q. Am I safe in saying, Mr. Fairweather, that neither company has called 
he appointment of this arbitral board, that it has been totally ignored, 
isen where an arbitral board might have been indicated. As a matter of fact, 
the train pooling an arbitral board was at one time indicated. And in the 
35 report of the Canadian National Railways there is a reference made to 
t, that an occasion did arise in which an arbitral tribunal might have been 
plied for, but that it was decided to defer the application to an arbitral 
bunal—I have forgotten the exact language, but generally speaking, it was 
t all opportunities of voluntary co-operation should be perhaps explored 
ore taking such a drastic step. 

_ Q. No case was placed before an arbitral board or tribunal, and no tribunal 
yas formed under the statute?—A. No sir, there was not. 

' By Hon. Mr. Murdock: 

 Q. Nor asked for?—A. Nor was there one asked for. That is a fact, that 
he Canadian National did not ask for an arbitral tribunal, although to my 
nowledge they seriously considered one. 


By Hon. Mr. Dandurand: 

me Q. On what point?—A. On the train pooling. 
ig From Toronto westward?—A. From Toronto westward, sir. 

R 

_ By Hon. Mr. Hugessen: 

t -Q. Would not an arbitral board be just as capable of enforcing main line 
ndonments as arrangements for train pooling?—A. Well, now, the answer 
that is both Yes and No. It is my opinion, based on my experience as 
airman of the C.N. section of the Joint Co-operative Committee, that the 
ower for initiating worth-while economies where there is a possibility of 
‘ducing the transportation burden on this country, would much better lie in a 
ody outside the two railways than within the two railways or within a body 
hich can only be invoked by one of the two railways. Have I made that 
in? The reason for it, if you would care to hear my reasons for thinking 
1at— 

- The Cuairman (Hon. Mr. Beaubien): Yes, because that sounds like a 
fession. 


a By Hon. Mr. Horsey: 

__Q. May I ask you a question, Mr. Fairweather? Are you familiar—no 

yubt you are—with the evidence given before the so-called Duff Royal 

ommission?—A.Yes sir. 

_ Q. That Sir Henry Thornton made certain recommendations along the line 

Tr co-operation?—A. Yes, sir. 

~ Q. Do you recall his recommendation that a permanent commission should 

set up?—A. Yes, sir. 

_ Q.,With certain legal powers?—A. Yes, sir. 

_ Q. Statutory powers?—A. Yes, sir. 

_ Q. Powers that would control the issue of all capital—A. Yes, sir. 

> Q. For all railways?—A. Yes, 

ee they should have to get a certificate of public need, and so on? 
es. 

. And that he also suggested that this commission should have power to 

co-operation?—A. Yes, sir. 
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Q. In al! these different lines of duplicate services—ticket offices, telegraph; 
terminals, duplicate train routes, and so forth and so on?—A. Yes, sir, | 
~ Q. Now, if it is a fair question, I should like to ask you: do you t 
that such a commission, permanently appointed, with these statutory po 
would bring about some saving and do away with waste, that it would bri 
about the object which the country and we all wish to bring about,—grea: 
economy and savings in this railway situation?—A. It was my opinion at 
time of the Duff Commission that that was so. My experience since then h 
served to confirm me in that opinion. i 
Q. There was to be no appeal to the Governor in Council, either?—A. 
except on a question of law. But with regard to the power to initiate @ 
economy which was designed to lessen the transportation burden on this cov 
try, you were leaning on a weak reed if you expected the managements of th 
two railways to produce that, except where they could get in each particule 
ease an advantage. There was the weakness. Moreover, I do not thin 
is unfair to say that at the time the Canadian National-Canadian Pacific E 
was under consideration the Canadian Pacific made it very plain that tl 
did not favour compulsory economies. 
Now, that threw the whole burden of compulsory economies, from 1 
standpoint of the nation’s well-being, on the Canadian National Railw 
These things are odious; there is no use denying it. We sit around here 
talk about economies for the benefit of the country, but most of those econo 
are of such a nature that some section of the country is going to get | 
service than it had before and be extremely dissatisfied. To deny that is 
deny the obvious truth. 4 
To expect—and I say it in all humility—that the Canadian Nation: 
Railways would act in these cases in such a manner as to make them distas 
to the sections of the community that they serve, was something that genere 
speaking could not be contemplated. Therefore that, in my opinion is the reas 
which justifies us. If there is an over-riding interest in lessening the transpo 
tion burden of this country, an interest which transcends the private rights 
the Canadian Pacific Railway and the ordinary business administration 0 
Canadian National Railways, then there should be some body im a pos 
to take these two railways and say to them, “Now, in this case here w 
only concerned with lessening the transportation burden, and in doing it in 
a manner that neither of your railways is harmed; but the odium of doing 
shall not be on the Canadian National nor the Canadian Pacific.” 
When Sir Henry Thornton was questioned before the Royal Commi 
he made this thing very very clear. He said, “These pious thoughts with re 
to co-operation, unless some instrument for enforcement is provided, are m 
lip service for the purpose of deceiving the public or somebody else.’ That 
forcefully put, and of course Sir Henry had a picturesque flow of lan; 
So far as I am concerned, my experience of the past five years confirms: 
Sir Henry made perfectly plain, that there should be an independent bo 
do this. I may add that Mr. Hungerford when giving his evidence befor 
Royal Commission also said that there should be an independent body ch 
with making those economies effective where there was an overriding p 
justification for it. 


By Hon. Mr. Buchanan: 

Q. Where will the initiative be, in the compulsory commission?—A, In t) 

compulsory commission. i 
I may say again there is perhaps on this continent no more close 

of railway affairs than Mr. Eastman, of the Interstate Commerce Com 

For years and years he has been associated with transportation, and ha 

a reputation for himself in that field. He was considered to be such av 
[Mr. S. W. Fairweather. ] 2 Ua 
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that he was picked out as federal co- -ordinator, and he sat there without 
‘to enforce. Recently he delivered a speech in which he made it perfectly 
that in his opinion there were many worthwhile economies possible in the 
ed States, that these economies could be made effective, and that there 
| -be compulsion to make them effective. He said his formula was this, 
there should be an investigating body which would investigate everything 
vhich waste appears, and with power to require evidence and to have railway 
cers appear, and so on. But that was to be a technical body, the sort of 
‘ing such as the joint co-operative committee itself is. However, instead of 
zing made up of members of railways, it would be composed of transportation 
en that owed allegiance to the country and not to the railways. That body, 
| his opinion, should not be vested with the power to enforce, because it should 
ea technical body, and if there were elements of public convenience and 
ecessity which this body could not possibly deal with adequately, powers of 
forcement should be vested in the Interstate Commerce Commission through 
warged jurisdiction. That is his recommendation for dealing with the situa- 
on. in the United States, which more or less parallels the condition in Canada. 
‘i There they have a field of opportunity which is many times vaster than 
irs. You gentlemen sitting around here have been rather critical of what 
ie Canadian National and the Canadian Pacific did. Yet in the same period 
ith all the roads of the United States under the pressure of the federal co- 
ndinator and under the so-called voluntary action of the A.A.R. since that 
y had not produced results at all commensurate with what we did in Canada. 
say we did a better job in Canada in five years than they did in the United 
ates, although conditions in the United States should be conducive to a great 
l more economy. 
- Now, coming back to Mr. Eastman, his remedy is a technical transportation 
dy and enlarged powers to the Interstate Commerce Commission. The Inter- 
ate Commerce Commission would be charged with safeguarding public 
terest. They would therefore receive reports from the technical body and 
id regard those reports in the light of public interest, and if public interest 
gincided with the economies the Commission would enforce them, but there 
always be a court of review in the public interest. In my humble opinion 
Ir. Eastman, in slang terms, “has something’. I can sincerely say, as a result 
f my connection with this thing here, that the pre vision which Sir Henry 
mrnton and Mr. Hungerford had of this situation is the correct one. 


By Mr. Biggar: 

-Q. I think the report you spoke of, Mr. Fairweather, is the annual report 
s Canadian National Railways for the year ending December 31, 19384?— 
Yes, sir. 

0. I find a passage on page 8 of that report. It is rather long and I will 
vate « the effect of it. The trustees say that while anxious that progress towards 
- 2 contemplated by the Act of 1933 should be made with all possible speed, 
was the view of the trustees that even at the expense of some delay results 
Tuing from the amicable adjustment of such differences, if such could be 
ained, would in the end be better for all parties and for the whole scheme 
-operation than would be those which followed a hearing by and an order 
‘the tribunal. That would still be your view, would it nobel) No, sir. 

f &. Tell me why?—A. Had it rested with me, there would have been an 


sing the problem with the frankness with which the sections of the joint 

ative committee have in the circumstances been able to discuss them? 

Hon. Mr. Bracx: There would not have been quite so much jockeying for 
1 on the part of those roads. 
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The Wirness: My view is this, sir. Frankly, I am a man who is seize 
with the importance of reducing the burden of transportation in this country. 
can see economies that can be made effective, and personally—I am only spea 

-personally—I would have had an arbitral tribunal. I recognize the risk - 
would be attached to it, but I would have had it. aa 


By Mr. Biggar: g 
Q. I understand there are a great_ many co-operative agreements betwee 
these two railways, are there not?—A. Do you mean in various fields of activit 
Q. In various fields. I was told there are upwards of five hundred.—A. Ther 
can be said to be co-operative in the sense that there was a mutual advantag 
to the companies, but they are co-operative in the same sense that two merchant 
will co-operate instead of cutting each other’s throats. A 
Q. And in regard to these particular agreements of the kind we have bee 
speaking of, I gathered from your description that when the two branches 0 
sections of the joint co-operative committee came together they laid all thei 
cards on the table, both before and after the report, and that what was embodi 
in an agreement was the result of a complete exchange by both railways of all tl 
information they had?—A. That is hardly correct, sir. P 
Q. No?—A. What I said was, when policy had been determined that 
true. 

Q. But not until then?—A. Not until then. ; 
Q. When did that frank exchange begin, then, in point of time?—A. Whe 
the policy of each individual one had been determined. : 
Q. I want to know when that was?—A. It was perfectly obvious the 
frankness appeared—I could not name a date, but when the joint co-operativ 
committee sat down with the common consent of their executives, then yo 
could make rapid progress, and we did make rapid progress. [ 
Q. Then I am quite right in understanding that as soon as the matter y 
before the joint co-operative committee there was a frank exchange of informs 
tion?—A. Oh, no, sir; there were lots of things before the joint co-operati 
committee where there was not that frank exchange because the policy had n 
been determined. i 
Q. That leads me then to this point: Will you tell us one of those cases i= 

A. Well, the west of Toronto pooling is one. : 
Q. I understand you made a report upon that, report No. 68, that ther 
was no economy?—A. That, Mr. Biggar, is an example of how misleading” 
report may be without the history that goes behind it. There is a history behin 
that report from 1933 onwards. 
Q. I suppose the report was right, though, when it was made?—A. Only 1 
this sense. If all the conditions surrounding a pooling arrangement, which wel 
designated as necessary by the Canadian Pacific, were granted as necessary, the 
that report is correct. But so far as the Canadian National section of the joir 
co-operative committee is concerned, I should not be frank if I did not say the 
there were large economies available there, and the reason that we made rep¢ 
No. 58 was that the executive in that particular situation had resolved not 
apply for an arbitral tribunal. Therefore you had a situation on your hand 
They would not apply for an arbitral tribunal, we had assignments on OU 
hands and were just carrying on useless studies. Consequently we said, © 
this situation and with all these things attached to it, there is no economy, 

least no sufficient economy to make it worthwhile at this time.” 
Q. And that was-set out in the report?—A. Yes, and we made the quali 
tion “at this time.” We pointed out to the Executive at the time that there W 
about $800,000 of possible economy per year. And that is another estimate. 4 
Q. No doubt you pointed out the conditions. What were they?—:A. Le 
read report No. 58, the proposal: a 
[Mr. S. W. Fairweather.] 
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? To extend passenger pooling arrangements to the West Toronto, 
- Montreal-Winnipeg, Toronto-Winnipeg and west of Winnipeg territories. 
_ While complete agreement has not been reached regarding details of pooled 
and non-pooled services, it is agreed that under present traffic conditions 
- the joint saving from such pooling might be expected to approximate 
- 800,000 equivalent train miles, or $800,000 per annum. This saving in 
train miles is contingent upon establishing joimt stations at London, 
— Sudbury, Winnipeg, Saskatoon, Edmonton, Calgary, Kamloops and 
/ _ Vancouver, and securing access to these joint stations for at least all pooled 
and principal non-pooled trains. 
’ It also involves the pooling of revenues from all passenger, mail and 
__ express business in the territories affected, and probably involves freezing 
the proportional distribution of these revenues between the two companies. 
The Joint Co-operative Committee, having considered the disturbance 
to traffic which would be involved and the present increasing trend of 
passenger train traffic which, if continued, might reduce the estimated 
- economy, and having in mind the undesirability of freezing the distribution 
of such a large volume of revenue for the sake of a relatively small annual 
- economy, recommends that no further action be taken at this time in 
regard to pooling of passenger train services as contemplated in this 
proposal. 


hat report was signed to get rid of an assignment. 

Q. It disposed of it very effectively—A. Well, with the reservation “at 
time” and pointing out that the economy was there. But if the committee 
res to go deeper into this particular thing, I have a memorandum here which 
repared for the Canadian National Executive, which details the situation 
ing up to the impasse. 

Q. And it was on that memorandum, I suppose, that the Canadian National 
cutive decided not to go any further?—-A. Not on this memorandum, no, sir. 


‘Hon. Mr. Brack: I think we had better hear that. 


By Hon. Mr. Copp: 


_ Q. This memorandum refers to No. 58?—A. It preceded No. 58 by quite a 
msiclerabe time. 


By Mr. Biggar: 


1Q. Fifty-eight is later?—A. Yes, sir. I was asked about this arbitrary 
ibunal. I said I would have applied for an arbitrary tribunal. This is the 


agon. 
 O But your Executive decided to the contrary?—A. I must presume so. 
_ Q. Are you prepared now to set up your view against that of the Executive? 
4. I am prepared to set up my personal view, yes, sir. 
i HQ. Perhaps the committee would like to hear it? 
‘Hon. Mr. Buacx: I think the committee ought to hear it. 


“Hon. Mr. Corp: This would give, as I understand it, the reason why you 

me to certain conclusions. 

_ Hon. Mr. Murpvocr: Let us have it. 

The CHairMAN (Right Hon. Mr. Graham): It is my opinion that it is the 

; Opinion of the Chairmen that we will be a little in the dark if we do not 

peething further. We can hear too much, but I think we would like to 
is 

r. Biccar: I am afraid that perhaps we may have to open others. 

he CHaiRMAN (Right Hon. Mr. Graham): I am not saying anything now 

that. This may lead us to think we should hear others. We passed a 

e; after weeks of work, at the request of the Government. We thought it 


t 
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was “necessary in Sie that this co- erage aie ike sae That sect 
for the appointment of the arbitral board never was acted on. 


ne von) this: e 


x 


_ passengers could be handled conveniently by taxi, motor trucks and buses, 4 
that therefore there was no reason why this pool could not go ahead and. 


- fifteen pages. 


_ substituting trains where necessary, you made it at the least inconveniene 


qi 


Hon. Mr. Brack: I think that is one reason why we are sitting here. ‘Wea 
not satisfied that sufficient co-operation has taken place. We may get some lig 


[= 


Hon. Mr. Murpock: Let us have it. 


By Hon. Mr. Dandurand: | 
Q. What i sthe date of that document?—-A. January 8, 1936. 


By Right Hon. Mr. Meighen: j 
Q. Would it take long to read it, Mr. Fairweather?—A. There are abo 


‘a 


a 
i 


Q. Perhaps it would meet the needs of the committee as well if we j 
put it on the record so we would all get it to-morrow. —A. I can do that. 


By Hon. Mr. Dandurand: 


Q@. You could in the meantime give us a summary of it to run through? 7 
A. I could do that. ;. 


By the Chairman (Hon. Mr. Beaubien): 


Q. Give us the meat of it—A. Well, subject to the possibility that I m 
say something that is in conflict with the exact set- -up of the memorandum, s 
thing like this took place. When the Joint Co-operative Committee was 
organized we—that is the Canadian National section—considered the typ 
economy which could be made effective most quickly. To us it seemed 
should be passenger train pooling, because, generally speaking, it was the 
where there was the worst duplication in service. There was the case w 
economies would immediately become effective, and if you made provision 


the public, whereas line abandonments require considerable study. I think t 
Canadian Pacific section agreed. q 
We therefore turned our attention to studying train pooling, and asked 1 
Traffic Department to estimate how much economy could be effected 1 
duplicate train services in Canada could be eliminated. 
_ Q. Passenger or freight?—A. Passenger. We got a report back which 
that there were about 3,600,000 train miles, which represent about $3,600,0 
of economy that might be made. 


By Hon. Mr. Dandurand: 


Q. Yearly economy?—A. Yearly economy. That seemed well worth g 
after, and we went after it. But it developed that before the Canadian Pai 
would consider it at all they said that as a necessary condition of it there sh 
be joint terminals at all the larger points, and that at Montreal all of the 
cipal pool and non-pool trains should go into Windsor street station. No 
people who are not informed of the broad transportation situation, that lo 
like a sensible arrangement. But when you looked at these terminals, you f 
that, in a good many cases, in order to give effect to this requirement you woul 
have to incur large capital expenditures ‘to get in and to make the facilities ] 
because where each railway had built its own station for its own needs, to b 
the other railway in requized the expenditure of a large amount of capital. 
Canadian National took the stand that in the interests of the country at | 
we could make the maximum use of the facilities we had, and that if tha 
volved a certain amount of inter-station travel, mails, express packages 


got Bone very quickly. fi 
[Mr. S. W. Fairweather. ] ig 
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he Canadian Pacific insisted that it was absolutely impossible to pool 
t having these union stations which meant this large capital expenditure 
we did not want to face. Also there were very large operating expenses 
mnection with these union stations as compared with the separate stations— 
yenses that ran into a very sizable amount of money, two or three hundred 
ousand a year—and we did not see any justification for it. Moreover, we 
d it meant degenerating the services of the Canadian National Railways to 
e Maritimes. That is, the time from the Maritime Provinces, in order to 
,into the Windsor street station, would be anywhere from forty minutes to 
o hours slower than at the present time, because of the extra mileage. 
We kept on arguing that for some time. Frankly, I am making an ex parte 
tement. I want that understood. There must have been reasons that appeared 
ficiently important to the Canadian Pacific to prevent them from coming 
mg with us. I am giving the situation as it appeared to the Canadian National. 
_ Then, the next step was this. The Canadian Pacific came along and said, 
‘We won’t talk a big pool, but we will talk a small pool,” and they suggested 
omething which had been in contemplation before the passage of the Canadian — 
tional-Canadian Pacific Act—just one of those things that would come up 
the ordinary course of business, such as the pooling of the fast day train 
m Montreal to Toronto, and the night train from Ottawa to Toronto, and 
ses in which there was obvious duplication. When we failed to get the larger 
ol, we said, “We will take the smaller one to start with, on the understanding ~ 
it.it will be expanded as fast as possible. 
_ Then we settled down to work out the details of the small pool. The 
P.R. insisted on the trains running into Windsor street station. We reported 
(0 the Joint Executive, and they settled on an arrangement whereby half the 
ins went to Windsor street, and half to Bonaventure, so that if you left 
ontreal you left Windsor street, and if you came in you came in at Bonaventure. 
Then we tried to get the Canadian Pacific to enlarge that pool on the broad 
rinciple. We suggested pooling by what we call “ channels.” We said, ““There 
wre certain channels in which there is competitive service, and there may or 
y not be an opportunity to reduce train service.”’ But in order that we might 
ve freedom of action, we suggested that from Winnipeg east we should agree 
a pooling of all the competitive services, and then go about to try to clean 
‘whatever duplication we could. The Canadian Pacific would not go along 
with that, but they offered in place of that to study individual! pools one after 
other, you see. Well, we had had experience with one limited pool, and we 
id, “No. There is no justification for a limited pool added to a limited pool. 
e€ want an extensive pool, and want it as fast as possible, and we want to 
e the stations available.” Then things stalemated and we could not get 
ywhere until the trustees came to the Canadian National Railways. When 
Board of Trustees came to the Canadian National Railways, one of the 
st things they did was to revise this question of train pooling. 


By Mr. Biggar: 


Q. The trustees were under the Canadian National-Canadian Pacific Act 
33’—A. Oh, we were at this time, yes. 

_Q. But I thought the trustees came under that Act?—A. Surely. 

Q. So that everything you have stated up to date antedates the Canadian 
onal-Canadian Pacific Act?—A. No. It could be said, yes, that technically 
tedated it. 

Q. But actually it antedates it, doesn’t it?—A. Yes, in that sense, although 
ything we did was in anticipation of it. When the trustees got on the 
erty and saw the impasse we were in, they instructed Mr. Hungerford to 
p and meet Mr. Grant Hall—that is, Sir Edward Beatty concurring—to 
f some way out of the impasse could not be found. Mr. Hungerfard took 
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me along with him to that meeting, and we had a frank discussion of th 
situation. At that meeting, after talking at large, it was more or less agr 
that there was little or no economy at that time in a transcontinental pool, thi 
is that it was something that was there but there was not enough there to | 
very seriously concerned about, but that there was a field for very considerabl 
saving between Quebec and Windsor, more particularly in that there was & 
opportunity of doing something in the joint interest by considering the Gran 
Trunk western lines of the Canadian National as a feeder to both the Canadian 
National and the Canadian Pacific lines. As it was, the Canadian Pacific were 
using the Michigan Central for their connections to the United States ani 
Chicago. Now, the Canadian National had a line going right into Chicago 
with an excellent train service and excellent roadbed and capable of giving jus 
as good a service. It was one of the elements that we thought was very desirabl 
to develop, because it did seem foolish for Canadian railways in their difficultie 
to be feeding United States railways, when they could feed their own property 
There was a matter there of around half a million dollars a year that coul 
have been developed to the joint interest, and we thought it was highly important 
Well, Mr. Grant Hall, while conceding the generality of the situation, state 
that his company would not pool at that time west of Toronto. They would 
however, pool as far as Toronto. That situation was connested with a con 
sideration of the Montreal terminal situation. At Toronto there was a join 
terminal; at Montreal there was not. Again the Canadian National propose 
that the trains be divided between the stations, and again the Canadian Pacifi 
maintained that they should be run into Windsor street. i 


eS 


By Hon. Mr. Casgrain: 


Q. That is for passenger business?—A. Yes. We are not talking anythin 
except passenger business. However, Mr. Grant Hall indicated what seemed t 
Mr. Hungerford a readiness to go beyond Toronto. We had insisted all t 
time that they must go through to Windsor, Ontario, and Sarnia. We sait 
that in effect the pool should go to Chicago, but the actual train pooling arrange 
ment should go as far as Windsor and Detroit. q 


By the Chairman (Right. Hon. Mr. Graham) : 


Q. Did you mean Windsor and Sarnia or Windsor and Detroit?—A. I mean 
Windsor, Detroit and Sarnia. Our line to Chicago goes through Sarnia. Th 
Canadian Pacific line to Chicago connects with the Michigan Central at Detrot 
Now, the plan was that they abandon that connection with the Michigan Centre 
and allow their passenger traffic to flow through Sarnia on our line through 
Chicago, on the old Grand Trunk line. Mr. Hungerford gained the impressio 
that the Canadian Pacific were willing to go beyond Toronto, that they wer 
willing, in fact, to go to Sarnia and Windsor and that it was only because the} 
desired time to study some of the implications of it that they were withholding ¢ 
that time the pooling arrangement. At the same time the possibility of poolin 
the suburban service out of Montreal was discussed and it was agreed that. tha 
might be pooled. That was reported back to the trustees. And on the expectation 
on the part of the Canadian National, that the pooling arrangement would bi 
extended, the Canadian National went into the pool, as was suggested, that is 
pool between Quebec and Montreal and Toronto. As regards the Montr 
terminal, while the Canadian Pacific finally agreed to the arrangement suggestet 
by the Canadian National, that is that the trains be divided between the tw 
stations in this particular pool, they stipulated that it was pending further con: 
sideration, that it was not a permanent arrangement. They still maintained tha 
all pooled and principal non-pooled trains should go into their station. They als 
maintained—contrary to the general principle that interest on capital should no 
be taken into account in these joint co-operative arrangements—that Montr 

[Mr. 8. W. Fairweather. ] ; 


167 


al, being such a big thing, they were entitled to a rental. This of course 
‘a serious thing, because paying rental on their facilities would eat up our 
are of the economies and it would not add one iota to anything in the way of a 
lution of the problem—it was just simply that they maintained that they were 
titled to a rental on their facilities because our facilities at Bonaventure were 
outmoded and outdated. Immediately the joint executive approved of the policy 
that Mr. Hungerford and Mr. Grant Hall had arrived at and instructed the Joint 
o-operative Committee to put it into effect. 


By Mr. Biggar: 

— Q. That is with regard to pooling?—A. That is with regard to Report No. 28, 
the pooling between Quebec and Toronto, and also, in co-operation with that, the 
older pool between Montreal and Toronto and between Ottawa and Toronto. 

' Q. Under Report No. 42—A. Yes. That was abolished and was absorbed 
into-Report 28. Now, I mentioned previously how quickly we could get some- 
thing done when a policy was arrived at. That pooling arrangement is a model, 
if you do not mind my saying so, as to what can be done when people sit down 
with a common urge to do something and do it effectively. We were breaking 
brand new ground: there was no train pooling arrangement at all approaching it in 
size anywhere on the North American continent or in Europe. We got the assign- 
ment on January 5, 1934. We made our report on January 29, only twenty-four 
days later, and we had worked out in that time the full details of the pooling, 
including the method of dividing the expenses and the revenues. And I want to 
pat the Joint Co-operative Committee on the back, if I may do that myself, by 
saying that that thing has been working for four years and with the exception of 
one or two minor matters, no bug has been found in it so far as that particular 
arrangement was concerned as an agreement. But when we turned, as we did 
immediately, to extending the pool west of Toronto we ran into quite a different 
situation. We ran into a situation of endless discussion—discussion, discussion, 
discussion, and more discussion. It was quite evident that the study which the 
Canadian National thought was going to be limited in time was one which the 
Canadian Pacific required a great deal of time for. At times we thought we had 
something, and then it would blow up; and we would work at it again, and it 
yuld blow up again, over one thing or another. Then one of the things which 
Canadian Pacific thought was necessary in the circumstances was that, in 
der to offset the question of prestige, we should withdraw from the transconti- 
ae! service. 


By Hon. Mr. Calder: 

_ Q. Do you mean across Canada?—A. Yes, or at least part of the way across 
anada. They wanted us to withdraw a part of our transcontinental service, so 
iat we would have no transcontinental service out of either Montreal or Toronto, 
cept the pool trains operating over the Canadian Pacific. Well, we showed a 
nllingness to examine that. 


ane 
. By Mr. Biggar: 


tisfactory arrangement could be worked out. And I suppose, off and on, we 
nust have studied a dozen or more plans for that. And we ran into some very 
sal operating difficulties. But nevertheless, we said “All right, we will swallow 
difficulties as long as you give us a train into Bonaventure station, a trans- 
inental leg into Bonaventure station. And the reason that we want it is that 
are highly competitive with the United States railways operating from 
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Chicago to New York, not for passenger business but for express)” Now 
this express landed into Windsor street station it was not possible to fit it 
the train schedules that took it to New York. That traffic had a gross v. 
of $800,000 a year. We wanted a leg that would take that express traffic d 
into Bonaventure station, but for some reason or other the Canadian Pa 
could not see their way free to do that. Well, we simply could not jeopard 
that amount of traffic, and the result was that that, together with complicatio: 
around Winnipeg and another one of consolidating trains at Sudbury, did m 
make a nicely operating pool, I have to admit frankly. Then the thing finalk 
developed into such an impasse that Sir Edward Beatty wrote the chairman Ce 
the trustees a letter on October 9, 1934. Among other things he said this: 


After careful consideration it has been decided by our execu 
that this company cannot agree at the present time to proceed on a 
basis heretofore suggested with a pooling west of Toronto which wo 
involve severance of its present satisfactory arrangements with its co 
nections for the handling of traffic to and from Chicago, because of + 
serious detrimental effect such pooling would have on the company’s r 
and steamship interests. . 


Even that did not get us down entirely. It was a pretty hard blow, but w: 
went back to the C. P.R. and said, “Even if that is necessary for you to mai 
tain your connections through to Detroit, we are willing to study that. W 
did study it, and we were not able to get any satisfactory pool. We tried thei 
for months. I spent a lot of time on it myself, and we had transportation expert 
trying to work out some arrangements whereby we could consolidate at Lon 
and still give the Canadian Pacific their connection through Detroit. At tim 
we thought an arrangement was possible, but it would blow up and would 
be accepted. Finally we made up our minds that it was useless to go any furt 
and this memorandum was prepared. This is the concluding paragraph of 
‘report :— 


Although studies are continuing regarding the pooling of services 
of Toronto and in the transcontinental field east of Winnipeg, the C 
dian National section cannot help but feel that they will prove abort 
This is unfortunate, as passenger services in this territory comprise 
far the greater portion of the field for realizable economies from poo. 
These economies which are being deferred are in the order of 1,570,0 
train miles per year, or about $1,750,000 per year. In view of the narroy 
differences which existed at one time between the two companies—- } 


We got down to that Sarnia question as to whether or not we could prote 


our express business in view of the narrow difference which existed. 
—the economy is one which would seem to be realizable. The Cou 


a fair and equitable pooling arrangement. Further progress would see 
to require the calling into pla yof the arbitral provisions of the Canadi 
National-Canadian Pacific Act. | 


By Mr. Biggar: 
Q. I gathered that the negotiations you speak of were really between 
Hungerford and Mr. Grant Hall?—-A. Those negotiations, sir, only relate 
the limited pool, just that one thing. That did not in any degree cut across 
line of reporting, as chairman of the Canadian National section, to the jou 
co-operative committee; not at all. 4 
Q. Were these other proposals discussed in the co-operative commit 
—A. Yes, every one of them. 
{Mr. 8S. W. Fairweather. ] 


. What happened to the other proposal you spoke of from Montreal, 
rburban services?—A. I was coming to that. When we discovered that 
as going to be a long hard fight to get the Canadian Pacific to go west of 
pronto, we got a little cagey about pooling the suburban services. Let us say 
wanted to hold them back for the purpose perhaps of using a little pressure, 
tle make weigh in a straight business deal. Therefore we said, ‘“ We are 
i prepared to make this thing effective until such time as you go west of 
oronto.” One was contingent upon the other in our minds. We said, “If you 
e not going west of Toronto, then we think we should reserve this.” 
There is just one other thing about this train pooling which I should like to 
e plain to you, that is, as to why this arbitral tribunal should in my opinion 
e been invoked. 


By the Chairman (Right Hon. Mr. Graham) : 


Q. That is the only time you have mentioned the arbitral tribunal— 
A. No, I have mentioned it at other times, but this is a particular case that 
want to make plain to you. Competition is eliminated in the pool between 
Montreal and Toronto, and that pool is producing real economies. But I want 
to show you one factor that made it extremely desirable to go beyond, and that 
his. The Michigan Central and the Grand Trunk—that is ourselves, the 
adian National—are intensely competitive in Chicago for business to 
ntreal. Their route previously was the single track line of the Canadian 
acific between Montreal and Toronto. We had a double track route. We 
ould make better time on our double track mainline than the Canadian Pacific 
been able to make on theirs. On the other hand, the Michigan Central was 
position to make better time on their line between Detroit and Chicago 
we were in a position to make between Sarnia and Chicago. 


By Hon. Mr. Casgrain: 


_ Q. That Michigan Central is not many miles in length?—A. No. But 
e result was that by joining up our double track with the Michigan Central 
ble track it put us in a position where any edge that we had on the thing 
ppeared, and instead of an arrangement working out to the diversion of 
ted States traffic to Canadian roads, it has worked the reverse way and 
liverted Canadian traffic to the United States roads. The extent of this I do 
not know, but as a matter of fact the joint co-operative C.N. section in sending’ 
is report No. 28 on to the C.N. executive pointed out the grave fault that there 
in the pooling arrangement in that it would expose Canadian business to 
ted States competition; and there is a well formed judgment on the part of 
adian National officers that had it been a matter of previous knowledge that 
as impossible to go beyond Toronto, the pool in its present form would 
never have been entered into. There might have been an arbitral tribunal, I do 
aot know as to that, but the pool in its present form certainly would not have 


By Mr. Biggar: 

| Q. But you think the Montreal-Vaudreuil arrangement would have been 
it into effect?—A. The Montreal-Vaudreuil is a special thing by itself. 

Q. I call attention to it because I find that while there is nothing whatever 
he minutes of the joint executive of the pool west of Toronto, there is an 
essed opinion on January 9, 1934, of the pooling of the Montreal-Vaudreuil 
muters’ service, the trains to run from and to the Windsor street station.— 
4. That thing was never made, as I recall it, on the basis of a report of the 
unt co-operative committee. The joint co-operative committee never prepared 
ll joint committee that I know of. » 

Q. No. This was at the same time as that extension of the pooling that 
was referred to and issued in report No. 28—A. That is quite true. The 
Montreal suburban services were thrown in by Mr. Hungerford as a make weigh 
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at the time of this pooling arrangement and in anticipation that the Canadis 
Pacific would go through Detroit and Sarnia. When they would not go throug 
it was held out. 
And the agreement of the Canadian National was withdrawn?—A. Ye 
You will find a little later the executive minutes where there is a reference th 
it was withdrawn. That is the reason. ; 


By Right Hon. Mr. Meighen: 
Q. You compared progress in the United States with progress in Canad 
in this method of co-operative economies as well as others. Is it not a fa 
though, that in the United States there has been established no tribunal of ar 
kind with compulsory powers to give effect to a plan of economy ?—A. Exce 
such powers as are vested in the Interstate Commerce Commission, sir. Th 
are fairly large. If you read the Interstate Commerce Commission Act y 
will find the Commission has fairly large powers, but they have not exercis 
them. 
Q. They would never have popes that would enable them to put inte 
effect pooling arrangements?—A. I hardly think s0, sir. 
Q. Nor to Abandon lines?—A. By compulson? No, I do not think go. a 
Q. On the point around which all this revolves you express a view that i 
there was an independent tribunal of a permanent character with powers 0: 
initiation of these plans and another tribunal with powers of enforcement, mor 
results would be attained, and the reason you give that you have not got result 
is that each road—your road as well as the Canadian Pacific—realizing that al 
economy of this kind can only be effected at the expense of popularity in se 
tions of the country affected, is loath to take proceedings leading to compulsic 
to bring about these results. Would not any tribunal established by the count 
be subject to the very same considerations and limitations? It would ‘be just a 
little anxious as you should be at least to incur unpopularity?—A. I don4 
think so, sir, frankly. If they have a specific authority and a specific duty from 
Parliament, and had to report to Parliament, I don’t think so. 
Q. You are charged with it now. Popularity is dearer to you than dut 
Would it not be the same with them?—A. In my humble opinion they would 
be concerned, that is, this body would not be concerned in that very pract 
slant of unpopularity that the railways are concerned in. That is all I can 
on that score. 


° By Hon. Mr. Casgrain: 


Q. Was that the time you were told the C.P.R. would not use C.N. lines ¢ on 
account of loss of prestige? You heard that?—A. At times. 
Q. You heard that?—A. That was one of the things that affected th: 
pooling west of Toronto. | 


By Right Hon. Mr. Meighen: 


Q. You agree that no board.could possibly initiate and work out economie 
better than a joint board of technicians of both roads; that is to say, it is” 
touch with the situation from each standpoint, is aware of the facts, and them 
fore is nearer to the realities and can work the thing out, if disposed to do 
better than any tribunal set up which is at the same time divorced from 
roads?—A. I would say, sir, this, that a tribunal divorced from the roads woul 
-be entirely ineffectual if it did not have power to compel the officers of the com-= 

panies to sit in and give the benefit of their technical knowledge. 

Q. Certainly. The officers are going to supply data. You are able to ge 
at plans now. Supposing you had put forward a plan and said to the tribunal, 
“It should be part of this plan, when the Canadian Pacific abandon cert 
lines between Woodstock and Windsor, for us to abandon Bala line. By doing 

[Mr. S. W. Fairweather.] : 
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0, true, ae shall be unpopular in the Bala district, and they in the Windsor 
ct, but there is a big public saving to be effected. We cannot arrive at 


h railways.” What in the world was there to prevent that being done? A 
ribunal could have done it. True, it might have been unpopular in one district 
just as you would have been in the other—A. Well, sir, the “you” is not personal. 
would not have shrunk from it. 
Q. The “you” refers to the two systems?—A. Well, sir, I can only say 
hat I can see a real obstacle in the way of expecting one party to initiate 
i] of these rather odious affairs. ' 
The Cuarrman (Right Hon. Mr. Graham): We have not much power 
ere, but we want to exercise it. It has been moved that we adjourn until 
-morrow morning. 
Hon. Mr. Murpock: Is that statement going to be placed on the record? 
The Cuairman (Right Hon. Mr. Graham): The statement of Mr. Fair- 
weather? 
The Witness: I will see that you get a copy of this. 
(Copy of statement referred to by Mr. Fairweather, being the statement 
rwepared by the Canadian National Section of the Joint Co-operative Com- 
nittee for the information of the Canadian National executive, filed as Exhibit 
Yo. 40.) 
_ Hon. Mr. Danpuranp: I was wondering if we could not sit at 8 o’clock this 
evening. 
The CuHarrMAN (Right Hon. Mr. Graham): If you do, there will be one 
hairman you will not have. I am not sitting all day and half the night. 
/I have done that for months when the rest of you were at home. We will 
not be a bit further on. 
- Hon. Mr. Cascrain: Oh, yes. You will be surprised at what progress is 
made when you are not here. 
Hon. Mr. Brack: I move that we adjourn until to-morrow morning. 
+ Hon. Mr. Danpuranp: I should like Mr. Fairweather to answer the question 
|put to him, and I think he should give his answer. 


i Hon. Mr. Rosrnson: Why tire everybody out? Adjourn till 11. 
Right Hon. Mr. MrtaHen: We want this answer. 


The Witness: How far had I got? 


7 


By Right Hon. Mr. Meighen: 


Q. You had described the natural aversion on the part of one system to 
ake the onus of applying to a compulsory tribunal in all these matters.— 
A. Yes, sir. 

_ Q. That may be so, but there is an over-riding public interest, and you 
nore than the other road, represent the public of Canada. 


if 


By Hon. Mr. Dandurand: 
| Q. Did you not do so in your suggestion?—A. Oh, I recommended—vwell, 
ally, sir, I feel on that, that all I could possibly do at this time would be to 
ye my personal views. I think that particular question is one that touches 
much on the directorate of the company that, with your kind permission, 
would rather have them answer. 


| j 


By Right Hon. Mr. Meighen: 
_ Q. We will ask them too.—A. My personal views I have expressed. 
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By Hon. Mr. Leet 
Q. Before we adjourn, I should like to ask you— | ! ig 
Hon. Mr. DanpuRAND: We have set 11 o’clock, and I would move that 1 V 
make it a quarter to eleven so that we can start at ve 
The Cuairman (Right Hon. Mr. Graham): All right, so as to give. the 
leaders a chance to get here. 4 


The committee adjourned until to-morrow morning at 10.45 a.m. 


EXHIBIT NO. 34 


MEMORANDUM IN ANSWER TO QUESTION RAISED BY THE ; 
SPECIAL SENATE COMMITTEE ON RAILWAYS AT THE i 
MORNING SESSION, MAY 4, 1938 


Question: Are Canadian Railway men paid the same wage scale as e 0 
ployees of United States railways? 
Answer: From 1910 to 1918 the rates of pay. of employees on Canadia 
and United States railways were practically on a parity; there were sli 
differences in respect to some classes. From 1918 until 1924 under the appli 
tion of the so-called McAdoo Award and decisions of the United States Railr 
Labour Board, which under arrangements between the Government and the 
Railways were also adopted in Canada, the parity of rates of pay in the tw 
countries was even more closely established. 
Changes which have taken place since 1924 have resulted in the rates. q 
pay on the United States Railways being now from 10 to 14 per cent hea 
than on the Canadian Railways. 
It is to be borne in mind, however, that the adjustments of rates of pa 
made effective during the years 1918- 1924 under the McAdoo Award and tk 
decisions of the United States Railroad Labour Board were, as specific 
stated in them, based almost, if not entirely, upon changes in the cost of livi 
Taking the cost of living indexes in the two countries with the year 191 
as a base at 100 (this being the base used at the time the awards were made), 
the latest figures available show that the index now stands at 132 in Can 
and approximately at 146 in United States. On a “real wage” value the ra 
of pay of employees on Canadian Railways have, therefore, advanced si 
1913 to a degree quite equal to the advance in rates of pay made effective 0 
the United States Railways. § 
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RAILWAY CONDITIONS  ——— ee 


EXHIBIT No. 35 


MEMORANDUM IN ANSWER TO QUESTION RAISED BY THE 
_ SPECIAL SENATE COMMITTEE ON RAILWAYS AT THE 
MORNING SESSION, MAY 4, 1938 


Question: What is the explanation as to the increase in operating expenses 

ring the period from January 1 to March 31, 1938, as compared with the 
esponding period in 1937? 

_ Answer: 


CanaDIAN Paciric Ratuway Company 


_ At the commencement of 1937, a deduction of 10% from basic rates of pay 

employees was generally in effect. The deduction was reduced to 9% 
bruary 1, 1937, 8% April 1, 7% June 1, 6% August 1, 5% October 1, 4% 
cember 1, 2% February 1, 1938, and entirely eliminated April 1 of this year, 
The increase of $894,000 in expenses for the first quarter of 1938 as com- 
ed with 1937 is more than accounted for by the smaller percentage deduc- 
ions from basic rates of pay of employees in effect in 1938 as compared with 

7. A comparison of these deductions by months follows:— 


Decreased 

1938 1937 deduction 

EEA Wate Sasa rh Ba Nh Gh os, 4% Re LOG G8 
PVCREUAIY MR eA. o5\'5, > bated “oe 2% 9% pay 
EN Tet chain teeter sp tesrayiee ae i he 2% 9% 7 


It is estimated that the decreased deductions added approximately 
200,000 to the expenses of the company for the first three months of 1938. 
d the deductions in 1938 been at the same rate as in 1937, expenses would 
fe shown a decrease of more than $300,000. 

_It has been further estimated that if the basic rates made effective April 
ast, are continued in effect for the balance of the year the total increase in 
nses owing to the change in deduction will amount to approximately 
00,000 for the complete year. 

lontreal, May 6, 1938. 


EXHIBIT No. 36 
CANADIAN NATIONAL RAILWAYS 


Explanation of increase of $2,294,943 in operating expenses during the 
‘st three months of 1988 as compared with the corresponding period of last 
ars is as follows:— 

_ Increased wage rates.. pate: tha or Hh OS OU 

Increased prices of materials and supplies 836,000 

Increased snow removal expense.. .. .. .. 123,000 

Therease of two days in repair shop operation 350,000 $3,061,000 


reases— 

‘Maintenance of Way and Structures.. .. .. $ 162,000 
Transportation, due to increased traffic.. .. 530,000 

MECC MENCONG 7 IS be oes dalle ale. ck 74,057 766,057 


RR er tee cr lita Ah ge ha ae $2,294,943 
8214 
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ANALYSIS OF 28 CO-OPERATIVE PROPOSALS RECOMMENDED BY JOINT CO-OPER 
COMMITTEE AND APPROVED BY JOINT EXECUTIVE COMMITTEE aie 
(See Ex. 29) - \ 


PART I Y 


Provosats Nor Invorvine Linz ABANDONMENTS 


Report Agreement 


Put into Subject 


Operation 


: ee  } — 


Quebec—Amalgamation certain staffs............... 
St. John—Amalgamation certain staffs.............. 
Gladstone—Joint facilities and staffs...............-. 
Pool trains—Ottawa-Toronto, Montreal-Toronto..... 
Calgary-bdmonton;Graimt sib teu ats sya ecbale nee ene 
Portage la Prairie—Joint switching................-. 
Fredericton—Joint facilities:........ MEU Rae eR al UP 
Fredericton-Vanceboro—Freight traffic.............- 
Sherbrooke—Interchange of traffic.......0....-...--- 


9 | 22- 6-33 | 13-11-33 | 13-11-33 
12 | 18- 9-83 | 21-10-33 | 1-11-33 
20 4-10-83 | 1- 3-34 | 1- 3-34 
22, | 31-10-83 | 1-12-33 | 1-12-33 
24 1-12-33 | 28-12-33 | 1- 1-34 


DTV TOI OH SO nN Om icine joy Totes in is eonyis Toronto POL DS WAGGIINON A eels sales mo cient nites er otenee 
9g | 20- 1-34 | 9- 3-34 | 11- 3-34 |Pool trains—Quebec-Montreal, Montreal-Toronto, 

Osta waz Lorombo en arn ccnn seer secs oe ecton ie eR Cerne 
52 SRT ADESSO Sota clscl earn f atta eae dh dee Ottawa J Ont ta ellitles Newel oo cwiatiaiseemeani aera eae 


PART II 


PrRoposats INVOLVING ABANDON MENT ONE Linz AND Joint Usn or ANOTHER 


Report Agreement ‘Abn Joint 


: Estim 
‘ doned Use Subject 
No Date Date pisiet al Line Line Sav a 
25 7-12-33 | 1- 8-35 | 26— 4-36 C.N. CiBoOw StiJohn’s-Parnham eee: 
10-9 m. 12-8 m. 
USS A OHS EY cai). eens aflaceicte assis, oiele N. ©:P.) |\Bala?Park-Wanlipyaasumessnnier 
141-2 m. | 123-4 m. 
31 | 23- 3-34] 1-10-35} 1- 7-36 C.P C.N. |Cyr Diamond-Edmundston..... 


33 LOSE Ie Cie elie soe Macteue elane is C.N C.N 
11-9m (OA? Red Deer-Rocky Mountain 
C.P QUEO BAR nee ata ies 
53:44 m 
36 LOA A eiseliess Gievete: ob eal bee ytiare) 6 C.N G.P Bird’s Hill-East Selkirk........ 
15-3 m 12-7 m 
40 Ret OER ME U cediees ibis her C.N C.N Langdon—Beiseker...........---- 
10:0 m 
CiP 
22-6 m 
41 SOD Ue Hens) secerais's [reece + C.N OPS) (pAlix—Nevasurswsace eee PAB ORee 
9-5 m 9-4 m, 
PVM (dA BOW Lia keds e's Welt aimee 4 > C.N CP North Bay-Yellek.............. 
7-9 m 9:0 m 
60 AERO GHA Weiyarals «ic o.e Hictalee le ot. C.N C.P. |Fresniére-Shawbridge (Joliette- 
44-3 m 46-5 m. MontfordJet.)cee sameness 


1 Sg i 


et WinDRAWAL 2 FROM 


a ‘y 


hi wn a 


Put into |drawal by Subject 


Operation 


Middleton Jct.-Granville Caneel 
Linwood-Listowel 
Louise-Deloraine.., 
Reston-Wolsley.. 

St. Canut-Cushing Jct..... 
Dranoel-Medonte... 

St. Thérése-St. Eustache......., 


a 


—* Figures taken from agreements. Figures from reports: re 34—$16,800; No. 35—$13, 000. 
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Canadian Pacific services would not be adequate to carry the full business 


‘passenger requirements of the territory, and if taken off as suggested by 1 


EXHIBIT No. 40 


Copy of statement referred to by Mr. S. W. Fairweather, being the statem 
prepared by the Canadian National section of the Joint Co- -operative C 
mittee for the information of the Canadian National executive. 


REPORT ON CO-OPERATIVE ECONOMIES TO BE OBTAINED FRO 
THE ELIMINATION OF DUPLICATE COMPETITIVE 
PASSENGER TRAIN SERVICES a 


The Joint Executive Committee at a meeting held on December 22, 1 
instructed the Joint Co-operative Committee to investigate the economie 
be obtained from the elimination of duplicate competitive passenger train ser 
and to recommend measures for bringing this about. 

The Joint Co-operative Committee after discussing the subject at a ge 
meeting on December 28, 1932, appointed a joint fact finding sub-commi 
consisting of the Passenger Traffic Managers of the two properties, to d 
mine, as a first step, the amount of passenger train services which coul 
considered duplicate and competitive in the sense that they might be elimin 
by joint services. 

The sub-committee submitted a report to the Joint Co-operative C 
mittee on February 7, 1933, which is attached hereto as Exhibit “A.” 
report, after pointing out that many parallel services were not compet 
and could not be eliminated and also that the elimination of certain ser 
would require substitute services in some degree, reported that approxim 
3,650,000 passenger train miles per year on the two properties in Canada cou 
be eliminated. Translated into money this is the equivalent of about $4,000,00 
per year potential economy. 

While reaching fundamental agreement as to the amount of the pote 
economy, there were some differences of opinion as to the method of ma 
the economy effective. The Canadian Pacific stipulated that union or 
stations would have to be arranged at a number of the larger common po 
such as Montreal, London, Sudbury, Winnipeg, Saskatoon, Edmonton 
Vancouver. The Canadian National, while agreeing that union stations at_ 
these points might be desirable, did not feel that they were essential. 
Canadian Pacific advocated that the Canadian Pacific Transcontinental ser 
between Toronto-Sudbury, Montreal-Sudbury and Sudbury-Winnipeg 
adequate for both properties and that the Canadian National Transcontin 
services between these points be cancelled. The Canadian National, 
admitting a degree of duplication in the Transcontinental field, held that 


that use should be made of the shorter mileage and better gradients of 
Canadian National Railways as compared with the Canadian Pacific fo 
least one Transcontinental train between Sudbury and Winnipeg. The Cana 
National plan also had the merit of being the more economical, because 
Transcontinental train between Sudbury and Winnipeg also serves the lot 


Canadian Pacific, substitute local services would have to be put on w 
would involve considerable expense. All subsequent negotiations and st 
have revolved around these differences, which have latterly been ampl 
by a refusal on the part of the Canadian Pacific to break passenger traffic 
nections with the Michigan Central at Detroit. 

In discussing the sub-committee report of February 7, 1933, the Canad 
National section of the Joint Co-operative Committee advocated th 7 


RAILWAY CONDITIONS 181 
By ‘ 
blem should be treated as a whole; that a comprehensive plan of pooling 
ould be worked out; that, in view of the urgent necessity for economy, the 
steps should be directed to working out the physical details; and that the 
ed service should be put into effect at the earliest possible date, subsequent 
which the adjustment of the burden and advantage as between the two 
operties could be worked out. The Canadian Pacific was not prepared to 
‘oceed on this basis and advocated a piecemeal approach, stating that inas- 
ich as co-operation was an untried method it would be unwise to embark 
| an extensive plan and that in any event such a plan could not be worked 
put without meeting the Canadian Pacific requirements for union stations 
at Montreal, London, Sudbury, Winnipeg, Saskatoon, Edmonton and Van- 
souver. A joint sub-committee headed by the Passenger Traffic Managers 
sould reach no agreement regarding terminals. The Canadian National Section 
af the Joint Co-operative Committee held that the urgent need of co-operative 
xconomies dictated that the existing facilities should be used to the greatest 
extent possible and that the absence of joint stations at all these points did 
aot preclude the economies being effective; however, since the Canadian Pacific 
stood firm in their objection, the Canadian National was willing to proceed 
ae with the understanding that such arrangements as were made would 
ge extended as rapidly as possible to include all duplicate competitive pas- 
senger train services. | 


ai 


_ Attention was first directed to the consideration of the duplicate competitive 


passenger train services between Ottawa and Toronto and the fast afternoon 
wn between Montreal and Toronto and negotiations culminated in Report 


0. 4 of the Joint Co-operative Committee to the Joint. Executive Committee 
(Exhibit “B”) which formed the basis of the first pooling arrangement which 
was entered into on April 1, 1933. It will be noted that the differences of opinion 
regards the use of terminals crops up in this report, the Canadian Pacific 


advocating the installation of permanent connections between the lines of the 


xompanies at Dorval and that the Montreal-Toronto pooled fast train should 
urive at and depart from Windsor Street Station in Montreal, using the tracks 
of the Canadian Pacific as far as Dorval and the Canadian National tracks to 
Poronto with its union station. The Canadian National Section held that until 
agreement had been reached in principle on all the Montreal-Toronto traffic, 
ihe fast train should operate to and from the Canadian National Bonaventure 
station in Montreal. This difference was adjusted in the Joint Executive 
vommittee by arranging for a temporary connection at Dorval, making the 
Janadian Pacific Windsor Street Station the station of departure westbound 
ind the Canadian National Bonaventure Station the station of arrival eastbound. 
_ Such a limited pooling arrangement was unsatisfactory, because not only 
vere the economies (a matter of $600,000. per year) only a fraction of the 
sotential economies to be obtained, but also by reason of the competitive interests 
the two properties which extended to all points where duplicate competitive 
Jassenger train services were still in force, so that it was not possible to ensure 
hat the burden and advantage of the pooling arrangement was adequately 
movided for. The limited pooled services, connecting with the non-pooled 
sompetitive services at either end, exposed competitive traffic and the only 
latisfactory means of solving this difficulty seemed to be the extension of the 
jooling arrangement so as to cover substantially all duplicate competitive 


_ The Canadian National continued to press for a wide extension of pooling. 
e Canadian Pacific, however, refused to consider any but piecemeal proposals 
d advocated as a further step a pooling arrangement between Quebec and 
ronto, the suggestion being: that all pooled Quebec services would operate 
x the Canadian Pacific Railway with the cancellation of all Canadian 
onal Montreal-Quebec trains; that the Canadian Pacific would cancel one 
its Montreal-Toronto morning trains; that the corresponding train of the 
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Canadian National would operate as a pooled train in and.out of Windsor St 
Station in Montreal; and also that the Montreal-Toronto fast train should 
Windsor Station, both for departure and arrival. This proposal was consider 
by the Canadian National Section of the Joint Co-operative Committee and t 
Canadian Pacific Section was advised that the Canadian National would consid 
some such proposal if the Canadian Pacific would be willing to extend ti 
pooling arrangement to include duplicate competitive services west of Toron 
and apportion the pooled trains between Bonaventure and Windsor Stre 
Stations. Subsequently the matter became the subject of corresponden 
between Mr. Hungerford, as Acting President of the Canadian National, am 
Mr. Beatty. (See Exhibit “ C.’’) 7 
Negotiations continued between the two companies through the medium @ 

the Joint Co-operative Committee and it was agreed to prepare a joint su 
of pooling of duplicate competitive passenger train services in Quebec 
Ontario, including the Boston services of the two companies (connecting 
the Boston & Maine Railroad), but excluding: the Transcontinental serv 
This survey was made in detail setting up the routes and schedules of 
proposed pooled train services. The matter of the use of terminals at Montre: 
however, was set aside. Complete agreement with this single reservation w 
reached. The report is attached hereto as Exhibit ‘“ D.” 
The problem of the use of terminals at Montreal was then approached, a 
will be seen by an exchange of correspondence between the Chairman of 14 
Canadian National Section of the Joint Co-operative Committee and Mr. J. E 
Armstrong, Assistant Chief Engineer of the Canadian Pacific Railway. ; 
Exhibit “E.”) A special sub-committee of the Joint Co-operative Commi 
was appointed, consisting of Mr. C. 8. Gzowski, Chief Engineer of Construc 
of the Canadian National and Mr. J. E. Armstrong, Assistant Chief Engi 
of the Canadian Pacific, to report upon the adequacy of the respective terming 
at Montreal, which report was rendered on July 25, 1933. (See Exhibit “ F. " 
This report was considered by the Joint Co- -operative Committee in thi 
light of reports of committees on passenger train pooling, but it was impossib 
to reach any agreement as regards what services should operate from 4 
respective terminals. It was, therefore, agreed to report dissent to the J 
Executive as regards the use of the Montreal terminals and this was done k 
Report No. 10 (Exhibit “G”’). * 
It will be seen from this report that the Canadian Pacific Section demandee 

all the principal trains of both companies, whether pooled or non-pooled, sh 
use Windsor Street Station. The Canadian National Section felt that 
auxilliary facilities at Windsor Station were inadequate for such a volum 
traffic and that there could be no justification for the expenditure of the | 
amounts of capital necessary for enlarging the Glen Yards and providin 
fourth track between Westmount and Windsor Street Station, as well as enlarget 
express facilities; moreover, it would be impracticable and very expensiv 
arrange for the Maritime services of the Canadian National to use Win 
Street Station, The Canadian National, therefore, held that both stations 
used, thereby avoiding capital expenditures and in doing so to apportion 
pooled trains between the two stations in such a manner as to keep the in 
station transfer of passengers, baggage, mails and express as low as possi 
The Canadian National had studied this feature and found it to be feasi 
economical and efficient. Despite further negotiations carried on between th 
Executives, the Montreal terminal situation has remained at this impasse. — 
Meanwhile further studies were progressing with regard to the possibi 

_ of pooling the suburban services between Montreal and Vaudreuil and on Au 
4, 1933, a report of a method of pooling these services was made to the J 
Co- -operative Committee, 
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Studies initiated on July 10, 1933, in regard to Transcontinental services 
> carried on and various proposals were advanced by each side and were 
ied, but nothing approaching agreement emerged. 

_ On March 22, 1933, the Canadian Pacific suggested, inasmuch as it had 
ed impossible to arrange for the wider pooling, that their proposal of March 
933, for the pooling of services Quebec to Toronto should be studied leaving 
the Boston services. This proposal was seriously considered by the then 
rectors of the Canadian National Railways and it was resolved such a pooling 
ngement would not be desirable in the interests of the property, because of 
mpossibility of balancing the burden and advantage. The Canadian National 
Id have had to cancel all its Quebec services and would have lost the 
treal end of both its premier day trains between Montreal and Toronto with 
ections to Chicago and the Canadian Pacific would only cancel one additional 
train between Montreal and Toronto, but as far as through connections were 
erned the Canadian Pacific would not sacrifice anything, because the pooled 
would be using Windsor Street Station. The exposure of competitive traffic 
and from points beyond the limited pool was considered too great a factor and 
the absence of the willingness of the Canadian Pacific to extend the pooling 
rangement west of Toronto further negotiations lapsed until the appointment 
the Board of Trustees of January 1, 1934. 
Negotiations on passenger train pooling were recommenced on January 9, 

4, when arrangements were made for a conference between Mr. Hungerford 
Mr. Grant Hall. At this meeting the whole situation was canvassed with 
w to finding some common ground. Mr. Grant Hall refused to agree except 
rinciple to the pooling of passenger train services beyond Toronto, with 
gard to which complete detailed information of possible pooled services was 
vailable (See Exhibit “D”). Previous studies of the Transcontinental services 
d not resulted in any joint arrangements which could be considered satisfactory, 
d therefore further consideration was limited to the teritory between Quebec 
d Toronto and the suburban services. After considerable discussion on the 
inal problem in Montreal as affecting the situation, Mr. Grant Hall receded 
the Canadian Pacific stand and agreed, pending further study of the 
treal Terminal problem, and if all of the Quebec services and one of the night 
ed trains to Toronto and the fast afternoon pooled train to Toronto used 
indsor Street Station, the other night pooled train to Toronto and the other 
oled day train to Toronto should use Bonaventure Station. It was also agreed 
een Mr. Grant Hall and Mr. Hungerford that the suburban services between 
idreuil and Montreal might be pooled, the pooled services to use Windsor 
reet Station. 

_ The attitude of the Canadian Pacific at this meeting, with regard to the 
minal problem in Montreal, seemed more conciliatory than in previous 
sussions. The suggested arrangement was, in fact, the Canadian National 
estion for the division of pooled trains between the terminals as regards 
ng in Ontario and Quebec, excluding the Boston services and Transcon- 
ital services. The Canadian Pacific concession seemed to remove the question 
he terminal problem in Montreal from any further negotiations for an 
sion of the pooling arrangement west of Toronto, because it disposed of all 
trains connecting with Toronto, and inasmuch as the full details of pooled 
_ schedules west of Toronto had been jointly agreed to (See Exhibit “D”’), 
was hoped that the pooling west of Toronto would promptly follow; in fact, 
> Canadian Pacific agreed in the Joint Executive Committee meeting that 
ediate joint study be made of the extension of the pooling arrangement west 
oronto and in the Transcontinental field east of Winnipeg. 

In the light of these circumstances, the Board of Trustees of the Canadian 
al Railways approved of the extension of the passenger train pooling 
ement to cover the Quebec-Montreal and the balance of the Montreal- 


_ to North Bay and thence via the Canadian Pacific line to Sudbury. 


second Canadian Pacific Transcontinental train was necessary between Sud 


culminated in a letter from Mr. Beatty to Mr. Fullerton as foliows:-— 
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Toronto and Ottawa-Toronto services and the Joint Co-operative Com 
was instructed to prepare details of the arrangement. This was done in - 
No. 28 of the Joint Co-operative Committee (see Exhibit “H”’), and the arra 
ment was made effective March 11, 1934. a 
The studies which had been agreed to were carried on, but the hopes 
speedy extension of the pooling arrangement were not realized. It pr 
possible to reach complete agreement with regard to the details of pooled ser 
west of Toronto with the exception of the determination of which com 
should operate the pooled trains between London and Windsor, which d 
difference was only in connection with the balancing of disturbance to labo 
Two rather widely different plans of pooling in the Transcontinental serv 
however, were developed. The one advanced by the Canadian Pacific involy 
the Canadian Pacific operating all pooled services between Toronto and Sudbu 
and Montreal and Sudbury, and two pooled trains in each direction Sudbury 
Winnipeg, while the Canadian National was to operate one pooled train Sudbur 
Winnipeg. The pooled trains were to be switched between both station 
Winnipeg, so as to connect with the western services of each line. The Cana 
National proposed that each company should operate pooled Transcontin 
trains between Montreal and Ottawa, using Windsor street and Bonaven 
stations respectively, and that these pooled trains should be consolidated 
one pooled train at Ottawa and run preferably via the Canadian National 


Canadian National likewise considered that the pooled Transcontinental 
to and from Toronto should be routed via the Canadian National betwe 
Toronto and Bala Park and thence via the Canadian Pacific to Sudbury. Bet 
Sudbury and Winnipeg a pooled train would run via each line to the respe 
terminals in Winnipeg, with provision for passenger, baggage and mail tran 
and for inter-station switching. The Canadian National did not consider 
and Winnipeg, but was agreeable to having this train operated by the Canadi 
Pacific if they so desired, as a non-pooled train. 4 
Serious consideration was given to the detail differences between the res 
tive proposals and it was hoped that they might be reduced to a few pon 
which could be referred to the Joint Executive Committee for final adjustm 
Negotiations at one time indicated only one essential point of difference exi 
the Canadian Pacific demanding that the pooled Transcontinental train 
Windsor street station exclusively and the Canadian National demanding the 
both stations at Montreal be used and that the trains be consolidated at Ott 
such an arrangement being essential to adequately protect non-pooled Tr 
continental express and to provide for public convenience of Transcontin 
passengers connecting with passenger services using Bonaventure station. Ha 
in mind these considerations, a special sub-committee was appointed to pre 
and draft a report (see Exhibit “J”). However, when this draft was consid 
by the Joint Co-operative Committee on July 11, 1934, the Canadian Pa 
section repudiated it and stated a large number of objections. In view of 
situation, the Canadian National section of the Joint Co-operative Comm 
suggested that dissent be immediately reported to the Joint Executive. 
Canadian Pacific section requested time to consult their executive. Subsequ 
the Canadian Pacific section forwarded to the Canadian National section a 
of a memorandum they had prepared for submission to the Canadian Pa 
Executive and this memorandum became the subject of correspondence bet 
the executives of the respective properties (see Exhibit “K’’), which fi 
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CANADIAN PACIFIC RAILWAY COMPANY 


Montreau, October 9, 1934. 


flonourable C. P. FULLERTON, 

Chairman of Trustees, 

Canadian National Railways, 
Montreal, Que.. 


Dear Mr. Fuuuerton,—I enclose herewith copy of memorandum prepared 
ithe Canadian Pacific Section of the Joint Co- -operative Committee, which, 
-am assured, correctly outlines the position of the various line abandonment 
uestions referred to that Committee. These, I understand, comprise some of 
he subjects you would like to discuss when the Joint Executive Committee 
1eets. 

I might add, by way of explanation, that of the line abandonments which 
ve been reported upon by the Joint Co-operative Committee (Clause 1 of the 
morandum) Report No. 15, Estevan-Bienfait, recommending against aban- 
ment, Reports Nos. 25, St. Johns-Farnham, 30, Bala-Wanup, and 31, Grand 
Js-Edmundston, recommending abandonments, and Report No. 26, Linwood- 
istowel, recommending that these lines be dealt with when the principles for 
ritorial abandonment (Clause 7) have been settled, have been approved by 
ne Joint Executive Committee. Report No. 29, Arnprior- Eganville, has not yet 
een approved by your Company. 

2 I hope to be able to indicate, when we confer, the position of our own investi- 
ions respecting Canadian Pacific line abandonments in non-competitive ter- 
ry. I would naturally appreciate if you would let me have a memorandum 
et matters, which from the standpoint of your Company, should, in your 

Beat be taken up at the next meeting. 

After careful consideration it has been decided by our Executive that this 

Supa cannot agree at the present time to proceed on any basis heretofore 
| gested with a pooling West of Toronto which would involve the severance 
‘its present satisfactory arrangements with its connections for the handling 
f traffic to and from Chicago, because of the seriously detrimental effect such 
ooling would have on the Company’s rail and steamship interests. 
The difficulties in the way of reaching a mutually satisfactory arrangement 
Bregard to pooling West of Toronto and in Transcontinental (East of Winni- 
eg) passenger train services appear at present to be insurmountable and, under 
ae circumstances, in my opinion no useful purpose will be served by our con- 
ering them further. 


; 

The Canadian National gave consideration to the Canadian Pacific’s 
quirement that any pooling arrangement west of Toronto must be predicated 
on maintaining connections with the Michigan Central, and while such a step 
= foregoing considerable economy and also would mean the exposure of 

madian National pooled traffic to Michigan Central competition and a loss of 
venue to Canadian National lines in the United States, the economy which could 
1 be made seemed to be sufficient to justify a modified pooling arrangement. 
e Canadian Pacific were so advised and were asked if they would be willing to 
dy such a proposal. They agreed and negotiations were re-opened for “the 
pose of studying a pooling arrangement west of Toronto which would maintain 
dian Pacific connections with the Michigan Central. After considerable 
, due partly to a change in the organization of the Canadian Pacific 
-operative Committee and partly from the inability to agree as to what was 


H 


Yours very truly, 
(Signed) E. W. BEATTY. 


186 SPECIAL COMMITTEE — fo Ma tc) ra 


to be studied and in what manner, a sub-committee was finally appoint 
December 3, 1934. Study by this sub-committee has not been very produc 
of results, because: the Canadian Pacific contended that in order to maint: 
satisfactory connections with the Michigan Central it would be necessary t 
all the connecting services over Canadian Pacific rails between Toronto 
Windsor. The Canadian Pacific refused to cancel any services Toronto 
Windsor. This is directly at variance with the stand taken by the Canad 
Pacific Railway in all previous joint studies and if the Canadian Pacific maint 
this attitude any substantial economies from pooling west of Toronto 
impossible of attainment. 
A word may be added regarding the duplicate Boston services and duplicat 
Montreal-Vaudreuil suburban services. 
Consideration of the Montreal-Boston services was deferred pending rep 

of the United States Federal Coordinating Committee. This committee repo 
adversely on pooling on account of the divergence of routes in the United Sta 
and in the light of this report the Canadian National held that it would 
impossible to pool the Canadian end of the services until such time as 
coordinating committee in the United States changed its view. The Canad 
Pacific, however, held that the difficulties in the Montreal-Boston services t 
on the question of the Montreal terminal, and if the Canadian National woul 
agree to the use of Windsor Street terminal in Montreal, that the Fed 
Coordinator might be approached with regard to pooling the Montreal-Bos 
services. The Canadian National cannot see how the terminal situation has 
bearing on the problem as far as the United States Coordinating Committe 
concerned (See Exhibit “L”’). 
Complete details of pooled services for suburban traffic have been worked 
since August 4, 1933, and, as intimated in this memorandum at the meetin 
between Mr. Hungerford and Mr. Grant Hall, it was agreed that these serv 
might be pooled. However, when it became evident that negotiations for 
extension of the pooling arrangement would be prolonged, the Canadian Natio 
deferred putting the suburban pooling arrangement into effect, because to do 
would have unbalanced the labour situation as between the two companies 
would likewise have exposed considerable Canadian National traffic to e 
petition beyond the limited pool. 
Although studies are continuing regarding the pooling of services west 
Toronto and in the Transcontinental field east of Winnipeg, the Canad 
National cannot help but feel that they will prove abortive. This is unfortun 
as passenger services in this territory comprise by far the greater portion of th 

field for realizable economies from pooling. The economies which are be 

deferred are in the order of 1,570,000 train miles per year or about $1,750,000 
year. In view of the narrow differences which existed at one time between 
two companies, the economy is one which would seem to be realizable. 
Canadian National Railways has done everything possible in order to bring ab 
a fair and equitable pooling arrangement. Further progress would seem 
require the calling into play of the arbitral provisions of the Canadian Nation 
Canadian Pacifie Act. ‘a 


Montreat, January 8, 1935. 
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THE SENATE OF CANADA 


PROCEEDINGS 
OF THE 


SPECIAL COMMITTEE 


Appointed to 


ENQUIRE INTO AND REPORT UPON THE BEST MEANS OF RELIEVING THE 
_ COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION 
| AND FINANCIAL BURDEN CONSEQUENT THERETO 


No. 7 


i: ‘The Right Honourable George P. Graham, P.C., and 
a the Honourable C. P. Beaubien, 1 Ol 
i Joint Chairmen 


i - WITNESS 


\e 
we ° . . ° 
Mr. S. W. Fairweather, Director, Bureau of Economics, Canadian 


National Railways. 
Y 


EXHIBITS 


| | Exhibits A to L to accompany Exhibit No. 40. 


0. 41. Report by Mr. Fairweather submitted to Royal Commission on Railways. 
[ransportation December 8, 1931, re possibilities of co-operative use of 
ies as between C.N. and C.P. Rys., and proposal for creation of a budgeting 
anning commission. 


No. 42. Submission to Royal Commission on Railways and Transportation by 
Fairweather on consolidation of C.P. and C.N. Rys. (Not printed.) 
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J. O. PATENAUDE, I.S.0. 
PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
1988 ' 
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esolved,—That a Committee of the Senate be appointed to enquire intoly) (d 

port upon the best means of relieving the country from its extremely — a 

is railway condition and financial burden consequent thereto, with power _ 

1d for persons, papers and records, and that the said Committee consist of 
nty Senators. (hy eae 


Ordered that the said Special Committee be composed of the Honourable — 
ators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
am, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, — 


Robinson, Sharpe and Sinclair. 
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MINUTES OF EVIDENCE 


THB SENATE, 
WepnNEspay, May 11, 1938. 


The Special Committee appointed to inquire into and report upon the best 
ans of relieving the country from its extremely serious railway condition and 
imancial burden consequent thereto, met this day at 10.45 a.m. 


a Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
@) Col. O. M. Biggar, K.C., Counsel to the Committee. 
_§. W. Famwearuer (Examination resumed). 


By Mr. Biggar: 


_ Mr. Fairweather, I have just had an opportunity to look at that memorandum 
which you were referring yesterday afternoon, Exhibit 40, and I see that it 
to a number of exhibits which were attached to it originally?—A. Yes. sir. 
Q. But which are not presently available. Can those be supphed?’—A. I 
lied them to Mr. Hinds. 
7 Q: Oh, I beg your pardon. I had not seen them. They are all here?— 
my es sir. 
_ Q. Then we can turn directly to the next point. You referred yesterday to 
teport 58, which is the only one of those that did not recommend action that 
|as so far been referred to?—A. Yes, sir. 
_ Q. Have you got anything to say about any of the other reports that did 
b recommend action?—A. No sir, only to remark that they represented cases 
ere we thought when we started that there was an economy and when we 
into it we found that there were difficulties. I do not know whether under 
heading you would refer to the Okanagan report or not. Of course, there is 
ase where we first reported an economy and subsequently, when we started to 
ike the economy actually effective we discovered that the particular plan 
lich we had worked out would not work, and that instead of having an economy 
would have had a joint expense. So that particular report was withdrawn and 
$ subjected to further study. 


y 


By the Chairman (Right Hon. Mr. Graham): 

Q. Would you mind telling the Committee between what two points the 
agan Valley railway runs?—A. The Okanagan Valley line is, as you know, 
ithe Rocky Mountains. It is reached by two branch lines, one coming off from 
+ Canadian Pacific Railway at Sicamous, which goes down as far 
kanagan Landing, which is the north end of the lake. It is also 
ed from the south end by the Kettle Valley railway, which is part 
ie Canadian Pacific. But in between the north and the south it was the 
ice to use the lake. Well, a line was constructed by the Canadian National 
Campbell Creek, with running rights over the Canadian Pacific to Kamloops, 
Campbell Creek to Armstrong, and then with running rights over the Cana- 
Pacific from Armstrong down to Vernon, and then a Canadian National 
to Kelowna, into which the Canadian Pacific took running rights. There 
ed there to be a duplication in service and we made a study of it and worked 
plan that we thought would give about $140,000 a year economy. But 


a 
he 
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we—I am speaking for the Canadian National section—while we went nhondl wit 
that recommendation we felt that there were grave doubts that what was cor 
templated would be really of sufficient convenience to the public, because 
contemplated an alternate service: one day out connecting with Sicamous 
the Canadian Pacific trains at Sicamous, and the next day connecting with 
Canadian National trains and the Canadian Pacific trains at Kamloops. 
that a man wanting to travel from the north end of the valley, would find himse 
one day in Kamloops and the next day in Sicamous. And we thought that thai 
would hardly be considered a convenient service. Nevertheless, there was at 
economy there of $140,000, and we thought it was doubtful and therefore we 
ahead with it. Well, about the time when we started to have hearings with ¢ 
Board of Railway Commissioners as to whether this would be a convenie 
service or not, it developed that we had overlooked a very serious point. Ih 
order to make this arrangement workable at all we had to allow a man whe 
purchased a ticket at Sicamous, say, to a point called Armstrong, or Keloul 
the right to travel out of there over as far as Kamloops. q 


By Hon. Mr. Hugessen: 


Q. On a return ticket, you mean?—A. Yes. You can see what woul 
happen. We did not think of it, but the traffic managers pointed it out to us 
A man could purchase a return ‘ticket from Sicamous, say, to Armstrong, ant 
could travel on that from Sicamous to Kamloops, and the result was tha 
it broke down the whole transcontinental fare structure, and it would hav 
been impossible to maintain the differential—that is, you could not possibl} 
have had that loophole in there. It would have meant that a transcontinent 
passenger buying a ticket to Sicamous and a local ticket from Sicamous © 
Kamloops, and then from Kamloops to Vancouver, would have been sever 
dollars ahead of a man who bought his ticket through to Vancouver. 
quite apart from the question of. public convenience, which the Canad 
National thought was doubtful, there was this other feature that absolutel} 
ruined the plan. Then we went back at it to see what we could possib! 
do with that limitation, and we found that there was available a measure ¢ 
economy on pooling the services on the lake, but the economy was not of 
large order. The economy that could be made was the economy in tra 
service. Both companies had skinned their service on the lake down to th 
point where there was really not an awful lot of economy left. I am speakin 
from memory, but I think it was in the nature of somewhere around $10,00 
or $12,000 a year. Pt 


By Hon. Mr. Buchanan: 


Q. Has the Canadian National a service on the lake as well?—A. O 
yes, there is a duplicate service on the lake. And we thought that represent 
an opportunity for economy. At one time the possible economy was consi 
able, because both companies were running passenger boats and tugs and bar 
but as the depression deepened, both companies withdrew their expensive pai 
senger boats and continued their operations with tugs and barges. 


By Hon. Mr. Hugessen: 


Q. Besides, there are bus services running on both sides of the lake noi 
—A. Yes. That enabled us to get the passenger boats off. They were expe 
sive. When they were taken off, the field for very large economies 
restricted, until such time as it becomes necessary to put new capital into 
barges or new tugs. And that is the condition in which that particular re 
stands now. There is a small economy to be had, but I do not think at 
present time it would be more than $10,000 a year. But when it comes 7 
a point of either company having to build tugs or barges, then there wou 
be a chance for a fairly worthwhile economy. 

(Mr. S. W. Fairweather.] 
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_ By Hon. Mr. Hardy: 

Q. You pointed out the difficulties in connection with that passenger 
gement. Would that same difficulty apply to freight matters?—A. No. 

. Could any economy be made there?—A. It was not really on the 
enger service, it was on the freight service. All these trains we are 
ing about were mixed trains carrying both freight and passenger business. 


By Mr. Biggar: 
 Q. Are there any other reports listed m Exhibit No. 29 that you want to 


mtion in regard to any circumstances that is not clear in the report itself? 
A. No. Generally speaking, sir, they have been dealt with, except it might 
desirable to mention the particular situation which I think is mentioned in 
| e joint memorandum about the difficulty we got into at MacTier. 

bay Q. Yes?—-A. There was a case in which we had to set aside an economy 
ecause the Railway Act required compensation to employees who had con- 
ucted houses at a terminal. 

_ Q. Then we can go on to the possible economies that the joint co-operative 
mimittee has had under consideration, but that have not yet been the subject 


ie By Hon. Mr. Black: 

|  Q. I should like to ask Mr. Fairweather a question to satisfy myself with 
esard to the reason for the abandonment of this Kamloops arrangement. You 
y you might have lost something if the public became aware they could 
to Vancouver by Kamloops?—A. Several dollars. 

- Q. What does that mean, $2 to $5, $5 to $10?—A. I would have to 
efresh my memory. 

me, Q. It seems to me that if you were going to save $100,000 you could not 
ase that much in the slight difference in tickets—A. The answer to that is the 
assenger traffic managers of the two roads estimated that the effect upon the 
assenger structure would be several times the economy. 

~ Q. You have got to follow a rule and not economy: is that the idea?— 
\. No, sir. We sat down with this particular difficulty and scratched our heads 
nightily to try and get around that point. But there is a difference between 
landling passengers and freight. Freight has not any intelligence; but a passen- 
i when he steps on a train— 

% 


i By Hon. Mr. Hugessen: 
 Q. Sometimes has—A. Sometimes has. 


By Hon. Mr. Black: 

 Q. I see what you mean, Mr. Fairweather, and I appreciate your evidence 
ry much, but that is an explanation that does not appeal to me. A man in 
siness who wishes to take advantage of economies usually finds a method of 
@ so. If he loses something at one end he does not allow any rule to stand 
is way.—A. I do realize that it does sound to be a silly thing, and I want 
‘say right now that when the passenger traffic managers reported this we would 
ot believe it. We said, “ Surely there is some way around this thing”; and we, 
‘0 to speak, locked them up in a room and said, “It is your job to find some 
y out of this.’ They came out of it and said, “ There is no way out of it. 
; is impossible. You cannot go to work and cut”—I think it was eighty or 
uinety miles or more than that—‘ out of your transcontinental route without 

Wing an effect upon your total passenger structure.” We said, “ Why do we 
we to say anything about it? It is true the odd man will discover it and will 
» advantage of it, but surely if we do not publish it the great majority of 
won’t know it and they will be perfectly happy to buy a ticket through 
ncouver in the ordinary way.” 
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Q. They would get to Vancouver more quickly in the bidideey way A 
sir. It was not a question of service. A man could travel down to Sic 
and Kamloops; he had not to go to Armstrong at all. All he had to do was 
off at Sicamous, or have a friend or anybody else buy a ticket for him, o 
could get off, let us say, a train at Sicamous, buy a ticket to Kamloops, 
step right on the train again and continue. 


By Mr. Biggar: 


Q. You suggested you had not to publish the rates and very few peopl 
would get to know about it—A. The passenger traffic managers said, “ Yor 
may be perfectly fine engineers and operating officers, but you don’t kno 
passenger traffic business. Every optional route that is at least a reductigelil 
through fares is so well known to the people who currently travel that it i 
just too bad.” And we had to bow to their decision in that regard. 


By Hon. Mr. Copp: 


Q. You were satisfied, Mr. Fairweather, I understand, with the explanati 
of the traffic managers in regard to it?—-A. We were in this position. I a: 
personally satisfied there was no way out of it. In order to stop this thing 4 
one time we considered taking passenger train service off altogether and sub 
stituting buses, that is, running down from Salmon Arm. We discussed ever, 
possible means of getting over that particular difficulty; we could not do i 
There was another way of getting around it. You could either abandon tk 
Canadian Pacific Line from Armstrong to Sicamous, or the Canadian Nationa 
Line from Campbell Creek down to Armstrong. That would have done th 
trick because then a man could not have done this particular thing in thi 
passenger territory. But so far as the Canadian National is concerned, we cou 
not say it could be justified in the public interest to abandon either of th 
lines. We made an elaborate study of the routing of freight traffic in and ou 
of the Valley, and the Sicamous route was a preferential route and aided th 
people of the Valley in distributing their goods over a considerable part 0 
the West. The other route via the Canadian National connecting at Kelowns 
was also a preferential route and was capable of giving better service to oth 
sections of the country. Speaking for the Canadian National section of t 
joint co-operative committee, I could not recommend honestly that either lin 
be abandoned; but that was. the only way of getting out of this particul a 
difficulty. 


By Hon. Mr. Calder: 


Q. Mr. Fairweather, I think you stated that the traffic managers of th 
two roads reported to you that if your proposal went into effect the loss | 
passenger business would be greater than the proposed economy.—A. Yes, §: 

Q. They reported that?—A. Yes. Initially they reported to their respectiv 
executives, then their respective executives discussed the thing and sent it t 
the joint co-operative committee for study. We got hold of the passeng 
traffic managers to see if there was not. some way out of the impasse. So f 
as I was personally concerned in this particular thing, so long as that a 
existed I am personally convinced there was no way out of it. 


By Hon. Mr. Black: 


Q. But you would not say the loss in passenger fares would be creat 
than the saving?—A. Yes, sir. 


By Hon. Mr. Calder: 


Q. That is what the traffic officers reported?—A. Yes. I say if ‘the 
had been a margin of profit remaining it might be considered, but it ate v 
the whole economy. 

[Mr. 8S. W. Fairweather.] 
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By Mr. Biggar: 

. Then we can go on with the two Er teniatite of studies in respect of 
there is no report. Those, I think, are shown in the chart which is 
red to in paragraph 10 of Exhibit No. 29. Perhaps you can tell us what 
chart is and how it came into existence in the first instance. You have 
py of it before you?—A. Yes, sir. 

Q. Tell us generally how it came into existence and by whom it was 
ared?—-A. In the preliminary discussions which you had with Mr. Arm- 
ong and myself, which led to this joint statement— 

 Q. Yes—A. —I mentioned that I had the various committees in chart 
rm, and you expressed a desire to have that available for the committee. I 
epared this chart at your request from the data which I had. 

q. This was prepared for the purpose of the committee?—-A. Yes, sir. 

Q. It is in four sheets. The first, I think, is one dealing with the inquiries 
at have been chiefly the subject of reports; is that it?—-A. These series of 
arts are divided up under allotment numbers.: As our memorandum pointed 
t, we do not have under our jurisdiction all co-operative committee matters. 
 Q. No. But the ones that came— A. The ones that came under our . 
risdiction are shown. For the purpose of convenience I will call them allot- 
t 1, allotment 2, allotment 3. 

Q. Yes?—A. This chart is divided up by allotments and simply shows 
committees that were set up at various times to study the matters that were 
red to us. 

Q. The first of them is the one now spread out on the table?—A. That 
s off with allotment No. 1. 

_ Q. The chart extends from allotment No. 1 to what?—A. This particular 
e goes as far as No. 4. 

Q. I have checked that by reference to the report and I find that it covers 
e things, as far as my observation went, in respect of which there is no 
: In the first place there is the Montreal-Vaudreuil suburban services 
entioned on that chart, and you have already dealt with it?—A. Yes, sir. 
Q. The next one is east of Winnipeg. Is that the one you were speaking 
yesterday?—-A. Yes, sir. 

' Q. The third one is the joint use of terminals at Montreal. Is that covered 
—A. That is covered also. 

Q. Then we have this about in and out of the Canadian National station, 
mnipeg?—A. That was part of the study of the transcontinental pooling. 
Q. And then there is a reference to extension of passenger train pooling. 
at the one that is covered by report No. 28, or is there another?—A. What 
ence is that, sir? 

Q. There are no numbers on the chart. There is nothing to indicate where 
—A. You are referring to the Montreal-Boston services, perhaps. 

Q. It says, “Extension of passenger train pooling.” 

_ Hon. Mr. Murpvocx: West of Toronto. 


f By Mr. Biggar: 

 Q. It is the last——A. Oh, yes, “Extension of train pooling.” That is the 
st of the committees prior to report No. 58. 

q FO. I see-—A. That Committee made its report, and it was after that that 
port 58 was prepared. 

Q. The next thing I find that there does not seem to be any report on is 
e Head Committee——A. Oh, yes. That is under allotment No. 3. That is 
ry big study. 

Q. What is the position of that?—A. The position of it is that it is under 
but the study is not being pursued actively at the présent time. It was 
Side for various reasons. I imagine one of the reasons was that we could 


not reach a fundamental agreement as to the nature of the joint operation. 
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was one of the troubles. Another thing was that we were concentrating up: 
trying to get an agreement of the line abandonments completed. This study has 
been with us for a long time. ; a 
By Hon. Mr. Gordon: a 
Q. What does it refer to, in broad outline?—A. The Canadian National 
Railways at the head of the lakes has a very excellent hump yard. You gentle- 
men probably know very little of what a hump yard is. It is a yard in which 
the switching is done by gravity. It is a modern type of yard operation. 

' That yard is not being used to capacity. The Canadian Pacific facilitie 
at the head of the lakes consist of what we call flat switching yards, and wher 
you have a large volume of work to do a flat switching yard is inefficient. Where 
there is a small amount of work to do the flat yard is the most efficient. Bu 
when you get to a volume of business that is quite considerable, as you have at 
the head of the lakes, there is a definite economy in the hump yard. 

We have a hump yard that has enough capacity to take in the Canadian 
- Pacific as well as the Canadian National; there therefore seemed to be al 
opportunity of making available our hump yard to the Canadian Pacific to 
our general advantage. , q 


By Mr. Biggar: 

Q. And you have not been able to reach a basis?—A. Well, in addition to 
that, each company serves a maze of elevators along the water-front, and it is 
a very complicated situation. Now, if we consolidated that particular yard, 
the whole thing, so there would be no distinction between C.N. or C. P. car 
going to a particular industry, there would be an economy effected. Some o 
that economy has already been effected by arrangements that were made locall 
by the local superintendents, whereby one company would switch a certain 
industry and the other company another. 4 
Q. I do not want all the details. The position is that you have not really 
reached a basis of principle yet?—A. Well, yes. : 
Q. And it is still under consideration, but very slowly under consideration?—= 

A. Yes. ¥ 


By Hon. Mr. Cote: a 

Q. That will take three or four years, I suppose. It is a difficult problem— 

A. I think it would not necessarily take that length of time to develop. a 
Q. In your opinion what length of time is required to solve a problem of 
that kind, the one under consideration now?—A. I would say that to do that 
thoroughly and make sure you were not taking false steps, it would take about 
six months concentrated study. a 
¢ 
By the Chairman (Hon. Mr. Beaubien) : . 

Q. Were you not breaking ground there too?—A. Yes, in a measure. 

_ Q. It took you two years to break ground in other ways. Are you n¢ 
afraid that it will take you two years here?—A. I frankly say that it could he 
done faster. q 
Q. We believe you. 


q 


By Mr. Biggar: 
Q. When you say six months, do you mean by men who had nothing 

to do?—A. I would say six months in the way that we went about the train p 
ing when we had decided on policy. We could in six months have an arrangi 
ment worked out which would be satisfactory. E 
[Mr. S. W. Fairweather.] 
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ey I understand you to mean six months after a decision has been reached 
principle?—A. Yes, sir. 
Q. But you are not including within the six months the time required to 
zach a satisfactory principle?—A. Oh, no, sir. 
= ©. The next is, “ Use at Yarmouth of D.A.R. facilities.”—A. Yes, 
Q. What is the position of that?—A. It is in this position, and I can 
plain— 

j Q. Never mind going into the details—A. The position is that the local 
jommittee reported back in 1933, and there was a $4,000 a year economy 
dicated. It was not put into effect. The reason can only be explained if we 
© into the express and freight situation. 
4 Q. Why has it never been the subject of report?—A. For that reason. 

e Canadian National, faced with highway competition, is tending to adopt 
Ee ondition under which freight sheds such as this would be co-ordinated with 
heir own express service; and if we went into a joint station at this particular 
oint that turned the work over to the Canadian Pacific, we would be handicapped 
1 the larger internal problem, in which there is a very much larger economy 
han this—an economy involving a lot of money. Therefore this local freight 
hed situation was one of which, after due consideration, the Canadian National 
xecutive said, “ Until we determine our policy with regard to express and 
pent we will not do anything with regard to these freight sheds.” 

Q. The next is Halifax, ‘“ Use of Canadian National freight facilities.”— 
: That is the same position. 
 Q. “C.N.R. facilities at London, retaining Canadian Pacific roundhouse.”— 
\. That is a special study, and is illustrative of what you face. 
~ Q. What is the position now?—A. The position is this. When the Committee 
nade their report they reported that for convenient use by both companies 
here would have to be a further large capital expenditure, and we agreed to 
et it aside until the whole question of line abandonment between London and 
Nindsor was studied in conjunction with this particular thing, because this 
roject by itself was not a desirable thing to do as it simply added to the burden 
f the railway instead of diminishing it. 
q Q. “Sudbury: Use of C.P.R. facilities.’—A. The Sudbury situation was 
ied in with the transcontinental train service. 

Q. I see—A. Without transcontinental train service in the picture there 
{ ‘no economy to amount to anything. 
i Q. That is all I have except line abandonments, and I think they appear in 
nother sheet.—A. Yes, sir. 
 Q. As far as you remember, is there anything more on that sheet which is 
ot the subject of report, and to which I have not directed your attention?— 
4. No, I do not recall anything. 
a Q. Then we turn to the next sheet. I think it is the one underneath that. 
ie Right Hon. Mr. MricHen: What are you dealing with now? 
_ Mr. Biccar: The cases of possible economy that have been before the 
So- operative Committee which have not been the subject of report. If the 
Sommittee does not want to go into that, I will be satisfied. 


_ The Cuarrman (Hon. Mr. Beaubien): Have the amounts been ascertained? 
_ Mr. Biacar: No. 

_ The Cuarrman (Hon. Mr. Beaubien): They may be small. 

_ Mr. Bicear: They may be small. 


a By Mr. Biggar: 

Q. They are the cases which the Co-operative Committee has had under 
asideration since the last two years?—A. They are cases we have had under 
ideration and have not yet made a report upon. 
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By the Chairman (Hon. Mr. Beaubien): . a 
Q. They are still under consideration?—A. Yes, they are still und 3) 
consideration, 


By Right Hon. Mr. Meighen: 
Q. In your evidence before the Duff Commission you testified, if I remembe el 
right, that you estimated that $35,000,000 of savings could be made by 
co-operation between the two systems?—A. Yes, sir. 
Q. You have been four and a half years about it, and have saved $1,700, 000, 

so it would take ninety years to effect your saving at that rate. Is that correct? 
A. No, sir. + 
The Cuarrman (Hon. Mr. Beaubien): $1,200,000 and $500,000. 


= 
Bi 
ie. 


By Right Hon. Mr. Meighen: 7 

Q. I was over-generous. It would take about 110 years at the rate you 

are going—A. May I make an explanation, sir, because the evidence that 
gave before the Duff Commission with regard to the possibility of large scale 
economies has at various times been refered to, and not only as regards tk 
possibilities of co-operation but also as regards the possibility of economies 
under unified management. Your question related specifically, sir, to the 
co-operative economies. i 
Q. Yes—A. And I quoted a figure of $35,000,000, which at the tine I 
said was an offhand estimate. But that $35,000,000 was subject to the sami 
general qualifications that I made with regard to a larger estimate of $50,000,000 
to $56, 000, 000, which might be expected as a result of unification. Now, t th 
Commission was thoroughly aware of the qualifications, because they had beet 
made very plain to them. When people see the figures without the full explana: \ 
tion they get, naturally, a false impression. When I say that, sir, 1 simply meag 
that that figure has to have with it the qualifications that were well-known te 
the Commission. There are sane and realisable economies. And I firmly 
believe that those economies from co-operation are economies that are wel 
worth going after, but they are not to be measured in scores of millions 
dollars. And that applies equally to the economies which might be xn x 
from unification. With respect to this $35,000,000— 


By Mr. Biggar: q 

Q. It is $30,000,000, really, is it not?—A. It is $35,000,000, sir. Senator 
Meighen is entirely correct with regard to my evidence. Speaking as I 
speak now to this Committee, I spoke to the Royal Commission, and I said t 
offhand I thought that a figure on co-operation, comparable to my figure ¢ 
$56,000,000, would be in the nature of $35,000,000. 


By Right Hon. Mr. Meighen: 


Q. You said you made a qualification before the Commission. What w 
the qualification? I did not observe it?—A. The qualifications which I m 
are these: “The economy if it is to reach large proportions will involve dras 
abandonments of line, reduction in quantity and quality of service, particula 
passenger service, and a considerable disturbance of railway labour a 
material market. Canada must also—this is as to the unification—be prepa: 
to accept a risk attendant upon monopoly, the possibility of inadequate servi 
of inefficiency, of carelessness and of political differences arising from 
creation of a large group with a common interest. The program is predica 
upon a docile or practically helpless public and an equally docile or helples 
staff of employees.” cM 

_[Mr. 8. W. Fairweather.] a 
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 Q. 1 meant the qualification as to the $35,000,000.—A. I was going on 
that, sir. 


-By Hon, Mr. Coté: 


Q. What page are you reading aa of the Duff Report?—A. I am reading 
m a report which I submitted to the Duff Commission. With the permission 
this Committee I would appreciate an opportunity at this time to put 
aight the evidence that I gave to the Duff Commission on this particular 
tter. But speaking, for the moment, to Senator Meighen’s question, the 
alification that I made was a general one. It was an offhand statement, and 
ibsequently they asked for a more detailed statement. 


By Right Hon. Mr. Meighen: 


_ Q. That is not a qualification?—A. Well, in that more detailed statement 
he estimate was placed at $24,000,000 a year and there was a qualification 
uitached to that. 

> Q. Your first one was wrong?—A. It was an offhand statement, sir— 
t was a comparable statement to the $56,000,000, and it was given with that 
e eservation, that it was an offhand statement. The Commission subsequently 
isked that. it be given a little more careful consideration than that, and an 
imate was put in to the Royal Commission of $24,000,000. 


a 


By Hon. Mr. Buchanan: 

 Q. Was that under co-operation or unification? —A. This is under co-opera- 
ion. But that was qualified again, because I said to the Royal Commission, 
Yot only are these figures hypothetical, they are likewise not completely 
lizable in an additive sense. The items so interlock with each other and 
he railway itself is such a large factor in the national economy that there is a 
endency for the savings to become elusive.” Now, there could be no clearer 
dication to the Royal Commission than that, as a reservation. 


By Right Hon. Mr. Meighen: 

— Q. I do not think it is clear at all, unless it just simply cancels the estimate. 
A. It did not cancel the estimate in its entirety, sir. Perhaps this other 
otation will make it clearer ‘than I could, orally— 

Q. You say: we will save $24,000,000, but because of the complicated and 
mense nature of our business, that saving will be elusive. That is no estimate 
all—aA. Well, it had a use, ‘after all. 

Q. It misled them, apparently—aA. No, I do not think so, because I went 
o say this: ‘“ Nevertheless the figures are comparable with the expected 
ts of any program aimed at achieving very drastic reductions in railway 
enses in this country, for it is a fair criticism to make that theoretical 
momies predicated upon drastic changes are seldom if ever realizable to the 
ull.” Now that touches, sir, upon the usefulness of my evidence to the Royal 
mmission, and if this body would permit me I would like to make a little 
ment surrounding the submission of my estimate to the Royal Commission. 


By the Chairman (Hon. Mr. Beaubien) : 


i / 

_ Q. Mr. Fairweather, before you do that, perhaps you could answer this 
estion. If I understood you rightly, first of all you gave an estimate of a 
g of $56,000,000 from unification. From your explanation I gather that 
you said that from co-operation you could realize a saving of $35,000,000 
t was practically a guess?—A. They were both guesses. 

p9- That is all I want to know on that.—A. Quite. 
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3 Q. Then, when they asked you to go into details and give them some fi 
about which they could be thoroughly sure, as to the economies to be rea 
you said $24,000,000, and you added that that $24,000,000 was a rather theoret 
figure and in practice it might disappear?—A. Not entirely, sir. 

Q. When you give your answer I wish you would reassure us to what e: 
these theoretical figures may be practical figures?—A. Well, I will give 
my own opinion and I think I can also support my opinion by fairly comp 
authority. In my opinion, in Canada, at the present basis of traffic, there 
worthwhile and realizable economies if these two enterprises that are servin 
Canada are forced to make the economies that are sane economies and are n¢ 


absurd economies. 


By Hon. Mr. Haig: 
Q. Under co-operation?—A. Yes. That is my first statement. 


By Hon. Mr. Dandurand: 
Q. Do you say “are forced” or “ are willing ’?—A. I think we have had 
a chance to see what willingness will produce. That is my first statement. | 


By the Chairman (Right Hon. Mr. Graham) : e 

Q. If they undertook these economies you have in your mind, it would | 
immaterial whether they did it willingly or unwillingly, as far as results a 
concerned?—A. Yes. 


By the Chairman (Hon. Mr. Beaubien) : q 

Q. Would you put a figure on that?—A. Well, I would not mind putting m 
reputation behind it, such as it is worth. I think that at the present basi 
traffic, the sanely realizable economies, those economies that can be put im 
effect without undue prejudice to the development of this country— K 


By Hon. Mr. Dandurand: | oe 

Q. And under the supervision of the Railway Board?—A. Under the supe 
vision of the Railway Board,—I think that at the present basis of traffic 
might be expected to reach a top figure of not exceeding $10,000,000 a year. 


By the Chairman (Hon. Mr. Beaubien) : ; : 

Q. Is that a guess again?—A. It is a guess, if you please, but it is at | 

a semi-intelligent guess of a man who has been studying this railway situa 
in this country for a matter of twenty-five years. : 


By Hon. Mr. Dandurand: a 

Q. Are you taking into consideration the difference between the prese 
situation and that of 1930, as to economies that have already been made? 
A. Yes, quite. There is the nub of it. ( 


By Hon. Mr. Moraud: j 
Q. Can it be anything else but a guess?—A. It can only be an intellige 
guess, sir; it cannot possibly be anything else. 


By Hon. Mr. Calder: 

Q. What prevents it from being anything else but a guess?—A. Well, the 

are certain things that are fairly definite. For instance, there is three 
a half million dollars, or somewhere in the neighbourhood of three and 

million dollars, to be picked up in the passenger train pool, That is 
all there is there, and that is the big one. Now, when we get all through 

[Mr. 8S. W. Fairweather.] ‘g 
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ou may have one thousand miles of line that can be abandoned without 
age to the country or without seriously handicapping the country. Under 
present levels of traffic, the net economy proved by numerous joint studies, 
he net economy that you can expect from that line abandonment, is of the . 
rder of not more than $1,000 a mile. There, let us say, is $1,000,000. Now, 
n those two items you have $4,500,000 as fairly definite. The only indefinite 
hing there is how much of that one thousand miles—or let us say, if you want 
‘to stretch it, fifteen hundred miles—the Board of Railway Commissioners 
would approve. I do not know that. All I can do is to say what my opinion is. 
ie Q. When you made those estimates of $35,000,000 and $24,000,000, had 
you anything like the opportunity that you have had since to make a study 
pon which you could base those estimates at that time?—A. Well, I have 
of course had five years more experience, I will say that. But I had a con- 
siderable amount of data to make an intelligent guess. 
a Q. A guess?—A. Yes. 
_ _ Q. It could only be a guess?—A. It could only be a guess, and nobody— 


. do not care who does it—it could only be a guess. But now, speaking to 
the question— 
I By Hon. Mr. Dandurand: 
|. Q. Excuse me, at that time were you under the control of the Railway 


oard, or has it only been since 1933 that you have had the obligation to gO 
| the Railway Board for endorsation?—A. Oh no, that always existed. : 


By Hon. Mr. Moraud: 


Q. Can that saving be accomplished without controlled co-operation ?— 
In my opinion, as I stated yesterday, I think that these sane economies 
ght reach, at the present level of traffic, $10,000,000. 

Q. What I mean by “ controlled ” is “ forced.”—A. Yes. Those economies 
an only be made effective if somebody will initiate them in the public interest, 
utside the railways, as distinct from coming from inside the railways. 


By Hon. Mr. Gordon: 


Q. You gave us your opinion that two million dollars and a half could 
saved in regard to passenger traffic?—A. Yes, sir. 
@. I am only a layman and do not know much about railway matters, 
is it not a fact that when the Railway Commission make a rate for any 
ody over certain distances they are guided by the shorter haul? Now, 
then, though you complain that railway rates in Canada are lower than any- 
where else, you persist in drawing that freight over the longer route. Don’t 
rou think a far bigger saving could be made there by co-operation?—A. .There 
vare some savings. There again it is an informal guess, because one would 
kg very foolish to say he knows all about the other company’s line. 


; 
| Bit 


By the Chairman (Right Hon. Mr. Graham): 
Q. We used to call it an “ educated ” guess.—A. I stand corrected, sir. 


By Hon. Mr. Ballantyne: 


_ . Mr. Fairweather, instead of the company having its own offices all 
ver the world in the various centres, would it not be possible to put them 
together and effect a great saving? Secondly, could you not put your express 
companies together, and, thirdly, could you not put your telegraph companies 
together? I won’t say anything about terminals, because that was referred 
O yesterday. But it does occur to me that these three proposals I am making 
ht to show vast economies—A. Yes, sir, I agree. The three and a half 
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million dollars I spoke of in train pooling would be followed by a fu 
‘economy in connection with off line ticket offices. With the compe 
situation controlled, it would be possible to make some economies in 
off line ticket offices. But the economies there you cannot call vast. 
saving perhaps when you get down to it under present traffic conditions wo 
amount to half a million dollars a year. In the telegraphs there is a po 
bility of economy under present traffic conditions of about $600,000 a year, bi 
it would require considerable capital expenditure. : a 
Again, to show you the complications of this thing, you have a very delice. 
legal position. The economy under telegraphs could only be consummated — 
you merged the physical properties of the Montreal Telegraph Company with tk 
physical properties of the Canadian Pacific Telegraph Company. Now, 
Montreal Telegraph Company property we do not own, we lease, and under 
lease we have an obligation to return that property unimpaired and with 
improvements to its owners in 1979. If you had gone ahead and made y 
economy by merger, and you were faced with a liability to turn that prope: 
back, and you could not turn it back at the termination of the lease, you m 
find yourself in a worse position in the end than you were in in the beginning. 
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By Right Hon. Mr. Meighen: : 

Q. You could get over that by expropriation with a proper, fair and honour. 
able remuneration—A. I quite admit that, sir, but— 4g 
By Hon. Mr. Dandurand: a 

Q. Under the contract the return is 8 per cent.—A. If you want to break tl 
contract and say there is an over-riding power which will expropriate thé 
contract, and you determine now to set aside the lease by that means, I quit 
agree. When we tried it, and we did try to consolidate the telegraph compat 
legislation was introduced in Parliament for the purpose, but it was subsequen 
withdrawn. oh 


By Right Hon. Mr. Meighen: 

Q. Consolidation of the telegraph companies?—A. Yes, sir. A Bull w 
sntroduced in Parliament to do this particular thing, and it was withdrawn. — 
Q. It did not get to the Senate?—A. No, sir; it was introduced in the C Ir 
mons. The Canadian National offered to go along with the Canadian Pa 
if the Canadian Pacific would take half the risk, which seemed to be a perfect 
fair thing to do. We were going to share the economy, and they should s 
the risks. We were unable to come to any agreement with the Canadian Pa 
So even if we had legislation, in my humble opinion I could never have advis 
our executive to take the risks involved. q 


By Hon. Mr. Dandurand: 
Q. To take the risk alone?—-A. To take the risk alone. 


By Right Hon. Mr. Meighen: 

Q. You mean the risk of damages on your contract?—A. Yes, sir. 

May I go on? Facing this particular difficulty, and wanting to make qt 
economy, negotiations were opened with the Montreal Telegraph Compan 
acquire their stock. That is, they were informal negotiations. We just ¢ 
not get, as the saying is, to first base. You could not get anything. They 
they had a good thing. i. 

[Mr. 8S. W. Fairweather.] 
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By Hon. Mr. Dandurand: 

Q. They are receiving 8 per cent on their stock?—A. Yes. But there is a 
zable economy on the telegraphs of about $600,000 under present, traffic 
itions. It would require $1,000,000 capital expenditure to make it effective; 
then there would be this risk under the Montreal Telegraph lease. 


By Right Hon. Mr. Meighen: 


_ Q. But, Mr. Fairweather, there is nothing in the world dishonourable with 
sxXpropriation proceedings under the principle adopted historically in this 
untry. That could have been recommended by your company, and on the 
yasis of such a recommendation and such an expropriation, if you save $600,000 
1 year at a capital expenditure of $1,000,000, surely it is the most obvious thing 
0 do. 

* 


By Hon. Mr. Dandurand: 


4 . But how can you expropriate when there is a contract?—A. Most of the 
operty is in Canada. 


By Right Hon. Mr. Meighen: 


_ Q. Would the failure to take in what is outside Canada entirely break the 
Sefulness of the service?—A. No. I do not know whether I might prejudice the 
losition of the company if I said anything more, sir. At the present time, though, 
Pe are other factors. 

{ae 


By Hon. Mr. Ballantyne: 
_ Q. What about the express companies?—A. The express companies are in 
is position: there is an economy somewhere in the neighbourhood of $750,000. 


By Right Hon. Mr. Meighen: 


 Q. A year?—A. A year, if you want to consolidate the express companies. 
3ut there you come into one of the most critical matters facing the railways, 
md with your permission I should like to refer to the evidence I gave to the 
iff Commission on that particular point. In this country there developed two 
s of freight service, one called—and this also happened in the United States— 
ight service, the other, express service. We are the only countries in the 
rld—the United States and Canada—that have that distinction, as I recall it. 
England, for instance, express is unknown; it is nothing but first-class freight, 

is all. When the railways had a complete monopoly of land transportation 
twas entirely feasible to divide their business up and call one express and the 
ler freight; but when highway competition came along and express became 
rticularly vulnerable to highway competition, it became increasingly evident 
at there was within truck competitive territory no difference between express 
nd freight. Consequently it seemed perfectly obvious, at least to me, that the 
mpanies’ attitude with regard to express had to change, and that the sane 
hing to do was to recognize that it was nothing but a freight service. Now, 
a created under co-operation a joint express company and a railway freight 
ervice C.N. and a railway freight service C.P., you would have a condition 
ader which there would be a three-party competition in rates and services, 
d you would be creating a duplication instead of avoiding it. So this is what 
‘said before the Royal Commission. I am still of this opinion, and I may say 
1s an opinion concurred in by the President of the Canadian National Railways. 


It might be anticipated that what has been said on passenger 
service— 
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“That is, the desirability of pooling— | wi ag: 

—might apply to express service, especially in view of the consolid 

of express services in the United States. ‘The express service in Ca 

is in reality a specialized high-speed freight service, and in all probabil 

will be the most effective weapon of the railways in meeting highw 
competition. It would appear unwise to consolidate express servic 


without a consolidation of freight services. | 


In my opinion that was an undesirable thing in the public interest. 


By Hon. Mr. Cété: 1 

Q. You stated before the Royal Commission that in the United States they 
have consolidated their express services?—A. Yes, sir. . 
Q. But they have not consolidated their freight services?—A. They di 
this consolidation, sir, long before highway competition came along, and it 
giving them a lot of concern right now. : . 
Q. That is what I wanted to learn from you,—A. Yes, sir. They are findin 

in the United States just exactly the condition that was indicated in that th 
there. They are finding that this consolidated express service is in many casé 
a thorn in the side of the railways that are part owners of it. 


By Right Hon. Mr. Meighen: 

Q. Why would it be so? I cannot get that. Surely they can give a bette 
service consolidated and compete better with the trucks—A. Well, sir, I think- 
well, I hardly know how to explain it, but I would say this. Perhaps I ¢a 
speak frankly with regard to the situation right inside our own company. W 
have found it the most difficult thing in the world, having an express departm 
right inside our own company, to keep that department on its toes, and at 
same time restrict it from competing with the freight service. Naturally, 
go and tell a man, “ Your specialty is express,” and he goes out and starts ~ 
expand his specialty. He is a business man and sees all sorts of opportuni 
to expand his express business, and he never thinks—he does not know as 
matter of fact—that he is stepping on the toes possibly of other departmen 


of the railway. 


By the Chairman (Hon. Mr. Beaubien) : 4 

Q. Freight?—A. Yes; particularly L.C.L. business. Now, it is the duty ©: 
staff officers and executives of the company to cure that sort of thing, and it is 
serious piece of work. I think the Canadian National has a very efficient expre 
department, and they work in harmony, for the most part with the freig 
services; but to say they work entirely in harmony is not right. Now, that 1 
the situation—- a 


By Hon. Mr. Coté: 

Q. If I may interrupt there. Then the result is that instead of thr 
competitors, as you were mentioning a moment ago, the two railway freig 
services and a consolidated express service, you now have four, your expre 
service, the C.P.R. express service, and your respective freight services. 
A. Well, now, that leads me to the next point. 7 
The Cuarrman (Hon. Mr. Beaubien): Wait a minute before you read the 


Hon. Mr. Rogrnson:.He can only answer one question at a time. 


By the Chairman (Hon. Mr. Beaubien).: | 

Q. The point is this. I cannot understand why you say there is any diffie It 

What you take away from the freight you give to the express——A. If it we 

as simple as that, it would be very simple. 4 
[Mr. S. W. Fairweather.] ; 
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~Q. Which pays best?—A. It all depends on the rate they set and the 
ice they give. 

Q. With the rates you charge now and the service you give?—A. Yes, but 
perfectly obvious that where you have a high-class service like express 
peting with a low-class service like freight, and the expressman goes out 
er express, competing with the highways, you are giving for the same rate 
higher class of service. 

_ Q. Do you charge the same rate?—A. In directly competitive territory you 
wactically have to. That is exactly the situation, and faced with that it has 
een my recommendation that within direct competitive territory the express 
envice should be consolidated with the freight service and reduced to one 
nity. That is, the Canadian National freight. service should be divided into 
wo arms, the expeditious service moving on the passenger trains, and the 
eight moving on freight trains. They would not be in competition with each 
ither, because they would be under the same integral control. There would be 
le same men soliciting traffic, the same men making rates and the same men 
andling the traffic. In other words, we should adopt in Canada what the 
Inglishman has used for a long period of years, and very successfully. 

i We got away with this express business, and it came about in a very curious 


It was originally developed as a means of—I do not like to use the word— 
king the railways. 


By Hon. Mr. Dandurand: 
__Q. The express companies were separated from the railway companies?— 


. Yes, and it was a means of milking the railways of their revenues, because the 
xpress companies got concessions to use passenger train services, and this took 
Way from the railway’s revenues. 

| Now, that went on during the hey-day of railway extravagance in the 
nited States. Gradually it began to be realized that it was a nonsensical piece 
‘ business, and the railways at very considerable expense, acquired the express 
. Generally speaking, that is the situation. 


— 


By Right Hon. Mr. Meighen: 


_Q. Was that the case here? Were the express companies owned by officers 
the railways?—A. I could not speak with authority on that, sir, but I think 
some extent that was so. 
Hon. Mr. Danpuranp: I may say on this score that the Canadian Express 
pany was owned by a certain number of men who, I believe, were not very 
from the interested parties in the Grand Trunk; but they were charging 
th high prices that a competing company was organized, and I saw them pass- 
g along St. James street on the day they went out for business. But in the 


rs of money were put into organizing a company to bring down the 
tes of the private express company. I remember that a very prominent member 
( Parliament of that time was interested in the private company, which was 


ming money, but the company went into liquidation when under the Act the 
“and Trunk absorbed the old express company. 


ij 


The Witness: Well, sir, that explains my attitude with regard to express. 
y that the sensible thing to do is to adopt the English method. And that is 
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In giving my estimate of $10,000,000 I had taken all these things mo 
Jess into account. Frankly, as the Chairman says, it was a more or less educa’ 
guess. As traffic increased the economy would tend to increase. The reasom 
it is only $10,000,000 is that the companies—I cannot speak for both of them, 
but can speak for the Canadian National—are skinned down to bare poles, and 
the amount of economy that exists is not as great as one would think. 


By Hon. Mr. Hugessen: 
Q. It is not as great as it would have been under the conditions in whie 
you gave your estimate?—A. Oh, no. 1 


By Hon. Mr. Murdock: . 
Q. In your estimate did you take into consideration any possibility ¢ 
compensation being allowed to employees?—A. No. 


By Right Hon. Mr. Meighen: ; 
; . When did you give your evidence before the Duff Commission?—A. In 
the winter of 1931 and the spring of 1932, I think. ; : 
Q. Do you say that conditions now as compared to conditions then are 
so much worse that the same economies cannot be looked for at all? 
Hon. Mr. DanpuraNp: They are much better in economies. 


Right Hon. Mr. MercHen: That is not his argument. His arguments 
that those were bad days for the railways, that that was the depth of th 
depression. 

The Wrrness: No, sir, the depth of the depression was in 1933. 


By Right Hon. Mr. Meighen: 

Q. But we are worse now than we were at the end of 1931 and th 
beginning of 1932——A. No, sir, the depth of the depression was in 1933. . 
Q. Do you say that. we are worse now than we were at the end of 19% 
when you gave your evidence?—-A. We are worse now than we were at 1 
end of 1931, but we have skinned the machine down more. q 
By Hon. Mr. Murdock: q 

Q. The encroachments of traffic competition are worse to-day.—A. Th 
among other things. { 


By Hon. Mr. Hugessen: Bs 
Q. Also, you have already realized certain of the economies in the interval 
-—A. Precisely. 


By Right Hon. Mr, Meighen: 

Q. If we are worse now than we were in 1931 and 1932, have you al 
hope whatever of the salvation of the railway situation? Is it not going to @ 
continually worse, and is it not going to force something very drastic?—A. | 
1931 the operating expenses of the Canadian National Railways, which 
doing $200,000,000 worth of business, were $199,000,000. You see, it wai 
1931 that I made this estimate to the Royal Commission. q 
Q. What time in 1931?—A. The end of 1931 and the beginning of 1% 

‘Tn 1931 we had $200,000,000 of revenue, and $199,000,000 of expenses, and 
was on that basis that I made my theoretical estimate, which I still have 
explain to the Committee. a 
[Mr. S. W. Fairweather.] Pe) 
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By Hon, Mr. Gordon: / | 

Q. That was actual operating expense?—A. Yes. Now, in 1987, with 

almost identically the same revenue—that. is $198,397,000 as compared with 
100,000,000—the expenses were $180,789,000. There is a reduction of prac- 
ly $20,000,000 in expenses for the same volume of traffic. I submit, that 


ng the case, that it is entirely logical for me to say that this field of 
onomies has been restricted under present conditions, 


By Right Hon. Mr. Meighen: 

_ Q. But those are not co-operative economies—aA. No, sir, but co-operative 
sonomies must be related to the whole field of railway operation; and if we 
nd a reduction of $20,000,000 in expenses in the Canadian National Railways, 
submit that the field for cutting out waste or losses is restricted. 


By Hon. Mr. Dandurand: 


4 Q. And if the C.P.R. has done the same thing, and reduced by $20,000,000, 
have a saving of $40,000,000 between the two—A. That would be a fair 
ference. 

_ Right Hon. Mr. MetcHen: That is not what was in contemplation when 
ou gave your evidence. 


q By Mr. Biggar: | 

+ Q. If you look at Exhibits No. 11 and No. 12 for the year 1931, which 
you are speaking of, you will see the gross revenues and gross operating 
}xpenses of the Canadian National came practically together—A. Yes. 

| Right Hon. Mr. MrtcHen: What year? 

\* Mr. Brecar: 1981. 

4 The Wirness: Yes. I indicated that. 


4 By Mr. Biggar: 

_ Q. Then you pointed out that in 1937 there was a substantial spread 
etween them as a result of economy?—A. A reduction of expenses, yes. 

' Q. As a result of economy?—A. A reduction of expenses internal to the 
adian National, aided by such co-operation as we had from the Canadian 


‘C, & 

Q. But if you look at the C.P.R. chart, you will see that there was a 
msiderable spread between operating revenues and operating expenses in 1931, 
ad a very small spread in 1937. Judging from these two charts it would seem 
“me that the reason why the two lines in the Canadian National came 
ther in 1931 was that between 1929 and 1931 the Canadian National had 
made economies at quite the same rate as the C.P.R. Have I mis- 
ehended the effect of these charts?—A. I would say so, yes. 

Q. In what respect?—A. Well, sir, to refer to those charts, may I say to 
that in the preliminary discussions we had in Montreal I pointed out to 
that, in my view, to take individual years and attempt to draw. any 
Tusion from them without a detailed knowledge of the whole background— 
. Iam not taking the two railways at all—A. That is what I am talking 


~Q. But I really do want your explanation of that. You say that in the 
anadian National certain economies have been made between 1931 and 1937, 
that those two curves of operating revenues and operating expenses have 
equently diverged in the interval—A. I said that, yes, sir. 

Q. Well, now, is not’ that diversion due to the fact that there was a con- 
ence of those two curves between 1929 and 1931?—A. Frankly, sir, all I see 


/ 
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in the situation is this. We have been running railways for a great many year 
and have been facing situations that arise from time to time. When the depr 
sion hit us we started to reduce expenses everywhere we could find them, and we 
did reduce expenses to such an extent that in 1937 we handled the same gr 
revenue with $20,000,000 less of operating expenses. I do not see, sir, th 
force of the convergence and divergence of the lines; all I see is the result 
that in 1931 we had a condition under which our management spent $199,000, OO 
on handling $200,000,000 of business, and in 1937 spent $180,000,000. 
Q. Would you mind looking at those two charts that I speak of, Nos. 
and 12, at the top of page 50 of the proceedings? What I am pointing ou 
to you, Mr. Fairweather, is this, that taking the upper two lines on th 
“upper one of those two charts, there is a convergence of those lines between 
1929 and 1931?-A. I see the convergence on the chart, yes. 
Q. Then there is a divergence?—A. Yes. 

Q. Now, without comparing the two railways at all, but just to see wha 
was done by another railway, so far as its internal organization was concerned, 
in the same years, you have a much smaller convergence in the case of 
Canadian Pacific between 1928 and 1931, and a very much smaller divergence 
of the two lines between 1931 and 1937. I am right in the fact, am I not?= 
A. You are interpreting the charts rightly. q 
Q. My point is this: the economies that are represented by the divergene 
from 1931 to 1937, in the Canadian National Railways, are economies that ar 
snternal to the Canadian National, are they not—A. Except as regards co 


operation. oy 
Q. Well, about a million dollars has been effected by co yperation?— 


A. Yes. | 
Q. So that as far as co-operative savings are concerned, that you w 


speaking of in 1932, they are just as open to-day, in 1938, as they were 1 
TOD 2AL VINO, ‘sir. ; 


seme 


as this. 
say, $2,500 per mile. Now, if you took it up you would save $2,500. To-day 


are maintaining that line of track for $1,000 a mile. So, if you take the th 


up, where is your economy 
a mile. 


By Hon. Mr. Coté: 4 

Q. But these are fantastic figures you are giving?—A. No, they are 

illustrative. | ‘ 

Q. They cannot illustrate anything, because they are just fantasy. 
Hon. Mr. Rozinson: I think it is a good illustration. 


By Right Hon. Mr. Meighen: 

Q. But they are a contorted illustration. If your reduction in expenses, 
to internal economies, is a reduction of the order of from $2,500 to $1,000, t 
the illustration you give has some weight. But your reduction in expenses is 
fractional; it is only a matter of 5 or 10 per cent, and it is again brought uf 
with the increase in wages. Therefore, all that you can attribute to the gener 
reduction in costs is the same percentage. It does not affect your figures mucl 
at all_—A. Does this relate to my estimate of $10,000,000 as realisable? 

Q. It relates to the $35,000,000. That can only be reduced by the percen 
with which you have reduced your internal expenses.—A. Yes, but I never 
the Royal Commission that the $35,000,000 was entirely realisable, and I n 
told them that $24,000,000 a year was entirely realisable. I said: If you w 
an estimate of drastic things, then you can compare this estimate with 
estimate; but they are both estimates. And with regard to how much of them 

(Mr. S. W. Fairweather. ] ey 
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ually realisable, you can only find out when you set up the machinery to go 
out it. And now I say that at the present time the realisable tangible economies 
t can be made—and this was as true at the time of the Royal Commission 
t is now, except in so far as the field is further restricted—are not something 
surable in scores of millions of dollars. It is not there. And again I may 
y this, I made that very point to the Royal Commission. When the Royal 
ommission asked me if I had ever made an estimate of what might be the 
results of unification of the Canadian National and the Canadian Pacific, I said 
IT had made an estimate but I was reluctant to show it to them, because I was 
afraid that it would be misunderstood. And they asked me why. Well, I said, 
I prepared this estimate from the standpoint of an absolutely ruthless approach 
to the railway problem, without any regard to public convenience and necessity, 
except in so far as—that the sole test was whether you were going to put a net 
| ae in the till of the railway, and that was all. 

_ Q. Do you say your estimate was understood by them as meaning without 
any regard to public convenience and necessity? Of course, you could save every- 
thing by wiping the railways out—A. Of course, the country would lose money 
yy that. 

i Q. Of what value is an estimate made without any regard to public con- 
venience and necessity?-—A. I can only say that the Royal Commission thought 
it had considerable value. That is the answer to that; they did think it had 
considerable value. After I had presented it as an illustration of what theoretical 
economies could be put down on paper, but of how difficult it was to translate 
them into realities,—after I had shown them that if you looked at some things 
that were economies from the standpoint of the railway balance sheet, they were 
entirely fallacious when looked at from the point of view of the national balance 
sheet, that is, after I showed them that you could get an economy that would 
show profits to the railway company but at the expense of the country as a 
whole, I can say this, that the Royal Commission expressed their thanks to me 
for having done it. 


ie By Mr. Biggar: 
| Q. As a matter of fact, you put it very strongly. You said those economies 
ere very drastic and could only be carried out with a docile and helpless public? 


i Right Hon. Mr. MrtcHen: And the Royal Commission thanked him for 
that? 

_ The Wirness: But I do want to make this explanation. The Royal Com- 
mission, knowing my reservations beforehand, said something like this to me: 
we would like to know what the implications are that go with these drastic 
sconomies. We would like to know their nature. We think it would be 
nformative to us, because we will probably have to give consideration to this 
very thing. And I may say that in speaking to that very point, the Royal 
vommission, quite apart from the evidence that I submitted to them, sent to me 
4 certain number of test lines which they desired me to make an economic study 
of, not. as an officer of the Canadian National but for the enlightenment of the 
Sommission. And I made those studies for the Royal Commission and presented 
lem. But I want to make perfectly plain the situation: that I was invited to 
aresent this thing to the Royal Commission, with their full knowledge that it 
vas a theoretical estimate and that these theoretical estimates had a way of 
deing elusive. I said such things as this:— 

a The program contemplates, for instance, among other things, the 
removal of the regional headquarters from Toronto and Moncton, the 
partial or complete closing of shops at Winnipeg, Moncton, Toronto, 
Stratford, Quebec, London, and other points. . . 


d I had a lot of other things in there, too. 
BN 
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By Hon. Mr. Coté: aaa 

Q. You quoted a few moments ago what you said before the Royal C 
mission on the express service. Would you mind putting on the record a 
quotation of what you said about the passenger service?—A. I recommended 
to the Royal Comission— “ 
Q. You have it before you there?—A. Yes. I recommended complete 
‘pooling of passenger services, competitive services. 7 
~Q. Would you read it? You have it before you?—A. Yes sir. Under 
“Passenger Services,” I said:— i) 
Organize a passenger transport company to handle all passenger 

business of the Canadian National and Canadian Pacific Railways 

This Company would own all passenger trains car equipment ane 
station facilities used exclusively for passenger business. It woul 
determine the quality and quantity of service, and would carry on 
necessary advertising, and would issue and sell tickets. Each railway 
would be reimbursed in bonds for property turned over to the ney 
company and would be paid for the transport of cars at a figure ¢ 

near the actual cost as could be arrived at, the total car mileage be 
equally divided between each system. The profit or loss at the end 

the year would be divided equally. This proposal has the advant 

of completely eliminating the destructive competition in passenger serv 

The public would be protected against unfair service on account 
highway and air transport, and in transcontinental service by competitior 
afforded by United States railways. q 


Q. Have you the same views to-day?—A. I have the same views to-day 
sir, except this, that I do not think that the machinery needs to be as elabor 
as I suggested. I think that a pooling of competitive services is all that 


necessary. 


By Hon. Mr. Dandurand: 
Q. Will you continue your statement as to the study you were asked 1 
prepare for the Royal Commission?——A. Yes sir. They asked me to study ei 
lines where there was an obvious economy from a railway standpoint, s 
an apparent economy that the Commissioners could see, having gone over 
lines, that there would appear to be an economy in doing something. 
they asked me, not as a Canadian National officer but as one having som 
knowledge of these things, to try and show them the picture on the nations 
balance shect, as compared with the railway balance sheet, and I did it. 4 
By Mr. Biggar: q 
Q. Suppose you did it to-day in just as ruthless and drastic a way % 
you did it in 1932, would there be any reason why the difference should 
ereater than the percentage drop in traffic?—A. Well, the percentage dro 
in expense, I would say, would be the test, sir. 4 
Q. As a matter of fact, a good deal of water has gone under the bridg 
since 1932, so that we do not get very far in examining in great detail ho 
figure was arrived at six years ago. But as to the estimate you now g 
of $10,000,000, could you indicate generally how that was made up?—A. 
of course, you understand, sir, that in the $56,000,000 estimate— | 
Q. I am speaking of your estimate of $10,000,000 now. I will try to fo 
what happened six years ago—A. I will try to make this plain, because I 
at: above all desirous of being understood. If I am not understood I am of 
te little value. The $35,000,000 estimate of co-operative economies, the $50,000 
: +0 $56,000,000 estimate of theoretical unification economies, and the $24,0 
i 000 estimate of co-operative economies that I gave to the Royal Commissi¢ 
{Mr. S. W. Fairweather.] i 
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all of one order: they were theoretical; they were drastic; they had 
gs in them that in my opinion were not realisable; and I told them that. 

Q. You do not like my word “ruthless”?—A. Well, what I am coming to, 
is this. The $10,000,000 that I am quoting this morning is, in my opinion, 
r five years’ study of this thing, what one could sanely get out of the picture 
thout doing those things which would be terribly disadvantageous to this 
untry. Now, I want that distinction understood. 

 Q. It is no longer a ruthless estimate?—A. No. That is what I wanted 
make clear, that if the two companies, either under compulsion or voluntarily, 


yet economies of the order of around $10,000,00 a year. If they go beyond 
shat, then in my humble opinion whatever economy you got on the railway 


By Hon. Mr. Murdock: 


' Q. Would not that $10,000,000 to some extent be still theoretical? You 
sould not say conclusively that it would be so, an actual saving—A. I can 
ly say in general terms what I think it would be. 
- Q. But it would be a theoretical estimate?—A. As an honest opinion for 
what it is worth, that is what would result. But frankly it is an educated guess. 
- Q. And that would not take into consideration displacement of men?— 
. No. If you entered on that program with an obligation within that limited 
ieope you compensate labour for its being displaced, and if you took into 
msideration also compensation of industries that would be dislocated, then 
u would not come there at $10,000,000. I quite admit that. But I do say 
is. It is based on an expectation that railway labour would have to take 
chance with every other type of labour in the country. When a factory 
ds a better way of doing its work, it fires some of its men, and it does not 
ive to compensate them. 
| Q. In other words, you would have to make a contribution and the public 
vould have to make a contribution?—A. Yes. 
Rig 


By Hon. Mr. Gordon: 


_ Q. Assuming a hypothetical case, Mr. Fairweather, a very large plant 
uated at Ottawa and turning out a commodity which both railways are 
lesirous of transporting. The Railway Commission establish a rate from 
ere to Toronto, say, of 25 cents a hundred pounds. The C.P.R. has the shorter 
ne—A. To Toronto? 
|) Q. This is a hypothetical case—A. Oh, yes, quite. I beg your pardon. 
- Q. The C.P.R. is the shorter line by 150 miles to Toronto?—A. Yes, sir. 
_ Q. The Railway Commission establish that rate on the basis of the shorter 
aul, don’t they?—-A. Generally speaking, yes, sir. 
i Q. That, I think, is the way it is done. Now, then, the other line of rail- 
vay, which is 150 miles longer, of course, send out their men who are looking 
er transportation, and they endeavour to get as much of that freight as 
hey can, and they get a lot of it because they transport it at the same 
te. Is not that poor business? Should there not be some way of co-operation 
tween the two companies by which the shorter route would be equalized for 
at purpose, and not the longer?—A. Yes, sir. 
_ Q. You can give innumerable cases like that—A. Yes, there are examples 
‘that in Canada. But it so happens that in Canada we are free from the 
e of that vicious practice, because I do not think you can give examples 
een Canadian points where there is that large discrepancy in mileage of 
h you speak. 
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Q. Yes, I can—A. There is not very much traffic moving over such circu 
ous routes as that. 
Q. But there is—A, I should like an example. . 
Q. I know of such an example. I know where a company is drawing. 
commodity on a short distance, over 100 miles, and their rate is just 
same.—A. It must be a very particular condition. But I do say this. I : 


ct. 


with you entirely that one of the things co-operation can do is to elimin 
a vicious practice of that character, and it can do so quite effectively. Al 
_ there are opportunities that are not related to distance, but to grade condition 
For instance, you may take a line—let me take the classic example of the lit 
between Sudbury and Winnipeg. The Canadian National has a low grae 

line. On the Canadian Pacific the grades are not as favourable. I “a 
always thought that a co-operative arrangement might be worked out wherek 
the country could have the advantage of all the traffic of the low grade rov 
via the Canadian National, because low grade versus high grade routes m = 
be even more important than a longer line haul. 

Q. But you don’t need to go that far. In Ontario and Quebec you a 
find conditions just as I have stated. It seems to me a great economy coul 
be effected by the roads getting together and allowing all the traffic to go 
the shorter route—A. I agree it is the desirable thing; but I do not thi 


it is measurable in very large amounts. 
Q. I know of several. 


By Hon. Mr. Code: 


Q. Mr. Fairweather, with regard to your present estimate of $10,000, ac 
economies, is that also based on the assumption that there will be a body 4 
enforce those economies?——A. Yes, sir. . 

Q. That is, it is not based on existing conditions?—A. If this situation” 
left in the condition— ; 

Q. That it is in now?—A. —that it is in now, in my humble opinion yt 
would not get your $10,000,000 if you waited for fifty years. 


By the Chairman (Hon. Mr. Beaubien): 


Q. Mr. Fairweather, along with a great many people, I suppose the Du 
Commission might have been a little bit disappointed when you gave them yo 
firm estimate of $24,000,000. I understand conditions have changed now f 
we have come down to a possible estimate of $10,000,000. It is very importar 
you should break that up in order that we can best judge of the value of yo 
estimate. Don’t you think so? 


Hon. Mr. Murnocx: I do not think that is fair. It is not a firm estimat 


it is a qualified estimate. f 

By the Chairman (Hon. Mr. Beaubien): 4 

Q. Well, a qualified estimate. Will you break that up as you offered to d 

a moment ago?—A. Gladly, sir. But I qualified the breaking up with this stat 

ment, because apparently I did not make myself plain. The $24,000,0 

estimate to which you refer carried with it qualifications. 

Q. Oh, yes, I know that.—A. Now, then, the shrinkage between $24, 000, 00 

and $10, 000 000 is not a shrinkage due to difference in conditions. Tt is 

shrinkage simply due to a man saying, ‘ li you want a drastic policy, there 

and if you want a sane policy, here it is.” There is in that policy, I admit, par 

the effect of the reduction in expenses which has already taken place. N@ 

if that is clearly understood— 
[Mr. S. W. Fairweather.] 
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; By Right Hon. Mr. Meighen: 

_ Q. Mr. Fairweather, I do not think you are putting this matter very clearly. 
the document I have before me, which I think is from the Duff Commission, 
u put your $35,000,000 estimate as having been made to Sir Henry Thornton 
a paper submitted to him about November 30, 1931. I have run over as 
efully as I could this paper, which is quoted in the Duff Report, and it does 
t paint this $35,000,000 as something purely theoretical, as something that 
could only be done, as Mr. Biggar expressed it, assuming a docile and helpless 
public, something of a ruthless character. This paper reads as if it was a 
deliberate carefully thought out plan from beginning to end. It does not bear any 
of the qualifications you submit now. Why would you be submitting to Sir Henry 
Thornton something that was purely theoretical, ruthless, impracticable of 
operation, assuming a docile and helpless public? There would be no sense in 
such a submission—A. The sense in it, sir, is this, that in the Royal Commis- 
sion drastic estimates of economies were flying around pretty thick. 


“" 


x By the Chairman (Right Hon. Mr. Graham): 


 Q. And they were all guesses like your own?—A. My guess was designed 
0 show that if you wanted to get drastic economies, why, there you are. 


By Right Hon. Mr. Meighen: 


_ Q. This estimate was made to Sir Henry Thornton?—A. It is true it was 
nade to Sir Henry Thornton. 

_ Q. Why would you be guessing to Sir Henry Thornton and giving him 
jheoretical stuff?—A. Sir Henry Thornton was a prospective witness before the 
commission. 

_ Q. You would be giving him something you thought of value?—A. Sir 
denry Thornton thought it was of value. 

# Q. It was not a guess you submitted to the Commission. It was a paper 
you submitted to Sir Henry Thornton about November 30, 1931, an elaborate 
Japer outlining what you thought could be done to reach an estimated saving 
of $35,000,000. I could not believe the Royal Commission would take that 
thance, hazarded guess, something that was purely theoretical and assumed a 
locile public. They certainly would not accept that. On the contrary, it was 
fegarded as a carefully prepared paper submitted by you to Sir Henry Thornton, 
ig then put before the Commission and incorporated in its record. 

| Hon. Mr. Murpvocx: And which could be under any circumstances only a 
uess, because there is no living railroad man who could state precisely what 
\economies could be effected. 

ie Right Hon. Mr. MricHen: The paper speaks for itself. 

i: Hon. Mr. Murpocx: It could only be a guess. 


) _ Hon. Mr. Danpuranp: I suggest that Mr. Fairweather read that document 
eer the | adjournment. 
i 


By Hon. Mr. Coté: 


Q. No. Mr. Fairweather has it before him. That is the document he quoted 


lo me a moment ago.—A. I really would like to see the document if I may. 
on 


By Mr. Biggar: 


' Q. You have the report that you made to Sir Henry Thornton?—A. I 
ttainly made a report to Sir Henry Thornton. I made many reports to Sir 
fenry Thornton. I would like to see this particular one. 

_ Right Hon. Mr. Mricuen: This is printed at page 32, volume 1, of the 
\oyal Commission’s record. 


4 


ia POR ts: 


report he has not seen. 
Hon. Mr. DanpuraAND: I would suggest we Aapeet until! this, afternoon. 


By the Chairman (Hon. Mr. Beaubien): | 

Q. We are going to adjourn now until this Rampant Will you be goa 
enough, Mr. Fairweather, to break up the amount of $10,000,000 of economi 
that you have estimated, so that when we come to form our own judgment w 
shall be in a better position to do so. 


By the Chairman (Right Hon. Mr. Graham): 4 
Q. I should like to see the other gentlemen who gave estimates break thein : 
up too. f: 
Hon. Mr. Murpocx: Shall we have all of these estimates boned up befall 
this committee gets through? 
The Cuarrman (Hon. Mr. Beaubien): You cannot make estimates unles 
you break them up. 
Hon. Mr. Murpock: There is a,$35,000,000 estimate. I should like to se 
it broken up. 


The committee adjourned until after the Senate rises this afternoon. 


AFTERNOON SITTING 
The Committee resumed at 4.50 p.m. 


S. W. FarrweaTHer (examination resumed): 


The CuarrMan (Right Hon. Mr. Graham): All right, Mr. Biggar. 


By Mr. Biggar: 


Q. Mr. Fairweather, did you look at that report that ee Coté a 
you to look at before the adjournment?—A. Well, Senator Coté came to me 
afternoon and said that what he was referring to was an abstract of my eviden 
before the Duff Commision, and— | 

Hon. Mr. Corh: Page 32. ‘ 

The Wirness: It starts at page 32 and continues to page 43. That is wh 
Senator Coté said he had reference to. 

Now, that relates to my evidence before the Duff Commission, and 
genesis of it simply this. After I had presented to the Commission 
theoretical estimate of unified management, with all its implications, they aske 
me whether I had given any thought to what really might be done, and I said 
had, that I had advised Sir Henry on the matter. It is to that that pages 32 
42 relate. In that I discussed in general the principle of co-operation and # 
principle of enforced co-operation. ) 


By Mr. Biggar: 

Q. Coercion?—A. You could call it coercion if you pleased. I said qui 
plainly in it that it was too much to expect that these things I had detailed i 
here would be brought to result unless there was an over-riding power. I point 
out also in that that the over-riding power would be much more effective 
reducing transportation costs in good times than it would be in bad times. 
[Mr. S. W. Fairweather.] or 
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Q. Now you are quoting —A. I am giving a digest of the thing as I recall it. 
—Q. Subject to what the Committee may think, perhaps the most satisfactory 
ung to do would be to put in just so much of that report—A. I would suggest, 
, and Senator Coté suggested also, that perhaps the whole thing should be 
it in the evidence, and that— 
-Q. Would cover the ground?—A. Yes, sir. 
The CuarrMaNn (Right Hon. Mr. Graham): To overflowing? 
_ Hon. Mr. Core: It is not very long. , 
| Mr. Bicear: It is a matter of 15 typewritten pages. 

_ Hon. Mr. Core: Eleven pages. 

_ The Cuarrman (Right Hon. Mr. Graham): I have no objection. 
ae Wirness: It is from page 32 to 48, inclusive, and I would like to pursue 
jme angle. 
| Mr. Biccar: Shall I put this in? 

_ The Cuarman (Right Hon. Mr. Graham): Shall we put this in? 
| Some Hon. Senarors: Carried. 
| (Report submitted by Mr. Fairweather to the Royal Commission on Rail- 
ways and Transportation on December 8, 1931, re Co-operative Use of Facilities 
between the C.N.R. and C. P..R., filed, marked Exhibit 41.) 


By Mr. Biggar: 


- Q. Now, Mr. Fairweather?—A. Well, in order that the Committee may 
oroughly understand the situation, I want to say this. This morning when [ 
erred in general terms to a possible $10,000,000 as being realizable, I qualified 
ay remarks by saying that that was what could be done under existing conditions. 
also intimated that with increasing traffic that economy would expand. It 
rould expand for two reasons, and would reach quite sizable proportions. Ten 
aillion dollars may not appear to be a very large figure, but that is roughly 
jay idea of what it would be under existing conditions. 

' There are two reasons why it would expand. The first is that you find these 
edundancies and duplications in greater volume when business itself expands. 
r instance, at the present time there is about 3,000,000 miles of, let us say, 
uplicate passenger train service; but if that had been examined back in 1928, 
hen the business was much larger, you would have found a much larger amount 
[ duplicate passenger train mileage. That is one factor. I just give that as an 
‘(lustration. | 
_ The other thing is this. A good many economies which are perfectly sound 
1themselves and capable of yielding economies worth while, require the expendi- 
ure of very considerable sums of capital, so that it is not considered advisable 
3 embark upon them in times of financial stress. As business improves and there 
omes once more the opportunity to embark upon measures of that kind, things 
hich at the present time are not considered worth while become sufficiently 
roductive to make them effective. We have already had several cases of that 
the Joint Co-operative Committee, cases where we looked up an economy 


e any relief in a period of depression. You would spend more money in~ 
aking it effective than you would get back in a short period. As a matter of 
et, we had instructions from our Executive that unless a co-operative economy 
as of such a nature as to yield a net return of 20 per cent upon the expenditures 
ecessary to bring it into being, it was not to be proceeded with. 

_ When I mentioned the $10,000,000 I did so having that in mind, so I 
ould not want the Committee to feel that when I spoke of $10,000,000 it was 
|Gxed quantity. It is not a fixed quantity. 


veok ey 
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Q. At the moment we were on this oe Yes, sir, that. is what la 
speaking to. 

Q. That. is $35,000,000, not $10,000,000.—A. It was $35,000,000. q 

Q. Yes.—A. Now, the reservations that I attached to it were that it wa 
difficult of accomplishment and that a large amount of capital is requis 
things of this character. But I did say to the Commission, and I think it 
true—let us say if there is a degree of improbability, a high degree of improb 
bility in the $56,000,000 as I said, and I frankly said that— 

Q. Let us come to the $35, 000 000. We will have to come to the other— 
A. I wanted to say that the ‘improbability that existed with regard to t 
$35,000,000 was less than the improbability of the $56,000,000, and ‘that as y 
get down further and further you get nearer and nearer reality, until you fing 
get to the real thing. 

Q. What I wanted to know is: are the qualifications sufficiently stated 
that extract from the proceedings of the Commission?—A. With what I hav 
said now and what I have given in evidence, yes, sir. } 

Q. Then perhaps I had better just call your attention to the heads of th 
and ask you whether in the interval your views have changed. The fir 
general heading is with regard to passenger traffic, that is on pages 35 and 3 
There is no change in your views on that heading?—A. Except as I said th 
morning, that I now think that the elaborate set-up that I made there, of 
corporation to do it, is not necessary. j 

Q. What about Consolidation of Pacific Coast Steamships, page 36?- 
A. I still think that is desirable, personally. 4 

Q. And the Hotel Arrangements, pages 36 and 37?—A. I still think tha 
is a desirable thing. q 

Q. And the Consolidation of Telegraphs, on page 37?—A. I still thinl 
that would be desirable. 

Q. And not the Express?—A. In my report I withheld Express. ’ 

Q. And with regard to Freight, Joint Terminals at Montreal, Toronto 
lakehead, Saskatoon and Vancouver?—A. Yes, sir, I still hold that view, b 
there is a case where capital expenditure at the present time precludes 
There is a case where money spent in modern terminals will, in my opinion 
yield at least twenty-five per cent on the capital invested in "them. There 1 
an opportunity there, but it will have to wait until— j 

Q. It is easier to get capital?—A. Yes. q 

Q. And with regard to Blanket Waybilling and Clearing House?—A. Y 
sir, I still think that is desirable. As a matter of fact, we did put in 
example of that, between Kamloops and Calgary, and Kamloops and ee 
I still think it is a desirable thing. 

Q. And you have dealt with the Use of Joint Lines?—A. Yes, sir. 

Q. What about Interchange of Equipment?—A. Well, what item is tha 

Q. That is the last, page 39—A. Just what did I say about it?—A. O) 
yes, hems (d) :— ; 
Establish an arrangement for the interchange of leconnoraee an 
car equipment designed to minimize empty car mileage and foreign ca 
per diem payments and investment in locomotive equipment. S 


There is a field for that, but it is perhaps not as attractive now as it was 
the reason being that the two railways have made quite satisfactory arrang 
ments which in effect have produced the economy that I contemplated 1 
item (d), so far as car equipment is concerned. That is, without the formalii 
of an agreement the two companies have working arrangements between then 
selves which approximate to what I was aiming at in item (d), in so fa 
car equipment is concerned. With regard to locomotives, that was ane 

[Mr. S. W. Fairweather.] 4 
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, and I think that in periods of peak traffic, to the extent that one company 
surplus of locomotives, I think there is a realisable economy by exchanging 
y 


By Hon. Mr. Murdock: 


_ Q. Do the two companies charge each other a per diem allowance for the 
» of each other’s cars?—A. Yes, but that is a bookkeeping entry. 

_@. But is it not a large item of bookkeeping?—A. Well, the bookkeeping 
t actually is not very great there, for the simple reason that while we might 
olish it between the two companies we have go to have it for other purposes 
1 for all United States roads. We have on our lines the cars of practically 
very railway on the continent, and our cars are on the lines of practically 
very railway on the continent. Consequently, we have to have this accounting 
lachinery, anyway, and the keeping track of it in an accounting sense is not 
art of the picture. 

4 


ps 


L 


a By Mr. Biggar: 
_ Q. Do you agree with what you said then on the subject of water and road 
et page 40 and following?—A. Well, I said: 


Ri Other opportunities for substantial economy would result from 
+ co-operation in advertising. . . 


ar of that has been arranged. As far as advertising can be done that does 
ot involve the advertising of the individual railways, that is in effect now. 
i not done formally by co-operation, but it was done informally. Then 
said:— 

ieee Properly carried out, the above suggestions would result in very 
substantial economies, approximating those which might theoretically 
result from complete consolidation, without the attendant dangers of 
monopoly. To round out the situation, however, it is necessary to deal 
| constructively with highway and water transport. Water transport 
< on a subsidized basis has been very active in Canada and is to a con- 
F siderable extent directly competitive with railways. Vast amounts of 
__ money have been expended upon canals, . . . 


| Q. I do not want to take time about that—A. Do you mind if I read it 
yself now? 

_ Q. I just wanted to know if there is any criticism which you wish to make 
| it now?—A. I have to read it, to see exactly what I did say. I will read it, to 
yself, sir. 

| The Crarrman (Right Hon. Mr Graham): 

| Q. That will be stingy. 

_ The Wirness: Then I will read it aloud sir. I said:— 

Vast amounts of money have been expended upon canals, channel 
| improvements, and harbour facilities, and those facilities are in general 
| made available without a specific charge on the traffic, the cost being 
| absorbed in the general tax rate. Water transport will be further inten- 
i sified when and as the great waterways are constructed. Although not 
| a present pressing problem, in that it has been a continuing factor, the 
equity of this competition must be thoroughly questioned. 


ell, sir, my views on that— 

| Q. Have not changed, or have they?—A. Well, they have changed, and 
y have changed for the worse. And I will tell you why. Until the cons- 

ction of highways, water carriers in this country were limited in their 
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effective competition with railways by the necessity of having an intercha 
with railways, if they wanted to reach anything except port-to-port t 
With the development of good highways and the development of unregul: 
transport, it is now possible for water carriers, in combination with hight 
carriers, to extend their field of competition upon a subsidized basis, 
unregulated basis, far beyond the scope that existed when this comment ws 
made. Therefore the problem which I saw at that time as a continuing 
not very acute problem, has in the interim become decidedly acute. And in 
humble opinion the Bill as introduced, dealing with agreed charges, is one | 
those forward steps that I think should be taken, and which I had in contem 
plation at that time. That of course really deals with highway transport also. 
Q. You had better deal also with the other estimate, which I think you d 
not lay before the Duff Commission in writing; but what you said to 4 
Commission was based upon a memorandum prepared for Sir Henry Thornte 
on November 27, 1931? Perhaps you have that memorandum?—A. No, I har 
not got that memorandum with me. 3 
Q. Could we get that memorandum?—A. I will endeavour to get it. 
Q. That would be the most convenient way to have it?—A. Just what ai 
you referring to now, sir? ‘ a 
Q. I am referring to the estimate that was for $50,340,000 of savings, @ 
the basis of the 1931 traffic——A. Of course, that is quite a voluminous document 
Q. Perhaps it is all the better for that—A. I have a copy of it her 
I have a copy that I could make available. ; 
The Cuarrman (Right Hon. Mr. Graham): What shall we do with the 
document? What do you think we should do with it, Mr. Biggar? 4 
Mr. Biccar: I have not seen it. This is the report to Sir Henry Thornt 
on which I understand Mr. Fairweather based what he submitted to the 
Commission. _ 
Hon. Mr. Murvocx: Why clutter up the records of this Committee 
something that is entirely obsolete and out of date, based on changed condition 
that have come about since 1931? 7 
Mr. Biccar: That is a view that I had at one time, but I am now inform 
that an estimate made on the basis of a year of normal traffic—and part of th 
estimate was made on that basis—is just as reasonable to-day as it was then. - 
Q. What do you say about that, Mr. Fairweather? ft 
Hon. Mr. Parent: Will’ you excuse me? Whether it is a report mad 
Sir Henry Thornton or a report that Mr. Fairweather prepared for the generé 
benefit of the country, it would seem to me that if the document were producet 
and made part of the evidence it would speak for itself and might be of som 
use to those who are going to read the record. Consequently, I see no pos 
harm in having it in the record. 5 
Right Hon. Mr. Mricuen: It is filed as am exhibit now, is it? 
Mr. Biccar: No. We are speaking of the estimate of $50,000,000 
$56,000,000. 4 
Right Hon. Mr. Mzrcuen: Why not file it? I would agree with Senat 
Murdock, that there is no use in having it printed all over again. q 
Hon. Mr. Hate: If it is filed and we want to look at it, we can look at it 
Mr. Bicear: Oh, yes, and have it printed. 
Some Hon. Senators: No. 
Right Hon. Mr. Meigen: I am not anxious to have it printed. 
The Witness: I can make a copy available to the committee. is 
men 


0’ 


The Cuarrman (Right Hon. Mr. Graham): What shall we do, gentle 
[Mr. 8S. W. Fairweather.] 
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Hon. Mr. Cor#: If that statement contains the break-down figures of the 
000,000, I think it would be very desirable to have it on record. 
~ Hon. Mr. Caper: It would not be of any particular value when you got it. 

se estimates were made some years ago and have all gone by the board. 
e have had all sorts of evidence from Mr. Fairweather to the effect that those 
only guess figures. He tells us to-day very plainly that he could only 
forward to a $10,000,000 economy. What is the use of going back into the 
0,000,000 estimate made at that time? It is all right to know about it, but 
give any particular attention to it after the evidence we have had is, as 
Senator Murdock has said, only cluttering up the situation. 
- Hon. Mr. Cort: The $10,000,000 estimate Mr. Fairweather gave to-day 
in connection with co-operative savings; whereas the $50,000,000 figure was 
connection with unification. 
~ Hon. Mr. Catper: But you will find exactly the same situation, as I see it. 
In the first place, there was an estimate of some $50,000,000 odd of savings to 
effected by unification. The $35,000,000 odd was based very largely on that 
timate. 
The Witness: Yes, they were based on a knowledge of both. 
- Hon. Mr. Cauprr: One followed the other. Take the $35,000,000 estimate 
jade at that time. In so far as Mr. Fairweather is concerned, it 1s reduced to 
10,000,000, and that $10,000,000, he says, could only be effected by compulsion. 
pp is the situation to-day. Why go into past records? I think we are only 
= the air; it will do us no good. 

The Cuarrman (Right Hon. Mr. Graham): It would be on file to those 

sufficiently interested to find it out. Suppose we file it? 
: Hon. Mr. Catprr: Certainly. 
The Cuarrman (Right Hon. Mr. Graham): What do you say, gentlemen? 
" Some Hon. Senators: Carried. 
' Mr. Bicear: It will be Exhibit, No. 42. 


By the Chairman (Hon. Mr. Beaubien): 


Q. It is only a page. How many pages have you there, Mr. Fairweather? 
A. I think what you are referring to, Senator, is the summary. The whole 


». Q. Then, Mr. Fairweather, we could print the summary and you could 
mply produce a copy?—A. I ‘will produce a copy of the summary with the 
alification attached to the estimate. J think that is desirable. I have had 
is particular thing quoted so often without the qualification that I am very 
ary of letting the summary alone go out. 

@ Hon. Mr. Carper: No. | think it would be very unfair to put in the sum- 

ary without all the argument and facts, may be, contained in the report itself. 

Ti is to be used at all the whole report should be ‘filed, and then any person who 

Wishes access to it will find it available. But to print ‘part of the report only in 

our proceedings would, I think, be very unfair. 

7 The CuatrmMan (Hon. Mr. Beaubien): The intention, Senator Calder, is to 

have the whole thing produced, and then the summary will be printed. The ‘whole 

thing can be produced for anybody who wants to see it. 

Hon. Mr. Caper: But if in our proceedings you print the summary, it would 
yout to all and sundry without the balance of the report, which, to say, would 
ot be fair. You must print either the whole report or none. 

Hon. Mr. Parent: That is exactly what strikes me. If the solicitor to the 
mmittee recommends that the whole report be printed, I think we should have 
e document produced, as he requests. 
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Hon. Mr. Murvocx: This $50,000,000 estimate now is Se aie a dr 
that has been exploded absolutely. It would be just as consistent and logi 
print all the speeches that have been made in favour of the Hudson Bay Rail 
because there were some laudatory speeches in that connection promising g 
things for Canada. We are confronted with a concrete situation where Cana 
railways are both going in the hole. Why talk about reading a proposal of 
number of years ago in which it was thought by someone that $50,000,000 could 
be saved? I do not think we are doing anything but cluttering up the record thai | 
this committee wants to secure at the present day if we print that proposal. 

Mr. Biccar: I should think it would meet the situation quite well if t 
document was marked Exihibit No. 42, so it can be referred to readily. It will 
not be printed unless there is a special direction to have that done. 


The Cuarmrman (Right Hon. Mr. Graham): Gentlemen, shall we file this 
document in its entirety for the benefit of members of the committee? 4 
Several Hon. Senators: Carried. : 
(Submission to Royal Commission on Railways and Transportation by $8. 
W. Fairweather on consolidation of Canadian Pacific and Canadian National, 
filed and marked Exhibit No. 42.) 


The CuHarrMAN (Right Hon. Mr. Graham): Now, go on, Mr. Biggar. 


By Mr. Biggar: 

_  Q. There are two or three more questions I should like to ask Mr. Fair- 
weather. You expressed early in your examination the view that progress could 
have been made much faster than it in fact was?—A. Yes, sir. 
@. Do you mean progress in pure co-operation without reference to the 
tribunals?—A. No. I do not. 
@. Do you think you made as fast progress as you could on pure co-operation . 
without resort to the tribunal?—A. I would say this, that the type of C0- 
operation that we have had in the last five years is the co-operation that was 
entered into only from the standpoint of the respective railways where it 
seemed a desirable thing to do so from a railway standpoint. There has beem™ 
in my humble opinion little or no co-operation of the kind that was so clearly | 
contemplated— 
Q. After all, that is a question of opinion, what was contemplated.—A. You 
asked my opinion, sir. 
Q. I asked if on the basis of co-operation of the kind you had you think 
you made as reasonable progress as you could?—A. Of course, a question PY rt 
that way is a little difficult to answer. 
Q. I mean neither side was neglecting the negotiation of these agreement s} 

is that so?—A. I cannot answer that in a word. My whole evidence up to this 
time would have to be considered, and I cannot answer in a word that ever 
thing had been done. I do say this, as I have said before, that where matters of | 
policy did not enter into the picture, or where policy had been determined, it was 
possible to carry these things through to conclusion quickly. 


By Hon. Mr. Parent: 


Q. How was the policy arrived at?—A. As to that, I am a technical and 4 
staff officer. I am not the person who fixes the policy. 


By Mr. Biggar: q 
Q. Are you putting that quite fully, Mr. Fairweather?—A. I think so. 


Q. I have an impression from what has been said and what I have read tha 
a large number of reports made by the co-operative committee in favour 0 
particular proposals were approved by the executive committee in 1933 and 19% 4, 


[Mr. 8. W. Fairweather.] 
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at many of those are not yet in operation. I am asking you whether 
ing regard to those facts you think the best progress possible has been made 
pure co-operation?—A. I do not, sir, because, as I tried to point out, we had 
example— : 
() Q. AllT really want is your no, you did not——A. I am content to have it no. 
~ Q. Will you tell me why?—A. I, perhaps, was joining the two things up— 
answer and the explanation. I was a little too eager. But my evidence 
quite clear, I hope, that we went ahead on what seemed to me an unduly 
plicated basis, and the policy to go ahead on such a basis would be a thing 
ich I personally disagree with; and when I say more progress could have been 
ide, I am quite sincere in it. But I say the Canadian National stood ready 
t all times to go ahead with these things on a simple basis, and unless we 
jielded to the desire of the Canadian Pacific to proceed piecemeal, bit by bit 
e e and there and every place in pooling arrangements and line abandonments, 
je were simply at an impasse. It is for that reason that I qualified my state- 
ent that everything which could have been done was done. 
i Q. What do you think would be the total possible amount of economy if 
rere were no coercion at all, and you went on the basis of horse-trading, as you 
jive been doing?—A. In my opinion there would be less than none. I would 
ty you would have a condition under which there would be increased expense. 
_ Q. Even if you went on the——A. Yes, sir. 
| Q. Supposing you went into coercion as distinguished from co-operation 
der the present statute, is your figure with regard to the total possible 
momies $10,000,000?—A. Well, again, sir, I can only express an opinion. 
_Q. Is it the figure of your opinion?—A. Well, sir, I cannot give a figure. I 
lained that to-day. These things, in my opinion, require the initiation of an 


in the picture, then the economy will be there. How the economy is brought 
ear, and how it should be brought to bear, is something which must concern 
honourable gentlemen. I have given you my ideas, but I say the economies 
Dl follow the coercion. 

| Q. My question was directed to how much economy would follow.— 
s have already said— 

Q. Is it $10,000,000 or $7,000,000?—A. I said that under present conditions 
\th coercion you would get, in my opinion, a figure of about $10,000,000 
r year, and that with increasing traffic that would increase. 

| Hon. Mr. Catprr: May I interject a question? I think it is very important 
t know who is going to bring about this coercion, and to what extent it will be 
ught about. The reply of $10,000,000 depends upon a variety of contingencies. 
at is, you have a body that is ready to coerce, but it has got to be made to 
ce to get these economies, and unless that is done and the necessary machinery 
ae Mr. Fairweather’s answer is not worth anything. He cannot tell 
tether it will be five, ten or twenty million. Then he is asked what economies 
be brought about under coercion. Well, you have a certain condition 
ting to-day that may be absolutely changed in two years. So all he can do, 


hink, is answer in general terms. 

But one point is the question of who is to start this coercive measure. How 
t to be brought about? Is the Canadian National to do it on the one hand, 
the Canadian Pacific on the other? The present law provides that they may 
for the setting up of a tribunal. How are you going to compel these people 
k for the setting up of the tribunal? That is where our law was defective 


We provided for co-operation but got no results because neither party 
sk for coercion. 
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Hon. Mr. Murpocx: May I suggest another thought? Even though e 
party asked for a tribunal under the existing law governing the Rail 
Commission of Canada, as we have practical evidence before us now, they cor 
not get the regulation. They asked for the abandonment of about 600 mi 
of railroad. They got permission from the Railway Board to abandon o1 
about half of that. Can we assume that the Railway Commission, under t 
existing law, would bring about a greater co-operation or co-ordination? Ther 
fore, when Mr. Fairweather talks about an outside tribunal to you he is talkiz 
about, surely, the only thing that would bring the necessary results. 

Hon. Mr. Cascrain: There is only one way to prevent a deficit. If | 
Edward Beatty on the one side, and the Right Honourable Mackenzie Kin 
the other would meet together and agree not.to butt in, I guarantee you tl 
would be a surplus. 4 


By Mr. Biggar: ) 

Q. There are a number of possible alternatives, and I was trying to segreg 
them and get your view of each of them. The first was the continuance of @ 
present condition of dickering without calling in anybody from outside—wh 
has actually happened in the last five years—and I understand you to say t 
not much more economy could be effected than has been effected—A. If 
present attitude continues, I would say yes. But I went further than that, 

Q. Senator Dandurand calls my attention to the fact that you have 
number of projects under consideration?—A. Yes, sir. 

Q. Well, what would you think of the prospects of getting economies 
those, if you just went on dickering as you have done?—A. Well, we will 
some of those. 7 

Q. Do-you think that the total economies would be of the order of arou 
say, $500,000?—A. I would not want to set a figure on them. 

Q. Would they be as much as $5,000,000?—A. I would not want to 
figure on them. 

Q. You would not want even to put a limit of $5,000,000 on them?—A 
would not want to put a figure on them. a 

Q. Any figure?—A. No sir. q 

Q. You could not tell me whether it would be $100,000 or $5,000,000?—A. 
would not want to put a figure on them, under present conditions. a 


By the Chairman (Hon. Mr. Beaubien): q 

Q. They would not be very great, I suppose, under present conditions! 

A. I have already said that taking the whole railway condition into account, I 
not think they would amount to very much. A 


By Mr. Biggar: 

Q. The second alternative that I was suggesting to you was resorting 

the present statute to the arbitral tribunal for which that statute provides. 
coming to a possible third alternative, that is to say, some different ki 
outside authority. But I was really directing my question to this, to find @ 
whether your $10,000,000 of economies, that you referred to this morning, ce 
in your: opinion possibly be secured by resort under the present statute to 
arbitral tribunal for which it provides, or whether those $10,000,000 econ 
were only going to be attained by some other different kind of outside auth 
—A. Mr. Biggar, I really cannot add to my evidence. _ 
Q. You can tell me what your $10,000,000 did refer to?—A. To coercion: 

Q. Coercion under the present statute, or a different one? 


Hon. Mr. Roprnson: He made that very plain. 
[Mr. S&. W. Fairweather.] 
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he Witness: I said that the machinery that you use to make that coercion 
ive is another matter. I gave a suggestion, but I cannot take an estimate 
1d break it down and say, “Well, now, this much under this type of coercion, 
this much under another type of coercion.” 


f By Mr. Biggar: 

-Q. That is quite all right. You cannot say. The next question I want to 
you is this. Senator Beaubien asked you this morning if you would break 
that $10,000,000 estimate, and suggested that you should do it this after- 
?—A. I think, sir, that the evidence I have given this afternoon is about 
far as I would care to go. I have crystallized that figure out of the background 
years of experience. As a generality, I am content to have it judged by 
perience, but frankly I do not think it would add very much if I undertook to 
lit. If the Committee desires it detailed, I would have to have time to 
Lit. But you will understand the statement I made. Within my experience, 
as it is—and I have been in the railroad business now for twenty-seven 
s—I crystallized that figure, and I really would not care to go any further 
is time. But if the Committee desires me to attempt to, I will do so. 


By Hon. Mr. Murdock: 

@. Mr. Fairweather, could you give a guess estimate of one phase ‘of that 
00,000? How much labour would be involved in relieving the country of 
0,000,000? How much displacement of labour would be involved,—60 per cent, 
fair to say, or 75 per cent?—A. Well, sir, every cent of it is labour, in the 
analysis. 

Q. The whole $10,000,000?—A. The whole $10,000,000. It is either remote 
ur or direct labour, one. or the other; every dollar of economy is labour. It 
seem a strange idea that the coal you burn in a locomotive is labour, but it 
bour. Consequently, in a sense, every dollar of it is labour. But directly, 
ain from my general experience, I would say the direct labour, m railway 
ur, would be somewhere in the neighbourhood of—oh, it would probably be 
where between 55 and 70 per cent; I would put it between that spread. 
balance of it would be more or less remote labour. 


By Hon. Mr. Dandurand: 
 Q. If we read your evidence of this morning I think we shall find you gave 
e or four figures explaining how this $10,000,000 was made up?—A. The 

est single item was the elimination of duplicate passenger train service. 
might run to somewhere around $3,000,000 to $3,500,000, if you pushed it 
e extreme; but that would be a rather generous estimate of it under present 
itions. 
Q. Out of this $10,000,000 savings, how much would‘be brought about by 
ishing redundant lines?—A. Well there, sir, of course one has to form an 
of how much the Board of Railway Commissioners would consider it 
sable to abandon, that is in the public interest. 
Q. But I understood that there are lines so closely running together that they 
e the same community?—A. Yes, that is true, there are some of them. You 
put it this way, that it is about $1,000 a mile, so if you abandon a thousand 
les you have $1,000,000 and if ycu abandon 500 miles you have $500,000. 

a By Hon. Mr. Murdock: 
' Q. And under the existing law the Chairman of the Railway Commission 
guld be an arbitrator in a tribunal?—A. Yes sir. 

Q. And would be to a large extent governed by the provisions of the Railway 
»_A. Well, I could not say as to that. But he certainly would be in a double 
ty. 

The Cuairmsan (Right Hon. Mr. Graham): He would be doing two jobs. 
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By the Chairman (Hon. Mr. Beaubien) : eat 
Q. Mr. Fairweather, this morning I thought I clearly heard you say th nN 
contemplated the abandonment of 1,000 miles of railway. Was I wrong?—A. 
suggested that figure, sir. a 
Q. I mean to say, without being absolutely tied down to any figure—A. ] 
think there is about one thousand miles of line in Canada that could be abandoneg 
without unduly bearing upon public interest. ; 4 


By Hon. Mr. Calder: } 
Q. But the Commissioners might not agree with you?—A. They might no 
agree with me. 


By the Chairman (Hon. Mr. Beaubien) : . 
Q. What I wanted to get from you, Mr. Fairweather, was the converse 
that. In your opinion, there is not more than one thousand miles of rail 
that you could reasonably expect. to be abandoned?—A. Approximately thé 
figure, sir. . 
The CuatrmMANn (Right Hon. Mr. Graham): I am sensitive about discussio 
of the powers of the Board of Railway Commissioners, because I have had 
good deal to do with that matter. We must not get into our heads the idea tl 
the railways are supreme in their sphere and that the Board of Railway C 
missioners is merely a body to fix rates. It is nothing of the kind. The Bo 
fixes rates when application is made to them. But the object in appointing 
Board was that we might have some authority to stand between any railway 
the public. If you are going to frame an Act to take that power away from tl 
Board, you wil! not find the public very much in favour of such an Act. — 
think it is important that- we bear in mind this fact, that when an application 
is being dealt with before the Board, the Commissioners listen to the evident 
not from the point of view of the railways particularly; they are there to 
that the public get fair play. The combined railways and their officers m 
think that something was very good, because it would add some dollars to rail 
revenue, but we must bear in mind that a dollar in a farmer’s pocket is 
as good as it is in a railway treasury. We should not do anything that wo 
deprive the Board of its powers to see that the public gets fair play. — 
Railway Board is the best thing that we have ever devised to see that the publ 
gets a square deal. a 
Hon. Mr. Céré: In all fairness to Mr. Fairweather, I think it should b 
pointed out that he said this morning that his figures were predicated on that vel 
thing, that the Railway Board would permit the abandonment of the lines. 
The CuairmMan (Right Hon. Mr. Graham): I know he did, and I am g u 
Another thing I have in mind. Some members think I am a crank as a prote 
of the public. I have expressed the view that we cannot do such a thing so lon 
as the Board of Railway Commissioners has its present powers. May I 
gentlemen: Be careful how you restrict the powers of the Railway Commiss 
Hon. Mr. Murpock: I do not want to restrict them. ~4 


The Cuarrman (Right Hon. Mr. Graham): You are all right. I wanted 1 
get that in at this point. - : a 


By Hon. Mr. Horsey: 4 
-Q. Mr. Fairweather, we have been dealing all along with co-operation for 
past duplicate services,—A. Yes, sir. . 
Q. Has any consideration been given by any of your committees to tl 
doing away of possible competition in the future; anything, for instan 
regard to limitation of territory, the bringing in of lines where there are alre. 
sufficient lines to carry the traffic? . 
[Mr. 8S. W. Fairweather.] 
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,. By the Chairman (Right Hon. Mr. Graham): 

_ Q. Competition in building —A. It was really to that slant on the thing 
t I referred as I made my reservation that if things continued as at present, 
ead of economies we were liable to get increased expense; for we have an 
lustration up in the Senneterre-Rouyn territory of what to me was nothing short 
n economic crime attempted to be perpetrated on this country. There was a 
ne up through northern Quebec, the Transcontinental Railway, that most 
northerly line you see along there. (Pointing to large wall map.) 


By Hon. Mr. Murdock: 


Q. Get somebody to point it out on the map—A. That line was built at 
very great expense on the part of this country. 


By Hon. Mr. Casgrain: 


Q. But it has easy grades——A. Yes? It was built for two purposes. It 
was built with a vision that when I was a young man I thought was crazy, 
that is, partly as a development line and partly as a through traffic route. It 
yas built through the wilderness at a cost in excess of $100,000 a mile. It 
fulfilled in some degree for a period of years both functions of a through 
line and a colonization line. But taking the whole thing together, the interest 
on the capital of that line was a very serious part of the transportation burden 
of this country, against which we had to set up the possibility of future 
development. 


. By the Chairman (Right Hon. Mr. Graham): 
x _Q. But there were no bonds issued on it.—A. No; it is right on the people 
of Canada; that is where it is. This comes to the heart of the thing. Develop- 
ment started to take place up along that clay belt. First it was agricultural 
development, farmers going in there cutting off pulpwood, and it was, generally 
speaking, what would be called a thin traffic line. The territory was not very 
tractive from a local standpoint. But around 1924 the Rouyn mine was 
discovered, and I am speaking now from personal knowledge. 


By Hon. Mr. Murdock: 
 Q. Point out Rouyn there, please—A. That point was discovered— 


By Hon. Mr. Dandurand: 


~ Q. How many miles was that from the main line?—A. It was about 
forty miles south of the line. The people who had that mine came to us and 
ley said, ““ We have a copper prospect here. We don’t know how good it is, 
ut we cannot do anything at all with it without a railway.” They told us they 
ad approached the Canadian Pacific Railway and had been turned down 
n an extension of the Canadian Pacific into Rouyn. 

‘4 Q. From what place to what place?—A. From Angliers. They had been 
turned down by the Canadian Pacific Railway. So Sir Henry Thornton turned 
er to the Bureau of Economics, among its other duties, a study of whether 
r not it would be in the interest of the country and of the Canadian National 
ailways to build a line into this prospect to allow it to be developed. 


by By Hon. Mr. Gordon: 
» Q.A forty-mile line?—A. Yes. 


4 By the Chairman (Right Hon. Mr. Graham): 
BQ). From your other line?—A. Yes. 
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By Hon. Mr. Casgrain: Viet re. 
Q. It is a dead level; no cuts, no bridges——A. I was assistant director 

the Bureau of Economics. We sent a man up there to see what it was like 
He travelled on snowshoes through the country until he came to the prospec 
At that time it was nothing but a few tents and a drilling outfit. The; 
exposed to us their detailed records to show what they had, and it require 
quite a considerable degree of vision to see a mine. They themselves frankl 
stated that at that time they had only succeeded in indicating enough ore t 
run a minimum-sized smelter for, I think it was, a matter of a year. We 
said, “ What else is there in the country?” We got all the geological reports 
we could, we interviewed all the prospectors we could, and we decided that that 
country had something, that this was not just a flash in the pan. So, sir, our 
report to Sir Henry Thornton was that while there was a decided risk in 
building this line, and perhaps a risk that the Federal Government could not 
entirely take, nevertheless there was there a prospect of a really large-scale 
development, and that the general territory was one that might be expected 
to develop into a very rich mineralized zone. As a result of that report the 
railway was built with a certain amount of guarantee from the mining com- 
pany, which, of course, was not worth anything unless the mine was producing, 
and with a certain amount of co-operation with the provincial Governmen 
The mine did become a wonderful thing. It has added hundreds of millions of 
dollars of wealth to this country. 


Hon. Mr. Cascrain: Hear, hear. 


By Hon. Mr. Parent: 4 
Q. The Noranda mine?—A. The Noranda mine. It has created a smelter 
in Montreal. It turned that thing into a very profitable traffic field. It n 
longer was unattractive to railway enterprise. —- 
That is not all the story either, because with the impetus given by th 
discovery other discoveries were made in the territory, and you had all alon 
that mineralized belt a condition where mines were being developed fron 
prospects. ; 
Q. And water-powers?—A. Yes. 
q. And electricity of all kinds?—A. Yes. 4 
Now, faced with that situation, and knowing the possibilities we had, w 
took powers to build the north and south line, and took powers to build als 
the east and west line clear along to the Quebec boundary from a point nea 
Senneterre, about 150 miles. In the process of time our charter rights expire 
It so happened that the territory to the east was being served by certai 
navigable rivers. They could be reached from Amos and Senneterre on. th 
National Transcontinental, and in those circumstances the Canadian Natio 
Executive said, “Well, until there is a real necessity, until these things 
to a point where there is a real necessity of building a line in there, the mos 
economic thing is to use the water transport from the National Transcontinental. 
This did not make it ideal for the prospectors. They would much rather hay 
their products landed at the mines. Nevertheless, it was much better to d 
what we did, because the water transport was reasonably effective except 
when we got down in the vicinity of the Rouyn territory. In that territory 
we co-operated with various mines in building spurs and things like that 
reach their mines. We thought we were adequately looking after the immediat 
requirements of the territory. q 
In 1936 we became aware that the Canadian Pacific, through a subsidiary} 
had applied to the Quebec Legislature for a line which would tap that develo 
ment already served by the National Transcontinental, built with the peop 
funds, and for my part—-and I have endeavoured throughout my eviden 
be as fair as possible with regard to the Canadian Pacific Railway, be 
[Mr. S. W. Fairweather.] : 
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that railway to be an efficiently run enterprise in its own right—as a 
of Canada I cannot see why a railway such as the Canadian Pacific, 
receipt of a continuing bounty from this country, should deliberately 
pt to go to a provincial legislature to secure a charter to get in there 
ap the resources that were tributary to the peoples’ railway. Now, I 
that statement with some heat, perhaps; but as a citizen of this country 
link it was an economic crime. 

Now, faced with that situation the next thing we did was this. I well 
ember the occasion. I got word of this at about 10 o’clock on, I think it 
, May 23. The President called me and said, “Come to my house.” I went 
ais house and found Mr. Gzowski there and learned of this situation. We 
ceeded immediately—I know we worked all day Sunday— 


; By Hon. Mr. Gordon: 
- Q. Contrary to the Lord’s Day Act?—A. Yes, sir, and it was a good work 


We worked all day Sunday. We came to Ottawa and enlisted the support 

he Government. We pointed out that if this thing were done it would be 
ing more than a senseless duplication of facilities and would have the effect 
diverting $3,000,000 a year away from the Canadian National treasury, 
ause that was the amount of traffic that we could see we would be in a 
ition to lose if that territory tributary to the N.T.R. was made tributary 
the Canadian Pacific. 


By the Chairman (Right Hon. Mr. Graham): 


_ Q. You rather approve of the Senate, then?—A. At times, sir, yes. I always 
re reservations. But seriously, I have a great faith in our democratic insti- 
ons. 

We went to the Federal Government and we got their loyal support. We 
kly told them that in our opinion the only way we could block this thing 
Il was to get a line built first. We got the Government to agree to bring 
special Act, and that Act was brought in and was passed by the House 
yYommons and by the Senate. 

Now we were hopping between Ottawa and Quebec. In Ottawa we were 
rting our Bill; in Quebec we were opposing the Canadian Pacific Bill 
all the force at our command. We failed. In the Quebec Legislature, 
r reasons which they deemed fit, the Committee passed the C.P.R. Bill 
ith certain amendments. We knew from the way things went that we were 
difficult spot, but it so happened that the Quebec Legislature dissolved, 
that gave the Canadian Pacific venture at least a year’s hoist. In that 
by expedition, we succeeded in getting a line surveyed and contracted 
nd that line is now in operation as far as Val d’Or from Senneterre. It 
e completed as far as Rouyn by some time in 1938. 


By Hon. Mr. Dandurand: 


~ Q. Did the C.P.R. build?—A. No, as far as I know they did not build, 
ey approached us for running rights so that they could go into that terri- 
ributary to the peoples’ railway and take traffic away from a line that 
st beginning to show the fruitful husbandry that had been exercised on it 
916 on, a line which had been built with a degree of vision, because if the 
ian National had turned down the Noranda interests, I do not know 
Noranda mine would have been. They could not have had the mine 
ut a railway, and if the Canadian Pacific and the Canadian National had | 
them down, Rouyn townsite, Rouyn smelter and Rouyn mine would 
ably be lying in the wilderness to-day. I say an attempted duplication of 
ind is an economic crime. 
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By the Chairman (Right Hon. Mr. Graham) : . P 

Q. Your opinion is that hereafter Parliament should be very care 
allowing unnecessary duplicate lines?—A. I would like to read my ev 
before the Royal Commission on that point. It has not changed. I really wou 
like to have that read, if possible. 7 


By Hon. Mr. Calder: . 

Q. Did the Canadian Pacific get a charter?—A. Yes sir, they got one 
succeeding year. They have not built yet. . 
The CHarrMan (Right Hon. Mr. Graham): Mr. Fairweather wants to re: 
from an answer that he gave to the Duff Commission. q 
The Witness: I said : q 
Finally, too much reliance must not be placed in any lesson taught by th 
present depression. As soon as times improve, public demands for additione 
railway construction will recur, and the railways in themselves would fin 
very hard to resist the pressure even if they were inclined to do so, and in li 
manner, co-operation between the railways forced upon them by pressure 
events would not continue in hearty degree once that pressure was remo 
There would seem to be a real need in Canada, dependent as she is upon 
lowest possible transportation cost, for the creation of a budgeting and plan 
commission whose functions would consist of determining the advisability 
railway extension and without whose approval no railway charter could b 
secured or public financing be done for railway purposes. 4 


By Hon. Mr. Moraud: 

Q. But that commission would not advance anything like the situ 
you have just outlined, if it is entirely provincial?—A. That, sir, is a m 
of interprovincial relations that I think should be taken up. ‘ 


By Mr. Biggar: a 

Q. Has there been a discussion of freight pooling at all in connection wit 
this co-operation?—A. Not in any serious degree. 

Q. You spoke of pairing lines to be abandoned?—A. Yes sir. 

Q. Can you give me a memorandum of what pairs you suggested?—A 
could give you a memorandum. In fact, we simply said we will toss them: 
into the pool. oe 

Q. Could you give me a memorandum of the pairs that you suggested? 
A. I do not think that I could properly say that I set up an exact pairm 
example; but we said the principle is there and we think we would like to 
down and work it out. 

Q. It never got beyond the suggestion?—A. No sir. 


By Hon. Mr. Murdock: 
Q. Did you not propose a pair as between Parry Sound and Toronto 4 
Woodstock and Windsor?—A. Yes sir, in a sense. | 


By Mr. Biggar: 4 

Q. There is another question. Can you tell us where the redundant lit 
were that you proposed to abandon?—A. Yes sir, I can tell you that. 

The CuHatrrmMan (Hon. Mr. Beaubien): That is the 1,000 miles that ye 
referred to? a 

Hon. Mr. Danpuranp: Let us take the 5,000 miles. 

Mr. Biccar: He does not know about that. 

The Witness: Yes, I know about that. 

[Mr. S. W. Fairweather. ] 
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Be By Hon. Mr. H. orsey: 
| Q. Do you know the details about that?—A. Yes, for this reason. The 
Royal Commission sent that 5,000 miles programme to me for my comments. 

a ) By Hon. Mr. Parent: 
_ Q. And did you comment upon them?—A. I did. 


g By the Chairman (Hon. Mr. Beaubien) : 
— Q. What was your answer?—A. Well, it is fairly extensive. 
give it in a word. 


_ Q. Did you cover most of it or only part of the 5,000?—A. I covered it 
. and as I said this morning, by specific examples. 


~*~ 


| 
| 
| 
| 
| 


I could not 


_ 


r 


E 
i: By Hon. Mr. Horsey: 


2 Q. But, in the main, did you agree that 5,000 miles could be abandoned?— 
A. Oh, no. 


iy 


fe By Hon. Mr. Dandurand: 


_ Q. I should like to know where those redundant lines are and what lines 

mong them serve the same community and could well be dispensed with. 
ere are lines that are some distance apart and which I would not call 

edundant; but I am speaking of those that are serving the same community 

ind where abandonment may be made with profit to the country and to the 

wo railways.—A. I would be pleased, sir, to point those out. 

i Q. On a map?—A. On a map. 


By Hon. Mr. Calder: 


m Q. Mr. Fairweather, in talking the matter over with other members of the 
Hommittee, reference has been made to two lines during our discussion. There 
s one down the Fraser Valley, from Kamloops to Hope?—A. Yes, sir. 

- Q. I can well remember when the Committee sat previously that many 
eferences were made to that line of railway. You have two lines of railway 
aralleling each other very closely, for I think a distance of something like 
dur hundred miles?—A. It is not that much. 

_ Q. It is quite a long distance?—A. You can see it on the map there. 
 Q. Just the other day reference was made to me about the two lines in 
ere (indicating on map), in the province of Saskatchewan. They are very 
Ose together. Now, I understand that what Senator Dandurand wants is a 
st of similar lines all through Canada where situations of that kind exist ?— 
. I can furnish that, sir. 

_ Q. I think that would be very valuable to the Committee. 


Ss 


By Hon. Mr. Dandurand: 
ie Q. In order that we might make more progress with you, Mr. Fairweather, 


ere is a question which I think you should consider for to-morrow. Where 
'e those lines which are close together and serving the same territory? Where 
‘e those duplicate lines, from the Atlantic to the Pacific, which could be 
ispensed with? And why have they not been dispensed with so far?—A. I will 
} prepared, at any meeting that you desire, to point out on the map and to 
iscuss those lines, starting at the east of Canada and working to the west, and 
‘ving you my views on them. 


4 By Hon. Mr. Parent: 


| Q. You can do that to-morrow?—A. Yes, sir. 
| 


isthe On 
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By the Chairman (Hon. Mr. Beaubien) ei aN hte , 
Q. Whilst you do that, would you mind telling us which are the 
that are included in your first estimate, your guess, if you like, of $50,000,000 


*—A, Yes. a 
Q. And those that are included in your estimate of $24,000,000, and thos 
that are included, finally, in your estimate of $10,000,000?—A. Yes, sir, I can 


do that. 


By Hon. Mr. Dandurand: 

Q. Can you at the same time give us an idea of what you had in you 
hands when you decided there were 1,800 miles which you could submit to 
Railway Commission? I may be somewhat out in my figure, but I think 
dropped 1,200 miles and decided to make a submission with regard to 60 
miles?——A. I will have that also, sir. 

Q. What are those 1,200 miles which you dropped?—A. I will have th 
sir. I will indicate the whole thing. I will deal with evrything that has bee 
asked, starting with eastern Canada and working west. 

Q. And giving your views as to the possibility of abandonment of thos 
various lines?—A. Yes sir. . ; 

Mr. Biccar: There is one point about the printing, that I ought to ask th 
Committee about. During the day, at the instance of one of the members 
the Committee, Mr. Fairweather put in a report that he had made, and wh 
is filed as Exhibit 40. That report will be about 15 pages of typewrit 
matter; I do not suppose it will be that much in print. But the report is re 
unintelligible without the papers that were attached to it as exhibits, and t 
will be about 40 pages of print. 

Hon. Mr. DANDURAND: What do they cover? 

Mr. Biaaar: They cover the reports that were made about pooling, the c 
respondence between Mr. Beattie on the one side and Mr. Fullerton and 
Hungerford on the other, the memoranda that was prepared by the Cana 
-- Pacific section and the Canadian National section respectively on this questiol 
pooling. I have looked them through, and I may say they are very illuminat: 

But the question is whether the committee would like to have this before th 
There is this to be said in favour of doing so, that this pooling arrangem 
involves a very large sum of money, more than any other single one. There 
this also to be said, that we have no other case where there are contemporal 
documents that discussed the whole thing backwards and forward as in this ¢ 
However, I do not want the committee to feel that T am loading up the pri 
record unnecessarily. q 
Hon. Mr. Murpocx: Last evening when we discussed that question tho 
exhibits seemed to be important and also the statement. I thought the committ 
understood then that they were to be a part of the record. q 
The Cuamman (Hon. Mr. Beaubien): As I understood, the exhibits were ti 
be filed and the report only discussed. a 
Mr. Biccar: I did not know there were any exhibits until this morning. — 
Hon. Mr. Hata: I think we should print the whole thing. 
The Cuarrman (Right Hon. Mr. Graham): Shall we print it all? 
Several Hon. Senators: Carried! 


The committee adjourned until to-morrow at 10.45 a.m. 
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HIBITS A TO L TO ACCOMPANY SPECIAL SENATE COMMITTEE 


EXHIBIT No. 40 
EXHIBIT “A” 


CANADIAN NATIONAL RAILWAYS CANADIAN PACIFIC RAILWAY COMPANY 


Passenger Traffic Departments 


Montrea, Que., February 7, 1933. 


| 

| 

\) 

| Passenger Traffic—Sub-Committee Report—Passenger Train Services 
I 

'To Co-operative Committees, of the Pacific and National. 

tT _ Your instructions December 29, 1932, and subsequent conferences. 

if After very careful study, the attached statement indicates, in our opinion, 
he extent to which there is to-day more or less duplication of passenger 

in service in Canada. In some cases the extent to which there is duplication 
etermined by the variation in the volume of traffic. 

If the two properties were operated as a unit, or some basis found for 
ision of Mail, Express and Passenger Receipts and Operating Expenses, there 
would, with present traffic, be a possibility of reducing approximately 10,000 
rain miles per day, i.e., 3,650,000 per annum, a little over ten per cent of the 
al scheduled miles, provided Union or Joint tations are arranged at a number 
the larger common points, such as, Montreal, London, Sudbury, Winnipeg, 
askatoon, Edmonton and Vancouver. 


Scheduled Passenger Train Miles 


Miles Road Operated 1932—Canadian Pacific—l6,892 (Inc. DAR & QC) 
a Miles Road Operated 1932—Canadian National—22,086 (Lines in Canada) 


sheduled Trains Pacific National Total 
\) Steam Train Miles..1932.. .. .. 16,659,519 14,575,476 31,234,995 
= Rail Motor Miles—1932.. .. .. 494,858 1,387,488 1,882,346 


f Total Schedules Miles—1932.. .. 17,154,377 15,962,964 33,117,341 


- All Parallel services are not duplicate services. Where the volume of 
ffic to or from or between intermediate and non-competitive points is equal 
or nearly equal to, the volume moving between the competitive terminals, 
parallel services cannot be eliminated. 

To illustrate—Montreal-Ottawa, there are nine trains each way each day— 
ept Sundays—serving three out of four separate routes—C.N. having with- 
‘rawn through service on the Hawkesbury route many people may consider 
lere is extensive duplication, while the fact is, that, apart from Pacific trains 
and 2 moving at night, the only duplication consists of the transcontinental 
ns—-Pacific 7 p.m. and National 7.05 p.m. from Montreal, and National 3.30 
and Pacific 3.45 p.m. from Ottawa; all with important night connections 
-and south. Six of the nine trains are dependent upon and scheduled to 


fe a inconvenience nnd some Suitoa a aati the interm . 
present schedules, with minor adjustments, have been in effect for man 
ich indicate they are satisfactory to patrons at intermediate points. 


(Signed) C. B. FOSTER, 


Passenger Traffic Manager, 
Canadian Pacific Railway Company. 


(Signed C. W. JOHNSTON, 


ie General Passenger Traffic M anager, 
r Canadian National Railways. 
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EXHIBIT, “A” 


YMMITTEE—PASSENGER DEPARTMENT—PRELIMINARY SURVEY FEB. 2, 19 


, 33 OF POSSIBLE 
_ ELIMINATION OF DUPLICATE PASSENGER TRAIN SERVICES IN CANADA 


Assumed Duplicate Services 


Gross Annual Estimated 
C.N. January 1 (Opies Train Mile Replacements 
Miles 1933 Miles Saving - 
More study needed. 
Night Service No. 326/No. 209] Can Pac. |Can. Nat 


0 |.....Montreal..... 0 
Peete sl | ois sicisie ns Sane Wells River.... 172 125,580 
..-White River Je...]........ 


ce EE en ES es ee ey HES a eT Pi ato 
Night Service 

NATIONAL 
Montreal-Ste, Rosalie 
56 


Lyster—Levis 
99 


.....Montreal..... 


Gua 130, 670 
dele aes QUCDOC!, sa). 


Day Service 


123,370 


..-Montreal..... 


47,576 
eee Richmond..... 


Night Service 


Seieit es OUR Wales ose 0 180,310 
ETN et: Toronto..... 263 
NATIONAL 
eee atone 159, 562 
323 days |Mixed service on Existing 
freights Ottawa- 
Napanee. 
Toronto-Ottawa 
Connection 
Onl pases Napanee...... 16,276 
"AVE ogee Kingston...... 
NATIONAL 
Santee tA OILS enc the 4,620 | Now run only 10 weeks in 
neo Midland)... ) : summer. 
REARS 66,356 
148, 200 
Beet Cerchotsiote is at eectadu Gs niotaMdesciciotals ise Se a ies Meee 125,560 | 876,940 Nat. 50,318 


i 


PRELIMINARY SURVEY—Fap. 2, 1933 


a 


Assumed Duplicate Services 
- Gross Annual 
Can. Can. | C.N. January 1, C.P. Can. Train Mile 
Pac. | Nat. | Miles 1933 Miles | Nat. Saving 
Can. Pac.|Can. Nat. 
Brought forward...\.}....s.-.}errssse[h eres 125,560 | 876,940 
No. 19 | No. 15 No. 14 
mm. p.m. p.m. 
3.30 4.00 0 ...Montreal..... 0 4.30 415,370 
3.30 oes Se Pee Detroit...... 569 = 
8.15 8.30 849 |...... Chicago...... 6.25 
a.m. a.m. p.m. 
No. 37| No.5 No. 6 
a.m. a.m. p.m. p.m. Paciric 
8.00 9.30 Ug eer Montreal...... 0} 10.00 : 415,370 Ottawa connections | 
TE LOS ELMO AeA cles ol Detroit...... 569 7.30 Borckville and Nat 
7,20 7.00 OS ae Chicago...... 11.00 bs 
a.m. a.m. p.m. ° 
No. 21 | No. 17 Day SERVICE No. 20 
Pac. replaces N 
a.m. a.m. p.m. p.m. Toronto-London 
8.15 8.30 (lg Saas Toronto...... 0 10.30 : 167,170 35,995. ee 
2.30 3.30 Aen LEN Veseas 2 Detroit...... 229 4.00 Pac. replace 642- 
8.30 8.25 BAL Pose sie Chicago...... : p replace eae 
a.m 


35,682 


No. 10 ‘ Pac. 


No. 635 
One-way 
313 days 


Zoli hoses Detroit. /.... 229 


71,677 
No.1 | No.5 No. 6 
m. m. a.m. 
9.00 9.00 0 . .Winnipeg..... 0 258, 880 
7.20 8.55 SOO Perea Regina. ewe 357 
a.m. a.m. p.m. 
‘No. 303} No. 7 No. 8 
from from 
m. p-m. a.m. m. 7 to 3 7 to 3 
11.55} 11.55 Oleeta Regina je... 5. 0 days days 
6.25 6.40 160 |....Saskatoon..... 181 aweek | a week 
9.00} 12.15 249 |...Prince Albert... 219 ee eae 
a.m. p.m. p.m. 122,720 | 66,560 
No. 51] No. 3 No. 4 
p.m. wm. : a.m. Yorkton Leni 
11.00 6:30 O-l.c.. .. Winnipes =... 0 6 days a week 
3,55 8.50 470 |.. .Saskatoon..... 480 78, 876 
p.m. a.m. p.m. 
4.35 9.25 0 |....Saskatoon..... 0 207, 206 
7.10 8.40 331 ..Edmonton..... 368 6 days 
week 
a.m. p-m. a.m. 
No. 308 | No. 70 
_m. a.m. 
4.20 | 10.30 Diss aes Wess 5 43, 680 
8.25 1.55 SAEs Weyburn...... 126 
p.m. p.m. 


Forward......-.Jescesess [ees sie. Nee | 1,762,253 | 1,503,146 |C.N. 119,270 C.P.2 
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I sie Neioed PROPOSAL—No. 1 


Assumed Duplicate Services 


Gross Annual Estimated 
Train Mile Replacements 
G.N. January 1 CP. Can. Can. Saving 
Miles 1933 Miles | Nat. Pac. |—— More study needed. 


Can. Pac.|Can. Nat. 


_———$—<$<— | | | J J 


——=— 


Brought HON WANG ch. sie areal tea cues, we Mae Lees gh tat Oe 283 1,503,146} Nat. 119,270 Pac. 265,369 
Be No. 2 |No. 
a.m a.m. 
Annul Pac. 5-3 and 4-6 
0 |.....Montreal..... 0 11.45 11.45 | 791,320 | 226,330 Route Nar. 1 and 2 
LOO Rios Winnipeg...... 1,412 6.30 6.30 Ottawa-Sudbury 
p.m. p.m. via Pacific. 
No. 4 | No. 28 
a.m, a.m 
Pac. 27 and 28 
Sea ete ea bse. Toronto.. Toronto-Sudbury 
- iyo ty A ee aie Sudbury. 189, 800 replaced with 
PAA STO es crene Capreol Nat. 3 and 4, 
Canadian National Proposal No. 1...........0-c0ccceeee cece. 2,553,573 |1,919,246 |Nat. 119,270 Pac. 265.369 
NATIONAL PROPOSAL—No. 2 
Proust: forward |a-cvanie sulin: seamed ucn rane 1,762,253 |1,503,146 |Nat. 119,270 Pac. 265,369 
— No. 4 | No. 28 
a.m. a.m. 
OU ae eee Toronto: 3,2: 0 7.20 8.10 Cancel Pac. 27 and 28 
MEP ed aye ies eel aL Sudbury...... 20H Pacey) 10/40 189, 300 Toronto-Sudbury 
6.40 ROAR Wapneol ie leon A O20 [ise UN Replace with 
Sea oy ML S2O 7. |e e.® Winnipeo ten liek GUS OAM tank Nat. 3 and 4. 
a.m. p.m. p.m. 
| No. 1 No.2 | No. 6 
ens | a.m. a.m. Cancel Pac. 5 and 6 
aa Montreal-Sud bury 
00° 7.05 On saeene Montrealiaans, O40 1-45 81,030 | 226,300 Replace with 
00 6.35 AD Gn eeey se” Sudbury...... 439} 10.55 | 11.45 Nar. 1 and 2 
m. | a.m. p.m. p.m. Ottawa-Sudbury. 
Canadian NationalProposal Now 2... 05.008 eehenc eee hese 1,843,283 |1,919,246 |Nat. 119,270 Pac. 265,369 
PACIFIC PROPOSAL 
Brought LOrwands exe ells eine ses pee, 1,762,253 |1,503,146 |Nat. 119,270 Pac. 265,369 
— No.4 | No. 4 ae i 
a.m. a.m 
eae Toronto...... o| 7.20] 7.15 Nationan 
QO THe Winnipeg...... 1, 232 6.30 6.30 881,110 
p.m. p.m. Capreol-Winnipes 
Ree aE 3 days a week. 
No.2 | No.6 
a.m. a.m. 
290,472 
On| Sera. Montreal..... 3 0) 11.40] 11.45 f 
Bere ie (ei ceri fistavciehs 3 Sudbury...... A390. euler eT pat 310,980 : 
ADGM econ aint: Capreoion ca aes aes LOSSY. en 
p.m. p.m 
Canadian Paciiie Proposalltss el hatin ote see ce hee ae hee oes 1,762,253 |2,695,236 |Nat. 409,742 Pac. 265,369 
SUMMARY 
Duplicate Estimate of Estimated Deductions 
Train Miles Train Miles of Assumed Duplication 
Elimination Replacements Passenger Train Miles 
Pacific National Pacific National Pacific National Total 
Proposal No. 1 alae bees 2,553,573 | 1,919,246 265,369 119,270 | 2,288,204 | 1,799,976 4,088, 186 
No. 1,843,283 | 1,919,246 265,369 119,270 | 1,577,914 | 1,799,976 3,377,890 
1,762,253 | 2,695,236 265,369 409,742 | 1,496,884 | 2,285,494 8,782,378 
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PN ace AND TORONTO—WINNIPEG 


1 dal ta Traffic Officers of the National suggest:— 


(1) (a) That if the volume of traffic from the east on Pacific No. 34 
National No. 1 and from Winnipeg east on National No. 2 and Pa 
No. 4 can be moved in one train—National proposal No. 1 sho 
prevail. 

(b) That if the volume between Sudbury and Winnipeg requires m 
tenance of both services—National proposal No. 2 should be m 
effective. 


(2) At the present existing Express Fish Traffic necessitates second section 
of National No. 4 twice a week. 


(3) Also that unless Canadian Lines arrange at an early date— 
Leave Winnipeg not earlier than 5.45 p.m. C. T.—and 

Arrive Montreal not later than—8.45 a.m. E. T. 4 

To connect with C. V. No. 332 for Boston and New York to arra 

Night Delivery at those points. ; 

A very valuable traffic will be lost to lines via Chicago, ie. G2 

C.B. & Q. and Penna. 

Can. Nat. desire to retain this traffic for long haul via Montreal @ nd 

their subsidiary, the C. V. to Windsor, Vt. Ss 


That National No. 4 or Pacific No. 4 cannot handle, all traffic 
Winnipeg in one train without second sections practically every da 
to Sudbury. s 
(5) That as the Line of the National—Capreol-Winnipeg—requires ser 
at least three days per week—National 1 and 2, and Pacific 3 and4 
should be maintained. 4 
(6) That to protect the Valuable Fish Express Traffic originating at Pr 
Rupert, Winnipeg and points east thereof, the National should m 
tain existing services between Winnipeg and Sudbury. 4 


(4 


<< 


B—Passenger Traffic Officers of the Pacifle suggest:— 
(7) That the passenger traffic, Montreal and Toronto—Winnipeg now u 
National Nos. 1 and 2, 3 ‘and 4, and Pacific Nos. 3 and 4, 5 and 6, 

be moved in one train. 


(8) That the Passenger Traffic Service Montreal and Toronto-Winnipe 
should move via Pacific in order to continue maintenance of N 
Service each way Port Arthur—Fort William—Winnipeg. 


(9) That Pacific No. 4 can leave Winnipeg 5.45 PM—45 minutes ea 
than at present, and run 45 minutes quicker to Sudbury, arriving 1 
PM—same running time to Ottawa, due at 6.48 AM—leave 7.00 
and arrive Montreal 9.15 AM—place Fish Express on No. 212 i 
Boston at 9.30 AM and on D. & H. 10.00 AM for New York. 


(Signed) C. W. JOHNSTON, (Signed) C.B. FOSTER, ~ 
General Passenger Traffic Manager. Passenger Traffic Manager, — 


Canadian National Railways. Canadian Pacific Railway Company 


a 
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IAN NATIONAL RAILWAY COMPANY-CANADIAN PACIFIC RAILWAY COMPANY 
JOINT CO-OPERATIVE COMMITTER 


ge Report No. 4 
To the Acting President, 
Canadian National Ry. Co. 
0 the Chairman and President, 
_ Canadian Pacific Ry. Co. 
» Dear Sirs,— 
r Execute Allotment 1 


Limited Pool of Passenger Trains 


Ottawa-Toronto Day and Night Services 
Montreal-Toronto Afternoon Service 


_ Proposal—That pooled services be established for all Ottawa-Toronto 
assenger and baggage traffic and for the Montreal-Toronto afternoon fast train 
ussenger and baggage traffic, effective not later than May 1, in anticipation of 
e establishment of a more general pool. The said services to be designated and 
vertised as “ Pool Trains.” 


_ Method—The Canadian Pacific to operate, via Peterboro, the night trains 
tween Ottawa and Toronto, to handle the express, passenger and baggage 
traffic of both Companies and mail traffic of Canadian Pacific. 

ha The Canadian National to operate to and from Windsor street station, via 
Dorval and its line; the afternoon fast trains between Montreal and Toronto, to 
vandle the express, passenger and baggage traffic of both Companies, including 
e through traffic of both Companies to points on the lines of their respective 
nicago services. 

_ The Canadian National to withdraw its day and night trains between 
toronto and Ottawa. 

_ The Canadian Pacific to withdraw its six hours and fifteen minutes trains 
yetween Montreal and Toronto and the Ottawa connections therewith but 
maintain its Ottawa connection with its morning trains from Montreal and 
Loronto, and establish Ottawa connections, via Brockville, with the pooled 
\fternoon fast trains operating via the Canadian National. 


_ The pooled trains to be operated by the employees of the Company on whose. 
mes the trains operate. 


| Catal Cost—Estimated $85,000—to establish cross overs and necessary 


nal protection between Canadian National and Canadian Pacific tracks near 
Jorval. 


} 


| Estimated Saving.—356,148 train miles on Canadian National and 231,410 
in miles on Canadian Pacific, which at $1 per train mile would represent 
proximately $587,558 per annum. 


Number of Employees Released—Between 75 and 85 train service employees 
nd an undetermined number of other employees. 

tion Recommended.—That the Companies enter into an agreement to put the 
__ proposed service into effect as soon as possible. The Canadian Pacific 
/ Section recommend that cross overs at Dorval be installed immediately, 
but that if the changed services can be put into effect prior to completion 
of cross overs at Dorval, fast trains to operate temporarily to and from 
Bonaventure Station. The Canadian National Section do not recommend 
____ that cross overs be put in at Dorval until agreement has been reached in 
5784p , 

| c 
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principle upon pooling of all Montreal-Toronto traffic. Both s : 
recommend that the agreement include provisions as follows:— 


1. Mail and express revenues not to be pooled. e 
Mileage of mail and express cars handled by one company for the other te 
be equalized. Any excess to be computed on basis of actual out 0 
pocket costs, to be jointly determined based upon the records of 
Companies, and be credited to road performing the excess of serv 


2. Pooled revenue will be divided equally between the Canadian Pacific an 

the Canadian National. 

There will be included in the pooled revenue the entire passenger an 
baggage revenue from through traffic between Montreal-Toronto 

Ottawa-Toronto handled on pooled trains; 80 per cent of passen 

and baggage revenue from intermediate traffic handled on poo 

trains; and 20 per cent of passenger and baggage revenue from thro 

Ottawa-Toronto traffic handled by Canadian Pacific by means 

Montreal-Toronto morning day trains (the expense of which serv 

will be entirely borne by the Canadian Pacific and will be 


exclusive trains). 
3. Division of service and expenses to be on the following basis: — 


(a) Train Service Costs: 

Train miles and car miles (of appropriate classes) of Canad 
Pacific Ottawa-Toronto and Ottawa-Brockville services, and of Canad 
National. Montreal-Toronto service, to be equalized. Any balance 
train miles or car miles to be computed on the basis of actual out 
pocket costs and credited to the road performing the excess of service. 

(b) Terminal Costs: 

Wheelage counts of pooled trains at Ottawa (including coach ya 
and Toronto to be divided equally between the Companies. 

Toronto coach yard, engine terminal and switching costs to 
equalized. Any excess of service to be computed on the basis of actual 
of pocket costs and credited to the road performing such excess, 

Ottawa and Montreal engine terminal and Montreal coach yard 
switching costs to be computed on user basis (with no allowance 
maintenance of way or use of facilities pending negotiation of the princi 
governing the proposed general pool), and be credited to road performin 
service. : 

(c) Revenue and interior expenses of operating sleeping, parlor and dinimg 
cars to accrue to road performing service. , 
(d) Units of service performed in running extra trains to handle poole 
traffic to be credited to road performing service. q 
(c) The method of final settlement of net balance of expenses under s 
paragraphs (a) and (b) to be left for later determination. a 


U 
4. Each Company to pay an equal proportion of capital expenditure ii 
making connection at Dorval. a 


5. That the terms to govern the settlement of liabilities for loss, damage 
injury of every nature be left to the Law Departments of the two Companie 


determine. 


6. That the term of the agreement be until a general pool is established ) 
failing such, for a minimum of one year. ee, 


di Si CAA iit Os ileal) aA 
— dt el ieee ane ae x a cage 
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. That operating, traffic, accounting and law officers be instructed to meet 
omplete the basis of agreement, agree upon schedules, advertising arrange- 


, plans for the connection near Dorval and any other details. 


(Signed) S. W. FAIRWEATHER, (Signed) G. HODGE, 
Chairman, Chairman, 
} Canadian National Section. Canadian Pacific Section. 
(ONTREAL March 7th, 1933. 
EXHIBIT “C” 


Montreau, September 11, 1933. 
mew. beaTry, KC), 

hairman and President, 

_ Canadian Pacific Railway, 

Montreal, Que. 


Dear Mr. Brarry;—Referring to Report No. 10 of the Joint Co-operative 
mittee regarding an extension of the pool of passenger trains and our 
ous discussions on this subject; the Committee appear to be in substantial 
reement as regard the necessary changes in grain services to make an extension 
the passenger train pool effective between Quebec and Montreal, Boston 
d Montreal, Montreal and Toronto, and Toronto-Sarnia-Windsor. They 
isagree as to the division of trains between Windsor Street and Bonaventure 
ations in Montreal, and I understand are still studying the transcontinental 
‘ain service situation. 


In brief, as regards the Montreal Terminal situation, the contention of 
e Canadian Pacific section of the Committee is that all pool trains, and all 
ortant Canadian National non-pool trains should use Windsor Street station, 
ing a total of 16 Canadian National and pool trains each way daily using 
Windsor Street, while no important trains, pooled or non-pooled, Canadian 
ational or Canadian Pacific, would use Bonaventure. On the other hand, 
e Canadian National section of the Committee is of the opinion that, having 
gard to all circumstances, the pooled trains should be divided between the 
two stations, and suggests that the Boston-Montreal, Montreal-Toronto (fore- 
noon), and one Montreal-Toronto night train should continue to use Bonaventure, 
otal of 4 pool trains each way daily, while the Quebec-Montreal and Montreal- 
eronto fast afternoon train using C.N.R. tracks west of Dorval, and one 
ontreal-Toronto night train, making a total of 5 pool trains each way daily 
ould use Windsor Street. In addition Montreal-Vaudreuil pooled suburban 
ains would use Windsor Street. 


I believe it is agreed, as a result of investigation, that neither Windsor 
reet nor Bonaventure, having regard to the track approaches and the various 
scessary facilities, has sufficient capacity for all trains of both companies. 
bviously, therefore, train services must be divided between the two Stations. 
considering an apportionment of the trains it is not possible, having regard 
the convenience of the public and to the necessity for economy, to bring all 
portant Canadian National trains into Windsor Street station. Particularly 
this true as regards the Maritime services. Nothing substantial would be 
ed. The public would be inconvenienced and expense for additional train 
ice, otherwise unnecessary, would be incurred in such a plan. 
The features of convenience to the public and the transfer of baggage, 
and express between the two stations have been thoroughly analyzed by 
r people. The study indicates that having regard to the practical necessity 


iy 
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of continuing to maintain the Canadian National Maritime services at Bona 


the most important one having regard particularly to the best service to th 


venture, there would be much less disturbance and inconvenience under 
arrangement whereby pool trains would be divided between the two station 
than would be the case if they were all concentrated at one. It is, therefor 
our view that the arrangement of dividing the trains between the two station 
avoids many complications and provides the least disturbance to and from 
pooled areas and to and from beyond areas, quite apart from the question of 
prestige and public reaction. - 

The committee has been giving consideration to what could be accomplished 
in connection with our transcontinental service west of Montreal and the 
matter is, I think, being thoroughly explored. Sometime ago your section 0: 
the committee offered a suggestion which has been carefully studied, but i 
adoption would involve grave terminal complications at Winnipeg and 1 
connection with the beyond Winnipeg business. The committee has now before 
it two alternative suggestions, one of which is to run consolidated trains from 
Toronto and Montreal respectively to the Sudbury area, exchange cars at @ 
suitable point, and continue on their own lines from there, and the other is 
to lengthen the schedules from Toronto, Montreal, and Winnipeg sufficiently 
to permit your Company to withdraw one of its two trains for a considerable 
portion of the route. As stated to you orally, this Company is prepared to 
accept either of these alternatives. Z 

The peak period of passenger business for the year is now past, and we 
may normally expect a decrease in the volume of passenger travel until next 
season. As the amount of money to be saved by the pooling is substantial, 
conservatively estimated to range from $1,300,000 to $1,400,000 per annun 
depending upon how certain details are worked out, it is obviously desirabl 
that an extension of the existing pooling arrangement should be put into effee 
as soon as practicable. Having regard to the pressing necessity for economy 
can we not agree, to put a comprehensive extension of the pooling arrangement 
into effect, adopting one or the other of the transcontinental alternatives which 
do not involve terminal difficulties; divide the pooled trains between the two 
stations at Montreal, and leave the question of further terminal development for 
future consideration? a 


Yours faithfully, 


(Sgnd.) S. J. HUNGERFORD, 
Acting President. — 


CANADIAN PACIFIC RAILWAY COMPANY 


On Linz, Maple Creek Subdivision, 
18th September, 1933. 


Dear Mr. Huncrrrorp,—I have your letter of September 11, in reference 
to Report No. 10 of the Joint Co-operative Committee of August 11 concernin; 
the use of the Montreal terminal facilities of the two companies. : 


The draft of the possible changes in train service to accomplish a genera 
pooling arrangement in regard to which you intimate the Committee “ appear i 
substantial agreement,” was made as a study of the elimination and operation 
of the various services and was concerned with train schedules only. It 
predicated upon the understanding that passenger train terminals and _ otl 
important factors would necessarily have to be agreed upon later, and of thes 


public. 


To avoid transfers and inconvenience to the public, we consider that the 
wing services at least of both companies should be based upon one joint 
tion: Maritime services, Boston-New York services, Ottawa services, Quebec 
vices, Toronto services, Transcontinental services. 
_ We are convinced that these services can readily and reasonably be brought 
nto Windsor Street Station and it has never been suggested that they could be 
yased upon Bonaventure Station. 
The Second paragraph of your letter is a partial statement of the difference 
yf opinion as set out jointly in Report No. 10. The position is clearly stated by 
he Joint Co-operative Committee and the views of the Canadian Pacific section 
f the committee remain unchanged. 
_ The statement in the third paragraph of your letter might possibly lead to 
ome misapprehension of the facts. It is recognized that the existing facilities 
f neither Windsor Street nor Bonaventure can accommodate ail the trains of 
oth companies. However, a sub-committee of the Joint Co-operative Com- 
gittee studied the situation with a view to ascertaining to what extent the 
ervices of the two railways could be accommodated in one joint station and 
eported, in part, as follows:— 


The present facilities of the Canadian Pacific from Montreal West 
to Windsor street station are adequate, without further capital expendi- 
ture, to handle all pool trains suggested to date presently based on 
Bonaventure and Windsor street station, as well as all remaining exclusive 
Canadian Pacific trains and trains of tenant lines presently based on 

’ Windsor street station. 


aS rc 
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he report also indicates that the Windsor street station facilities could be made 
dequate to provide for the combined maximum peak business of the past of 
oth the Canadian National and the Canadian Pacific and all tenant lines based 
n Bonaventure and Windsor street stations at an expenditure small in com- 
arison with the cost of any other method of providing for joint passenger 
rminal facilities. 

The feature of convenience to the public would be involved in the volume 
ae of passengers and baggage between stations; the importance of such 
ansfer would depend upon what trains are cancelled, what trains are pooled, 
1e schedules of the remaining trains and what stations are used by pooled trains. 
pny it is evident that there would be more transfers where two stations 
an for through traffic as you propose than with one, as proposed by the 

nadian Pacific section of the Joint Co-operative Committee. As a matter of 
i, with the use of one joint station for through traffic there would be no 
jon to station transfer at all between such trains. With the use of one joint 
ation there would be no disturbance by transfers to the pooled area traffic or to 
e “beyond ” traffic. 
_ As far as prestige is concerned, we believe that the use of one joint station by 
th companies would leave the reputation of both unimpaired. Such a bettered 
rvice on behalf of the public by the use of both Bonaventure and Windsor 
reet stations in the joint service of both railways could not entail any unfavour- 
le reaction, but would rather enhance the prestige of both and foster the senti- 
ont that the railways are really co-operating according to the spirit of the 
ent legislation in the joint use of their facilities for the benefit of the travelling 
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A study of the proposals for the pooling of transcontinental trains east of 
hipeg will, I am sure, show that there are no insurmountable difficulties in- 

We are convinced that to accomplish satisfactorily the pooling of the 
ontinental services mentioned, to serve best. the through traffic of both 
nies, and to protect. their “beyond” traffic at Winnipeg as well as at 
eal, we should use one joint station for all important through trains at each 
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While we are agreed upon the desirability of extending the passenger p 
arrangement upon the ground of the need for economy, your suggestion t 
comprehensive extension of the pooling arrangement be put into effect 
including some transcontinental services “ which do not involve terminal d 
culties ”—appears to be irreconcilable with the view expressed in Report No. 1 
both our sections of the Joint Co-operative Committee that no further pool 
can be done until the question of the use of Montreal terminals is settled. 
The whole problem in all its details as it has come before our Joint. 
operative Committee is set out in the enclosure herewith entitled ‘‘ Mont: 
terminal arrangements in the light of a passenger train pool”, dated August 2 
1933. This gives by precise quotation the Canadian National position and 
paragraphs, the Canadian Pacific comment. I would draw your attention p. 
cularly to the summary on page 9 and suggest that this form the basis for dis 
sion, looking to an agreement at an early meeting of the Joint Executive C 
mittee. I hope you will agree with me that it is in the best interests of 
railways to make our pool service give the widest appeal to the public upon 
erounds of greater convenience, easier access and better service; that we shoul 
do all we reasonably can to forestall adverse criticism of any sort; that the poolin 
arrangements including the joint use of both Bonaventure and Windsor St 
stations as proposed will equitably distribute the burden and advantage bet: 
us, will furnish prompt and certain connections for through traffic wit 
advantage or disadvantage to either company, will yield the greatest econ 
and will preserve and develop the Canadian and overseas traffic, particularly 
ye St. Lawrence route, to the greater convenience of travellers and to the gen 
advantage of the Dominion of Canada. 
In considering this question, I have made an effort to ascertain why t 
should be such a strong difference of opinion between the officers of our respe 
companies, and I have concluded that it is fundamental and that we have n 
common appreciation of what the problem really involves. Obviously, the 
important factor is the need for economy; secondly, the satisfying of the p 
convenience, and thirdly, improvement in service which may be consistent wi 
the first consideration. 4 
It has been suggested on more than one occasion that the prestige of e1 
company, particularly your company because publicly owned, demands a s 
of balanced arrangements, also the Government and Parliament may think th 
there is some advantage being gained by the privately-owned company at yo 
expense. To me this savours more of the swapping of jack-knives than the sp 
of co-operation or regard for the needs of economy. I think I am corree 
assuming that if a pool train to Toronto left Windsor Station and travelled f 
Dorval over the lines of the National, there could not possibly be any los 
prestige, the use of Windsor Station being only an instrument whereby _ 
companies serve the travelling public better and more economically, and 
reputation of either company could not in the nature of things suffer. 
I cannot conceive of it being suggested that the prestige of the Canad 
Pacific was impaired through using your Ottawa station or, in the old day 
our use of your Toronto facilities. I do not think we can overestimate the 
cerity of public opinion in the matter of joint services and facilities. 
IT am convinced the jointness of these services prevents any possible 
gestion that one of us is obtaining an advantage at the expense of the other, 1 
terms are fair. I do not know of any suggestion which has been made looking 
the greater use of Windsor Station which would adversely affect the position | 
your company, or which would do other than take advantage of a better terr 
facility than Bonaventure offers, and which would by reason of its locatio 
greatly to the convenience of the travelling public. is 
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do not know whether we can make progress by another meeting of the 
ixecutive Committee or whether we must wait the appointment of the 
rd of Trustees. You are in a better position to judge as to the propriety of 
action we may take in this respect, and I am quite willing to be guided by 
your judgment in the matter. I will, however, be free to attend any meeting 
r the 9th proximo and will be glad to do so. 
If in the interim a discussion between your officers and ours, at which you 
I would be present, would be beneficial, I shall be glad to arrange it because 
really think we are trying to do an impossible thing as well as an unnecessary 
jing in endeavouring to balance the uses of two separate terminals in Montreal 
pool services when the use of one would suffice. ; 
| Iam very sorry to bother you with such a long letter, but my absence has 
vented me from discussing the matter with you personally, which I would, 
urally have preferred to do. 
Sincerely yours, 
(Sgd.) E. W. BEATTY, 
J. Huncerrorp, Esq., 
cting President, 
anadian National Railways, 


adian National Statement 


The Joint Co-operative Committee has reported dissent as regards the 
atment of the Montreal Terminal facilities in arranging an enlargement of 
pooling of duplicate competitive passenger trains in Eastern Canada. 
quote from the dissenting report:— 
oh The Canadian Pacific section feels that for maximum convenience 
( to the travelling public and for the maximum economy and most effective 
use of facilities that all principle trains of both companies—whether 
| pooled or not pooled—should use Windsor Street station. This would 
| _ include: Maritime services, Quebec services, Boston-New York services, 
Re Toronto services, Ottawa services, Transcontinental. 
i a The Canadian National section feels that the most practical solution 
__ of the terminal problem would be an apportionment of the pool trains 
between the two stations, and for that purpose suggest the following:— 
(a) All Montreal-Quebec pool trains use Place Viger and Windsor Street. 
a (6) The fast afternoon Montreal-Toronto pool trains, both directions, 
| ae use Windsor Street station. 
(c) Night pool trains, National and Pacific, Montreal-Toronto use Bona- 
venture and Windsor Street, as now. 
~~ (d) Montreal-Toronto morning pool trains to use Bonaventure. 
q ) Montreal-Vaudreuil commuter service to use Windsor Street. 
| (f): Transcontinental trains—if one pooled train is operated uses Windsor 
tae Street both directions. If two pooled trains are operated one to use 
Windsor Street and one to use Bonaventure. 

(g) Montreal-Boston pool services to use Bonaventure. 

) All non-pool trains including Maritime services to remain as at 
present. 


anadian Pacific Comment 

_ The above is quoted from Report No. 10 of the Joint Co-operative Com- 
ee to the Joint Executive Committee. At practically no capital expenditure 
sor Street station is available as a Joint Station for the services suggested 
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by the Pacific. It Seth be an oversight on the part of railway managements t 

; neglect so apparent an opportunity to secure a joint station to improve rail 
service, to obtain economies and to give the maximum convenience to 
public by co-operation in accordance with recent legislation. 


Canadian National Statement 4q 

The Canadian Pacific contention is that all principal train services, both 
pooled and non-pooled should use Windsor Street Station. In giving con. 
sideration to this contention the following points should be noted:— 


1. It is impracticable from an operating standpoint to bring all principal 
services into Windsor Street. This is particularly true as regards the 
Maritime Services. The Canadian Pacific suggest lengthening the 
schedule by from 30 to 45 minutes of their Maritime trains and of the 
Canadian National Maritime Trains, and bringing the latter into 
Windsor Street by any one of the following routes:— 
(a) Via the St. Hyacinthe-Iberville line to connect with the Canadiar 

Pacific at St. Johns. 
(b) Via St. Lambert-Brosseau Jct.-Delson Jct. 
(c) Via the Quebec bridge and the Canadian Pacific north shore lineal 


The first alternative would require the rehabilitation to. main line standard 
of 28 miles of abandoned line. It would also require additional train 
service between Montreal and St. Hyacinthe. The Maritime Service 
schedules would be lengthened at least 45 minutes. 3 

The second alternative would bring the C.N. Maritime trains within sigh 
of Montreal, then subject them to a circuitous movement of 26 mile 
and is unthinkable. 

The third alternative would require expensive substitute train service, a 
least one train between Levis and Montreal—possibly two, on th 
south shore, as well as a lengthening of the Maritime service schedules. 


Canadian Pacific Comment 


The statement is made by the National that it is impracticable to bring a 
principal services into Windsor Street Station but no evidence is submitted to 
support this bare statement. The Pacific considers that all the proposed pool 
trains and the important non-pool trains involved in the pooling arrangement 
can be satisfactorily based upon Windsor Street Station. ¢ 

It is stated that the National Maritime trains could not use Windsor Street 
station. Three methods of doing this were suggested by the Pacific and it wai 
felt that the best could be chosen. It is the Pacific’s opinion that the use of the 
Quebec Bridge and the Pacific north shore line would be the best solution. Under: 
this arrangement the Maritime trains of the National would use the joint station 
at Windsor Street and connect with all important pool and non-pool trains. 

The National’s first objection to this arrangement is that it would require 
expensive substitute train service. Any general pooling arrangement will involve 
some replacement train miles. In the early discussions the National proposed 
the abandonment of the two day trains and one night train Montreal-Quebee 
but later proposed, in order to meet their intermediate conditions, to maintair 
at their own expense one day train each way Montreal-Quebec. Such trait 
under the Pacific proposal could serve the territory between Charny an 
Montreal from which the Maritime trains of the National would be withdra 

The second objection is that of lengthened schedules for their Mariti 
trains. The Pacific points out that it may not be necessary to lengthen 
schedule as the proposed route adds about 20 miles only to an 841 mile servi 
Even if the schedule had to be lengthened, the Pacific agrees to make comparat 
schedules Montreal-Moncton. This is not a serious matter in an overni 
service. The Pacific’s proposal offers the National for their non-pool traffic e: 
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Levis the advantage of using Windsor street station, Westmount, Montreal 
est, Park Avenue and Three Rivers and, in addition, provides more trains 

en those stations and Quebec (Bridge Station) for the pool traffic of both 


_ 2. The main argument advanced in favour of the Canadian Pacific con- 
mtion was that it would reduce transfers of passengers and baggage to a 
mimum. This argument is not sound in view of the fact that the Canadian 
ational Maritime services must remain at Bonaventure and that transfers 
tween the principal services proposed to be removed to Windsor street and the 
rvices remaining at Bonaventure as well as train services transferred from 
idsor street to Bonaventure so as to permit of the accommodation of principal 
rvices at Windsor station, would be accentuated. 

__ An analysis of transfers of passengers and baggage based on detail records 
‘the trains follows:— 


x 3. The importance of passenger transfers in Montreal is apt to be exaggerated 


(a) The total potential transfers between trains at Bonaventure amounts 
to an average of 90 a day with approximately 45 pieces of baggage, and 
inasmuch as the total passengers in and out of Bonaventure is greater 
than the total passengers in and out of Windsor street, the Canadian 
Pacific figures in all probability are less, although the actual number 

is not presently available. 

(b) Of these 90 passengers a large proportion undoubtedly will exercise 
stop-over privileges, so that the number of passengers desiring immediate 
transfer between connecting trains is small. 

(c) In any event the heaviest transfer movement of passengers at Bona- 
venture is in connection with the Maritime trains and amounts to an 
average of 53 per day with accompanying baggage of 25 pieces, 

(d) The arrangement of train services as suggested by the Canadian Pacific, 
but modified of necessity as to the Maritime trains, would create an 
average of 63 transfers per day of C.N. passengers between stations 

; with accompanying baggage of 30 pieces. This is an under-statement 

i of the total transfers if any local services are displaced from Windsor 
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street. 

' (e) If the pooled trains be apportioned between the two stations in the 
F manner suggested by the Canadian National, the number of transfers 
> per day between the two stations would average 17 with accompanying 
\ baggage of 8 pieces. 

mor Pacific Comment 

_ The main argument advanced in favour of the Pacific contention was that 
would facilitate the prompt handling of through passengers, baggage, mail, 
sress, and equipment in a manner impossible to attain if Pool and important 
n-Pool trains were based upon both Windsor street and Bonaventure Stations 
suggested by the National. 

~The National argument against this proposal is based on the statement 
their Maritime trains cannot come into Windsor street station, The Pacific 
ves that these Maritime trains can be based on Windsor street station with 
vantage to the passengers using them, to the general advantage of the pooling 
angements and that this can be done without disadvantage to either Railway 
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what rains will be cancelled, and the schedules of, as well as the station 
used by, the pool trains agreed upon. For example the National ch 
transfers shows 23 passengers ex their No. 2 at Montreal for east of Lev 
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requiring transfer under the Pacific proposal—and two for Quebec on th 
train requiring transfer under the National proposal, whereas they have § 
in Report No. 10 that if under pooling arrangements one transcontinental 1 
operates it should use Windsor street station in both directions, which ex 
reverse these chart figures. Any statement of transfers to be of value shot 
be prepared jointly. i 

The operation of the pool trains Montreal-Quebec over the lines of t 
Pacific, to and from Windsor street station, and the Montreal-Boston t 
over the National, to and from Bonaventure station, will preclude the oper 
of regular, or even special, through cars between New England and Quebe 
the operation of through cars between Quebec-Toronto-Chicago on the da 
night trains over the National, which the National claims should run to and 
Bonaventure station or of regular or special movements of through expre 
passenger cars between New England and Winnipeg, and beyond, if the Mont: 
Boston trains use Bonaventure and the transcontinental trains use Wh 
street. station. The Canadian National proposal would also make it difficu 
not impossible, to satisfactorily handle through Empress Steamship tr 
including through car movements, between Quebec and points west of Mon 
as these movements are frequently dependent upon close connections at Winds 
street station and Montreal West. 


Canadian National Statement 


4. The express situation would not be at all satisfactory under the Canadi 
Pacific proposal. aq 


(a) The Canadian National has spent a large amount of money in cre 
modern fruit facilities in the Bonaventure area and a conside 
portion of the traffic is carload express traffic moving on prin 
trains. Approximately 900 express cars are switched to these faci 
from Bonaventure station tracks per year. With these cars arr 
in Windsor street, delay and expense would be encountered. 

(b) There is a transfer of carload express between trains at Bonave 
averaging 3 cars per week, and there is also a considerable interch 
of express cars between trains at Bonaventure to avoid handling « 
L.C.L. express. The average number of express cars intercha 
between trains at Bonaventure is 20 per week and of these the nu 
that would be changed into inter-station transfers under the Cana 
Pacific proposal, modified as regards the Maritime services, would 
16 per week. 4 

(c) The actual amount of L.C.L. express transfers between trains at Bot 
venture averages 40 tons per day. Under the Canadian Pacific 
posal, modified as regards the Maritime services, there would 
transfer between stations of L.C.L. express to the extent of 30 W 


daily. 
(d) On the plan of the Canadian National, the transfer of L.C.L. expre! 
between stations would probably be as follows: i 
tons daily 
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s regards carload express business, the Canadian Pacific carload 
he raffic which might be handled on trains No. 5 and 14 operated from 
_ Bonaventure would require a transfer. The amount of this traffic is 
not. known.” . 


n Pacific Comment 


he Pacific does not agree that the figures set out in the National sub- 
n correctly state the transfer under either the Pacific or the National 
al. As previously pointed out, in fairness to both services it is not possible 
t up, or compare, any statements of the volume of express transfers between 
renture and Windsor Street Station until there is a definite agreement as 
hat trains will be cancelled, and the schedules of, as well as the stations to 
sed by, the pool trains agreed upon. Further, it is hoped that a unification 
f express services will be effected which in itself should make it possible to 
rercome any difficulties of handling express, both on the road and at Montreal. 
ven if there were a greater transfer than the figures indicate the proposi- 
at Windsor Street Station should be used as a joint station in. passenger 
ervice would not be invalidated. Any disadvantage to express transfer 
be insignificant in comparison with the development of a passenger train 
involving the elimination of at least three million train miles, 

The Pacific submits that a serious consideration of this problem by Express 
Railway officers would result in finding a solution satisfactory to both 
ays. 


dian National Statement: 

| 5. The transfer of mail at between the stations as it is at present and as it 
ould be under the Canadian Pacific proposal, modified as regards the Maritime 
ces, and as it would be under the Canadian National proposal, is set forth 
the following table:— 
(ee ; Canadian Pacific Canadian National 
ae Present Proposal Proposal 

_ Transferred, Bonaventure 


Me to Windsor..... .. 330 434 ; 341 
_ Transferred, Windsor to 
. Bonaventure... .. .. 304 477 304 


orale ce: tea. (1, OO. Obt 645 


anadian Pacific Comment 

The Pacific does not agree that the figures set out in the National submis- 
correctly state the transfer under either the Pacific or the National proposal, 
reviously pointed out, in fairness to both seivices it is not possible to set up, 
compare, any statements of the volume of mail transfers between Bonaventure 
Windsor Street stations until there is a definite mutual agreement as to 
trains will be cancelled and the schedules of, as well as the stations to be 
by the pool trains agreed upon. 

The Pacific believes that with the use of Windsor Street as a joint station 
der the general pooling arrangements proposed, changed conditions, if any, in 
mnection with mail transfers between Windsor Street and Bonaventure stations 
not be such as to have any material effect, one way or the other, upon the 
ce. | . 

The Pacific submits that a serious consideration of this problem by Mail 
Railway officers would result in finding a solution satisfactory to both 
vays and to the Postal service. 
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Canadian National Statement Noes 
6. A Canadian Pacific criticism of the Canadian National proposal is t 

it seriously depreciates through connections to and from Chicago from Wind 
Street. ig 
(a) So far as C.P.R. trains Nos. 21 and 22 are concerned, they can be mag 

into through connections readily by an interchange of equipment ; 
Toronto or London. a 

(b) The C.P. would have the advantage of Canadian National No. 1 
operating from Windsor Street with through equipment to Chicago. 

(c) The Chicago connection of C.P. trains Nos. 20 and 37 admittedly wow 

be handled to and from Bonaventure. From the records of the corre 

ponding Canadian National trains, the number of through passeng 
requiring close connection is very small, probably averaging less t 

3 per day. be 

(d) If the Canadian Pacific traffic requires a day connection at Montr 

to Chicago in both directions it could be furnished eastbound by mak 
connection between the two lines at Vaudreuil, which can be arrang 

quite simply, and by putting a sleeping car or parlour car on © 

No. 14 from Chicago which would be set off at Vaudreuil and hau 

to Windsor Station by the return movement of a C.P. suburban tre 

The connection could be made a close one and the arrival time 
Montreal would be as satisfactory as No. 14. The westbound 0 
connection to Chicago would be via No. 15. 3 


Canadian Pacific Comment 

There has been in the past, and there is now, a considerable overseas pa 
senger traffic movement by the lines of the Pacific and its connection bet 
Quebec and Chicago, and it has been the custom frequently to extend the regu 
Montreal-Chicago through sleeping car lines to operate between Chicago am 
Quebec, or place extra ca:s in such service. The pooling arrangement now un 
consideration contemplates that the Pacific would discontinue service 7 
Windsor and Detroit and its connection, and that all the Chicago overseas tral 
would be handled by the lines of the National. 

The principal eastbound movement for steamship connection from Chica 
under the National proposal would be on their No. 20 from Chicago at 9.05 a. 
into Bonaventure station on pool train No. 16 the following morning, and ~ 
connecting pool service to Quebec via the lines of the Pacific from Windsor Str 
station, making it impossible to extend regular sleeping car lines or to han 
extra cars through to Quebec in such service. . 

The National statement suggests that through cars from Chicago for Quek 
might be transferred from the National pool train No. 20 to Pacific pool tr 
No. 22 from Detroit at London at about 7.00 p.m. or at Toronto between 10, 
and 11.00 p.m., which might be accomplished if and when special through ¢ 
are operated for steamship traffic only. There are coach and sleeping car Pp 
sengers each day for several days prior to Quebec sailings from Chicago 2 
west and from Detroit and southwest. It would not be possible to pro 
through car service for both routes from west of London unless both trains 
one station in Montreal, or unnecessary car miles were operated. 

Similar difficulties would arise in connection with other through conne 
movements and the transferring of through cars from one railway to the o 
at Vaudreuil, or even at Dorval, is not a practical operating arrangemen 

The Pacific admits that a through United States service for 
Atlantic Steamship business via Montreal is of paramount importance 
and will be increasingly so in the future for the growth and welfare of passe 
transportation in the Dominion of Canada. To make sure that Quebec, Hal 
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tation at Montreal for this traffic, it would be possible to continue to develop 
e Canadian Atlantic routes to the benefit of both the railways and the 


Yanadian National Statement 


_ 7. “An advantage of the Canadian National proposal is that by apportion- 
ng the pooled train services between the two stations the effect of the pooling 
f services on the beyond business will be minimized. This is of special import- 
ince in Montreal since it is the largest originating traffic centre in Canada. 
Jarious methods of detecting and remedying disturbances in beyond business 
is a result of the pool are being explored, and no pooling arrangement can 
e made effective until this point is satisfactorily dealt with. Whatever formula 
nay be devised for protecting each Company’s interests by compensatory 
ayments with regard to disturbance of the beyond business, it is desirable 
hat the actual disturbances be kept as small as possible.” 


® P d 
lanadian Pacific Comment 


© The advantage claimed for the National proposal is not in accordance with 
he facts. If all the traffic to, from, or passing through the pool territory west 
f Montreal to and from the non-pool territory east of Lévis and Sherbrooke 
ses one station in Montreal in both directions, it is clear that there would be 
0 transfers between stations. The Pacific submits that this is the logical 
rangement to best serve the public and it can be accomplished without dis- 
dvantage to either service. It is equally clear that if some of the trains 
ré apportioned to one station and some to the other there must be inequalities 
oo railways due to forcing certain traffic to use the “beyond” services 
[ one railway or the other to avoid transfer between stations. There can 
e no better protection of “beyond business” than that of having the pool trains 
od the principal non-pool trains of both railways run into and out of one 
ation at Montreal. This is substantiated by the present use of common facili- 
es in Toronto and in Ottawa where the question of “beyond business” does 
2 arise. 

7 
anadian National Statement 


~ 8. “Windsor station for decades has been identified with the Canadian 
Bie Railway. The two terms are practically synonymous. It would take 
least a decade to educate the public into thinking of Windsor Street as a 
utral union station. The suggestion of the Canadian Pacific that both 
indsor Street and Bonaventure be made union stations would not remove 
Is objection if, as is suggested, all the principal trains used Windsor Street 


id only subsidiary services used Bonaventure.” 
bs 


7 .. : 
madian Pacific Comment 


me The Pacific submits that undue emphasis is being placed by the National 
on the possibility of injury to their interests by extending the use of Windsor 
reet station. If Windsor Street station was used by the National for the 
ol and their principal non-pool trains the situation would be practically 

valent vo that existing at Toronto and Ottawa, where it is not claimed 
is any material disadvantage to the Pacific in using property originally 
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owned by, and generally recognized as belonging in large part to the Nat 
The pooling arrangements under discussion call for the abandonment of P 
tracks for important Montreal-Toronto-Windsor-Chicago services. Bec 
of its possible detrimental effect upon the position of the Pacific in relatio: 
to freight as well as passenger traffic in international movement, and in a ver 
important industrial and densely populated part of Canada, the Pacific submi 
that this would constitute a greater contribution to the propésed pooling arrange 
ment than the use of one joint station at Montreal. ] 
The use of Windsor Street station in joint service, the common advertii 

ing of both railways therein, with the presence of cars and engines and 
uniformed crews of both railways, would immediately emphasize the fact thai 
the facility was being used jointly. Certainly, the common use of this statior 
would have no tendency to submerge the identity of the National trains; the} 
would be brought prominently to the attention of a public that formerly di 
not see them at close quarters. 


Canadian National Statement : 
9 “From the broad standpoint of public relations, to avoid interjectit 
public and employees partisan sentiments into the co-operative movement, 
is desirable to apportion the pooled trains between the two terminals in M 
real rather than plump them into one or the other station. By apportio 
the trains the public would realize that the two companies were attempting 1 
secure a balance of benefits and of burden resulting from co-operation. | 
they were plumped into one or the other station the public would infer 1 
the company losing the train services had gotten the worse of the barga 
an attitude on the part of the employees and public which would make co-op 
tion extremely difficult, if not impossible.” a 


Canadian Pacific Comment 

By recent enactment the people of Canada have enjoined the two railw 
to co-operate. There can be no better way of showing that this is being 
than for the two railways to use together the best station in Montreal, 
largest city of the Domiinon, in the common service of the travelling pu 
To use both stations in such pooled service as could be arranged under 
conditions would but emphasis the lack of co-operation as is now being sh 
daily by the use of both stations for the fast trains between Montreal 
Toronto. The public comment on this arrangement is far from flatterin 
the wisdom of the two railways. The traveller feels he is being inconvenie 
to satisfy the amour-propre of the railway man whose first consideration sh 
be the convenience of that public by the favour of which he lives. No opi 
adverse to co-operation should arise in the minds of the employees or of 
public by using Windsor Street station jointly. It is so eminently the t 
to do that the public probably wonders why so obvious an economy has 
been practised long since, in view of Parliament’s expressed direction that J 
economies must be practised. That some employees who might be displae 
will not like it is not denied. However, the proposal to jointly use one stati 
at Montreal is no different in kind from those which have been, and 
be, made throughout Canada if any substantial progress is to be mad 
securing co-operative economies. The fact that this contemplates co-operati 
at the headquarters of both railways and in the largest and most impor 
city in Canada is all the more reason why this co-ordination should” 
accomplished. 

Every economy will, in some measure, lead to labour embarrassment 
least temporarily, but no three-million-dollar economy should be del 
because some employees of either road do not favour it. In any event 
available work would be shared equitably between the employees of 

! ‘i 
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and in a comparatively short time the normal labour turnover would 
e for those temporarily displaced. There is no reason why the merged 
hould not work harmoniously, without partisan sentiment, in the common 
ests in the same manner as joint staffs elsewhere now function. 

The terminal question in Montreal is not a problem which, if settled by 
joint use of Windsor Street station is likely to impede the successful 
ution of that or of subsequent economies. This solution should commend 
elf to the majority of people, who would welcome the economy that would 
low, and who should be quickly sensible of the benefits that would immedi- 
ly accrue to the travelling public. 


Janadian National Statement 


- 10. “To recapitulate, the Canadian Pacific proposal is not feasible as 
zards, the Maritime services. It produces much greater transfer of passengers, 
geage, mail and express than the alternative Canadian National proposal, 

will be seen from the following tabulation: 


Transfers between Stations in Montreal 


Unit Can. Pac. Can. Nat. 
ye proposal proposal 
fo) of passengers... .. .. .. .. .. .. Nos. daily average .. .. 63 17 

fes of baggage.. .. .. .. .. .. .. Nos. daily average .. .. 30 8 
Ppags.. ..-.. .. .. .. .. .. +. Pouches daily average .. 911 645 
MePUxPTesS.. 4. 2. 5. 2. «» o/s. Pounds, daily average .! 60,835 16,148 
ress cars through Montreal.. ..Cars weekly average.. .. 16 


(See note) 
.N. Express cars to fruit warehouse..Cars annually... .. .. .. 900 1 
Nore.—Transfer of C.P.R. carload express which might be handled by 
joled trains C.N. No. 5 and No. 14 is not known. 


_ The Canadian National proposal, in addition to minimizing the transfers as 
ove, likewise produces the least disturbance to existing traffic conditions, and 
portions the benefits and disadvantages resulting from the pooling in reason- 
bly equitable proportions. 


madian Pacific Comment: 


_ It has not been shown that the National Maritime trains cannot use Windsor 
reet station. The figures given in the column “C.P. proposal” are not based 
m the train operations proposed by the Pacific. The Pacific submits that 
ny statement of transfers, to be of value, should be prepared jointly, and is 
sfied that any such statement will show definitely the correctness of its 
ition that there would be far less transfers under its proposal than under that 
he National: 
‘The National transfer statement is based upon its contention that the 
nal Maritime trains must use Bonaventure station, and without regard to 
ossibility of operating one pool train Montreal-Winnipeg as suggested by 
e Pacific on July 25, which the National agrees in Report.No. 10 if so pooled 
all use Windsor street station in both directions. 
In summary the Canadian Pacific submits— 


That Quebec, Boston, Toronto, Chicago and Winnipeg through passenger 
un traffic of the National and the Pacific to, from, and passing through 
lontreal, if based on a joint. station in Montreal can be handled in pool services. © 
That it is necessary for the satisfactory working out of these pooling arrange- 

to have the through trains to and from the Maritime carrying competitive 
ool traffic based upon this same joint station; moreover, this is the only 

which this can be done without disadvantage to either railway and with 
ge to the travelling public. 
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That for maximum convenience to the travelling public and for max 
economy to the Railways the desirability of having a joint station in Mo 
for this traffic is obvious. | 

That the passenger traffic passing through Montreal under the pro 
pooling arrangements cannot be handled in any other way without incon 
venience to the public and disadvantages to both railways. ey 

That a joint station at Montreal can be established with neutral merg 
staffs working in the common interests of both railways without detriment to t 
best interests of either railway or of their employees. | 

That Windsor street station is available at practically no capital expend 
ture to handle both the National and the Pacific: Maritime services, Boste 
New York services, Ottawa services, Quebec services, Toronto services, Tran 
continental services. 

That these services can readily and reasonably be brought into Wind 
street station. . 

That the bringing of these services into Windsor street station is necess¢ 
for the prompt handling of through connections among the pool and prineip 
non-pool trains of both railways. 4 

That this arrangement will reduce transfer of passengers, baggage, ma 
express and equipment between Bonaventure and Windsor street stations to 
minimum. : 

That for such transfers of mail and express as there may be under t 
proposed use of a joint station satisfactory arrangements can be worked ou 

That with pooling of trains as proposed the handling of overseas passenge 
and mail through Montreal cannot be satisfactorily accomplished otherwise 

That the development of Canadian and International overseas tr 
particularly by the St. Lawrence route, with the greatest possible convenience 
passengers, is in the general interests of Canada. 

That the use of Windsor street station by the National, as suggested, 
result in an equitable distribution of burden and advantage as between 
National and the Pacific in connection with the pooling of passenger t 
services in Eastern Canada as proposed without detriment to “beyo 
business to either railway. 

That to accomplish the economy of about three million dollars a year @ 
use of Windsor street as a Joint station, as suggested by the Pacific is necess 

That a decision must be made upon Report No. 10 to the Joint Executi 
as to whether all pool trains and the principal non-pool trains of both railwa 
shall be based on Windsor street station as suggested by the Pacific, or 
cee Note Bonaventure and Windsor street station as suggested by 
National. 


Montreal. August 24, 1933. ; 


i 


October 16, 1933. j 


Dear Mr. Brarry,—I have your letter of the 18th of September and 
with regret you cannot agree to the plan suggested in my letter of September 
for the immediate extension of the pooling arrangement. : 

I gather from your letter that the Canadian Pacific stand is that the bro 
passenger train pool cannot be made effective until the Canadian National a 
that all principal trains, pooled and non-pooled of both systems and all 
tenant lines, should operate to and from Windsor street station. 

It appears to me that the fundamental difference of opinion between 
respective companies is that the Canadian National is desirous of effecting 
largest possible immediate economies using the facilities of both railways, 7 
the Canadian Pacific is desirous, along with the train pool, of bringi 
terminal question to a finality. In view of the profound difference of opinit 


SO 
a 


fie: 


a 


ea 


RAILWAY CONDITIONS 249 


e terminal question and the urgent need for economies, may I suggest that 
e turn our immediate attention to a field of co-operative passenger train 
onomy where our views may be in agreement. I have in mind the trans- 
inental service. 

In my letter of September 11 I intimated that the Canadian National would 
willing to co-operate with the Canadian Pacific in effecting transcontinental 
issenger train service economies, and I put forward two proposals, either, 
both of which would be acceptable to the Canadian National. Neither of 
ese proposals involve the question of union terminal facilities. The first 
proposal which contemplates slowing the transcontinental service of both 
companies between Winnipeg-Toronto-Montreal sufficiently to enable the con- 
solidation of Canadian Pacific transcontinental trains in a manner similar to the 
consolidation which the Canadian National effected in 1931 strikes me as being 
the simplest solution, and one which could be made effective immediately. 
he Canadian National would also gladly co-operate with the Canadian Pacific 
ailway in the establishment of joint consolidated trains ‘Toronto +o Coniston 
and Ottawa to Coniston where the proper exchange of cars could be effected. 

__ If the economies in connection with the latter proposition are to be realized 
this winter a prompt decision is required in order that the necessary connections 
may be constructed before the freeze-up. I shall be glad to discuss the matter 
with you at your convenience. 
mG 


Yours faithfully, 

b ; (Sgnd.) S. J. HUNGERFORD, 

€ Acting President. 
1/M. 


f. W. Bearry, Esq., K.C., 
Jhairman and President, 

Janadian Pacific Railway Company, 
Montreal, Que. 

a 


: CANADIAN PACIFIC RAILWAY 
a At Toronto, 19th October, 1933. 


Dear Mr. Hunerrrorp,—Referring to your letter of October 16 regarding 
he extension of passenger train pooling arrangements. 

_ The Canadian Pacific’s stand is not primarily that “the broader passenger 
rain pool cannot be made effective until the Canadian National agree that all 
rincipal trains, pooled and non-pooled, of both systems, and all their tenant 
mes, should operate to and from Windsor street station,” as stated in your 
stter. Our position throughout the negotiations has been that it is not simply 
question as to which of two stations shall be used, but that for maximum 
onvenience to the travelling public, for maximum economy to the railways, 
nd for other reasons set forth commencing on page 9 of the memorandum which 
ecompanied my letter to you of September 18, all trains between which there 
3 substantial interchange of traffic must be based upon one station in Montreal 
9 avoid great inconvenience to the public and disadvantage to both companies. 

r proposal contemplated that Windsor street and Bonaventure stations should 
used for the maximum joint advantage of both companies. 

The Canadian Pacific is just as anxious as the Canadian National can be 
Of effecting the largest possible immediate economies using the facilities of 
oth railways,” but considers these facilities should be jointly used to the best 

antage. The Canadian Pacifie’s suggested use of the facilities obviously does 

esult in “ bringing the terminal question to a finality,” but it does provide 
ost satisfactory method for handling the traffic passing through Montres} 


ut disadvantage to either company. 
895—5} 


: traffic conditions heretofore has been found impracticable, but I am askin 


SPECIAL COMMITTEE ; 
The consolidation of Canadian Pacific Winnipeg-Toronto-Montreal tre 
‘eontinental trains has been studied previously from time to time and ur 
officers to again review this situation in the light of a pool service as well a 
~ non-pool service. a 
Your proposal for the establishment of joint consolidated trains in trans 
continental service Toronto-Coniston and Ottawa-Coniston, contemplating — 
saving of approximately 300,000 train miles, in our opinion would not prod 
the economies or serve the public as well as our proposal to consolidate Montreal 
Winnipeg and Toronto-Winnipeg services of the two companies, producing 4 
saving of probably 600,000 train miles. q 
However, as stated in Mr. C. B. Foster’s letter of October 11 to Mr. C. W 
Johnson, the Canadian Pacific section of the sub-committee on passenger tr 
service is prepared, when the Canadian National section is ready, to dise 
both the Canadian Pacific proposal of July 25 and the alternative submitted bj 
the Canadian National on September 8. a 
Unless I am to understand from your letter that progress upon the Joint 
Co-operative Committee’s Report No. 10 of August 11, involving a possi 
saving of three million train miles a year must await the appointment of th 
Board of Trustees, quite apart from the consideration of the consolidation ¢ 
transcontinental trains, as suggested in my previous letter I believe that 
should immediately endeavour to find a solution to the problems at issue whicl 
are delaying the effecting of the large economies possible through the pooling ¢ 
duplicate train services. 4 
Sincerely yours, j 
(Sgnd.) E. W. BEATTY. © 
S. J. Huncerrorp, Esq., q 
Acting President, 
Canadian National Railways, 
Montreal, Que. 


EXHIBIT Fay 


CANADIAN NATIONAL RAILWAYS 
CANADIAN PACIFIC RAILWAY 


Minutes of Meetings held at Montreal, Wednesday and Thursday, 
July 12-13, 1933 


Present 


Canadian National: Messrs. 8S. W. Fairweather, C. W. Johnston, R. B 
Fairbairn, J. W. Wardlaw, E. C. Elliott, O. Masse, J. A. Murphy, M. J. Pigg 
C. Forrester, F. L. C. Bond, F. A. Rutherford, J. E. Morazain, J. J. Sundlerla 

Canadian Pacific: Messrs. C. B. Foster, G. E. Carter, G. Fulton, G. 
Coleman, J. W. Savage, H. C. Grant, N. McMillan, H. Macnabb. oa 

WA 
Tuesday, July 18, 1933 


Present : 

Canadian National: Messrs. C. W. Johnston, R. L. Fairbairn, J. W. Wardlaw 

J. F. Pringle, J. A. Murphy, C. Forrester. a) 
Canadian Pacific: Messrs. C. B. Foster, H. C. Grant, J. W. Savage, G. E 
Carter, G. Fulton, N. McMillan. 
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Train miles per 


Proposed Present annum 
daily daily increase or decrease 
To. Montreal Wie) a. et .O:a0. a.1.* 9.30" 8.m) 
a ES TOCKRVINGL oun sesh eae sap. 1 1.5554a.m. 
Dye rock ville. 'h.i0;. 0 12.052 p.m. 12.01 pam:* 
Irs sbellevilles 0005) .)4, 72.20) pms, | 2)15. prm.* 
PV COVEN Ech: java ns hae haeeo pms (1) 2.25 pan. 
My Ar. Toronto... 5.30'p.m. ~§ 5.15 p.m. 
— C.N. No. 14— 
f BA LOTODLOR!  bs.c) ah, 845 am. 8.45 a.m.** 
Br vRTock vile snc: oo 8.2.00) p.m. 2.00" p.m. ** 
inv. brockvalle: 3). 3),.:- 2.05 p.m. 2.05 p.m. 
Ar. Montreal... . 430 pm. 4.30 p.m. 


*Through eae car Ottawa to Toronto. 
**Through parlour car Toronto to Ottawa. 
No. 5 and 14 to be pool trains between Montreal and Toronto. 


Train miles per 
annum 
increase or decrease 


Proposed Present 
C.P. No. 555— daily daily 
Ly. Ottawa.. eee SLO. TY) ogee aT, 
Ar. Carleton Place.. .. 10.20 am. 9.05 a.m. 
m No. 563— Daily Ex. Sun. 
ibve Carleton Places. .«,10.30 a.m. 10.30 a.m. 
f am Brockville. jae. LL a0:a.m.  11.50° aim. 
' CP. No. 562— 
} ive! Brockville... ,.. 2.10 pm. 2.55 p.m. 
Ar. Carleton Place.. 3.45 p.m. 4.30 p.m. 
- CP. No. 558— : 
Ly. Carleton Place.. 400 pm. 4.35 p.m. 
te OULAAVa acdc eholt (pop. 5.85 p.m). Treregse £12 
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Nos. 555-563 and 562-558 to be pool trains Ottawa and Brockville— 
C.P. are considering not providing on Sundays the Ottawa-Brockville con- 
ctions for Trains 5 and 14, providing this connection means operating two 
und trips Brockville-Carleton Place. 
Cancellation of C.P-R. 552 and 553, Ottawa-Bedell, which operate daily, 
Nos. 548 and 549, Bedell-Prescott, which operate twice a week. The can- 
tion of these trains means a decrease of 27,655 miles per annum. 


, yikes 
Train miles 
annum 
increase or decre 
:: Proposed Present 
C.P. No. 555— Tu., Thu., Sat. 
Liv. Pembroke... .. .. © Caneel 11.25 a.m. 
re ORANG ARTVET Cocts see 12.00 noon 
C.P. No. 558— 
Lv. Chalk River.. Cancel 115 p.m. 
Ar. Pembroke. . 1.50 p.m. Decrease 6,614 
C.N. No. 9— Ex. Sun. 
Lv. Belleville. . Cancel 6.00 p.m. 
Ar. Toronto... . 8.50 p.m. 
No. 5 given additional time (15 minutes) 
Belleville-Toronto to do work. 
C.N. No. 10— Ex. Sun. 
Lv. Toronto.. Cancel 2.30 p.m. 
Ar. Belleville. . 5.20. p.m, 


The decrease, which is 70,800, is not shown in connection with this i item, 
as it was taken into account in ‘the previous pool Montreal- Toronto and Ottawa- 


Toronto. 


The cancellation of Train No. 9 Belleville-Toronto will seriously interfere 
This is to be put up to our Express Representatives 
to ascertain the following—If C.P. mixed train can be scheduled later so as to 
do the work Trenton to Toronto, or the Express people to put a truck on the 


with the pick-up of express. 
highway. 


C.P. No. 35— 
Livivbfontrealc >. 
Ar. Smiths Falls.. .. 
Lv: Smiths Falls... .... 
Ar. Toronto. . 


C.P. No. 36— 
BA LOLOUCO ls kina dnerektok 
Ar. Smiths Falls.. .. 
Lv. Smiths Falls.. . 
Ar. Montreal. . 


Nos. 35 and 36 are non-pool trains. 


C.P. No. 21— 


Ly. Montreal.. . 
Ari Toronto thet hoes 


oP INO.) 22-— 


Lv. Toronto. 
Ar. Montreal. . 


No. 21 and No. 22 to be pool trains, Montreal 


and Toronto. 
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Proposed Present 
ex. Sun. ex. Sun. 
oe "TOO tarm 700 "ase 
£ 10500 aim: 
11.05 a.m. 
5.30 +p.m:. () 6.20pm, 
ex. Sun. ex. Sun. 
8.30 am. 9.00 a.m. 
3.10 p.m. 33.900 0p.10; 
4.30 p.m. 
8.30 pm. 8.25 p.m. 
Proposed Present 
daily daily 
. 11.15 pm. 10.45 p.m. 
(45ca Ah id oto. 
daily daily 
. 11.15. pm. "10.45 p.m. 
7.45) am. 7.00) am 


ny 


Proposed Present 
daily daily 
= C.N. No. 17— 
ie tine Wvlontrealsg. oo... L380 pm. 10/59: pim: 
a a) Lorontos oats s)e. 7.20 am. 7.15 am. 
t daily daily 
CN. No. 16— 
‘| iby. Toronto; ..\...->- 11.30 p.m: 10.59 pm. 
‘: Are Montreal as) 4.4.40. 145 ams, 7.00 a.m. 
% No. 17 and No. 16 to be pool trains, Montreal 
4 and Toronto. 
3 Proposed Present 
te daily 
mC.P. No. 20— 
* ive ePorontos: «. 9325s. Cancel 8.45 a.m. 
4 Ar. Montreal. . 4,25 p.m. 
E daily 
= C.P. No. 37— : 
* ba. Montreal.) 2. Cancel 8.40 a.m. 
me) «6CAr. Toronto. .. .. 4.20 p.m. 
ps Proposed Present 
b tri-weekly — ex. Sun. 
~ C.P. No. 613— 
Py. Wngstons 2 ices. 63 10.35°am., 10/85 a.m. 
Ar. Tichborne. .. .. .. 12.01 noon 12.01 noon 
tri-weekly — ex. Sun. 
_ C.P. No. 614— 
i§ hiv.s Vichborne i. 08. 2 1.00. pam) 11:00) pim. 
q PAU ASIIELOM giatig tes wie | 240° puis’ )-\"2.45.' pi 
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Train miles per 
annum 
increase or decrease 


Decrease 248,566 


Decrease 11,930 


i Train No. 15—The schedule of this train Montreal-Toronto-Chicago is sub- 


ject to study as it is felt the train should leave Montreal later in order 
to better serve the public. Decision will be reached later. 
advised he would study the schedule of No. 15, adjusting intermediate 
2 times so as to give more time at Oshawa for the loading of express. 


Mr. Pringle 


_ Train No. 6—Toronto to Montreal—It is understood that this train is to 


arrive Windsor Station—times Toronto, Belleville, Brockville, and 
Montreal same as at present. 


Ar. Toronto.. 


tem 2—Toronto-Sarnia-Windsor 


— CN. No. 15— 

6 Pverloronto.. «ss 

| AP COaTRIG sks, 

é Ar. Chicago... 

Bi: C.N. No. 6— 

f Hons CHICA. asc sa b 6 
RU RING TN w 0: 


Proposed Present 
daily 
See 9.45 p.m. 
Note 1.35 a.m. 
Above 8.10 a.m. 
See 11.00 p.m. 
Note 9.50 a.m. 
Above 3.15 p.m. 


Nos. 15 and 6 to be pool trains, Toronto-Sarnia. 


“SPECIAL COMMITTEE = 
ee A SEL rain naleg ame 
annum 


increase or decre. 


Lv. 


Lv. 


C.N. No. 12— 
Proposed Present 
daily 
Ly. Detroit .. No 8.10 a.m. 
Ly. Windsor... Change 8.50 a.m. 
Ar, London.. a 11.30 a.m. 
No. 12 to be a pal train Windsor-London. 
O.N. No. 17— 
Proposed Present 
daily daily 
Ly. Toronto. . 8.30 a.m. 8.30 a.m. 
AT earlton . ay 9.25 a.m. 025) a.m 
Yay. Hamilton...) 485%.) 9.85) 3: 9.35 a.m. 
Ar. London.. » 11:45 am. 11.48 a.m, 
EVP EODGOD ei isis ne 12.01) DANS ate 20 Enea 
“erie eres @ ab Hot aL aan Re Race ead aa Ue Goh eh 1.16 p.m. 
AS: MODTCA ROL.) dias) ie) ae, pT. 8.25 p.m. 
C.N, No. 117— 
Daily 
Lv. London... .. .._,;.Replaced by 12.03 p.m. 
APY WIndSOP iN oc) sat Gab INGe ed aroUi np alle 
2 AW Bet 0k rv Mea 3.10 p.m. 


~C.N. No. 5— 
. Proposed Present 
daily daily 
Ly Toronto, (3). et ee 4 DIN. eb 25pm, 
Ar. Hamilton, 6.40 p.m. 6.33 p.m. 
Lv. Hamilton. .. 6.47 p.m. 6.40 p.m. 
Ar. London. . 9.05 p.m. 9.00 p.m. 
No. 105— 
MEA TODCON i sca lvwa asc eee up Lee 9.15 p.m. 
Ag Windsor 2.0 2 es, LEO pa 40 me! 
Ar. Detroit. . . 12.30.a.m.’ 12.30 a.m, 
No. 5— 
Ly. London .. 9.22 p.m. 9.17 p.m. 
MAT MOAT A. 2 leis so wiee + LOAD pam’. 10:42) pam: 


Nos. 5-105 to be pool trains Toronto-Windsor-Sarnia. 
C.N. No. 14— 


UTC ag On eo ae ks 
Sarnia .. : 
AR OTOL bO) Gy ayrahrs ins 


Proposed | 


No 


Change ~ 


Present 


6.45 p.m. 
3.45 a.m. 
8.20 a.m. 


No. 14 to be a te train Sarnia-Toronto.. 


Lv. Detroit. . 
Lv. Windsor.. .. 
Ar. London .. . 


RAILWAY CONDITIONS 


Proposed 


. .. Replaced by 
aU. byes NOS2e 


4 Ly. London .. .. .. .. Replaced by 
f Ar. Hamilton .. . .C.N.R. No. 20 
iy PBT ORORUON tere. 

, 

i C.N. No. 20— } 

: Proposed 
. daily 
Bm Lv.Chicago....,.. 9.05 a.m. 
a Dy noma i. yoo '5AR pam, 
3 Par OMOOME arte ay Cw cw ss 1 ON tan, 
‘; Lv. London.. .. a 7.17 p.m. 
a Ar. Hamilton... .. .. 9.12 p.m. 
j ive Ceamiltom.. 6 tit ey 9.20" p.m: 
4 Ar. Toronto. . - 10.20 p.m. 


Sg : 


Lv. 


Lv. 
Ar. 


M. C. No. 23— 


Detroit 


q Ar. Chicago 
_M.C. No. 44— 


Chicago. ,..., 
Detroit. a4 


*On present No. 20 schedule. 
Parlor Car Service is not provided on this train. 
This Train to be Non-Pool. 


Proposed 
daily 


255 


Train miles per 
annum 
increase or decrease 


Present, 
Daily 
4.00 p.m. 
4.45 p.m. 
7.02 p.m. 
(Lhe pM: 
9.12 p.m. 
10.20 p.m. 


Decrease 80,374 


Present 
daily 
9.05 a.m. 
5.43 p.m. 
7.07 p.m. 
7.22 p.m, 
vila 
Stratford 
10.30. p.m. 


Takes place of No. 16, London-Toronto. 
Nos. 17 and 20 to be Pool Trains Toronto and Sarnia 


i Daily 
EVoLBONAGN 2 yeep rains ds. nt 2ospem.* 
via Stratford 
Ar. Toronto. . UoOr pie 


4 

mao. P. No. 21— 

%, Proposed Present 

daily daily 

lava) Verano. Ae 228.36 tam.) : 8.30) acm. 
Ar. Woodstock..... .. 11.10 a.m. 
Ar elondon (CN) 4. 11:50 p.m, .11.55/'a.m. (C.P2) 
Ly. London (C,N)...... 12.05 p.m. 12.05 p.m. (C.P.) 
BrvWindsor (CON). 0. 2:30 pm. 2:15 p.m: (C.P.) 
Ar. Detroit (C.N.) 3.15 pm. 2.40 p.m. (M.C.) 


Present 
daily 
9.15 a.m. 
4.15 p.m.(M.C.) 


§PECIAL COMMITTEE ©) 


_ Train miles per 

annum 

| Increase or Dec 
Proposed Present 


C.P. No. 22— daily daily 
Lv. Detroit (C.N.) 4.00 p.m. 4.40 p.m. (M.C.) 
Lv. Windsor C.N.).. .. 4.45 p.m. 5.00 p.m. (C.P.) 


N.) 2 702" p.m. Ff. 20N p.m. 
Lv. London { IN ee ois. i onan, 7 
Ay. Toronto... |... .-. 10,25 p.m.) 10.25 Pos Decrease (C.P.) 1, 022 


be 
A 
_ 
(oe) 
B 
[eoyF, 
(o) 
a 
aa 


into. C. N. R. Windsor. 
Nos. 21 and 22, to be pool trains, Toronto and Windsor. 


C.N. No. 9— 
Proposed Present 
daily 
ore OTOL OY 4/52, wad eas No 11.45 p.m. 
WT eDethOlt. 27.03) sat. en ee 7.40 p.m. 
C.N. No. 14— Daily 
Rive, PRCUOLG ce! oe. ic in ee No 10597 pm: 
AT) DORGBLO 3." \~'s .. Change 8.20 a.m. 
Nos. 9 and 10 to be Pool Trains. 
C.N. No. 29— 
lv Toronto... 228. weet 7 OO Gaim (feo a.m. 
Ar. Stratford.. ..... .. 10.35 a.m. 10.35 a.m. 
No 169— 
Lv. Stratford... .. .. .. 10.42 am. 10.42 a.m. 
Aire Wondotise .4 .. 4. Algemene Aiea: 


(5 minutes additional running time required) 
Nos. 29-169 Toronto-London to be Non-Pool. 


Proposed Present 


C.P. No. 19— Daily 
fi Toronto... s.0'..)..,. Caneel 9.40 p.m. 
APG TOSOT «j.. ab. © spor 5) 2.40 p.m. a 
OE EEON 1 cece ee. wal a 3.00 p.m. Decrease 82,527 
C.P. No. 20— Daily 
Tee DclrGltsc, voices + ee Wael 2.15 a.m. 
Tayey Winds ole, sith) 6's 2.40 a.m. 4 
INE POROMLO NG a cians “sees 8.15 am. Decrease 82,527 
C.P. No. 635— Ex. Sun. i 
Lv. Toronto... .2 coat . Cancel 11.30 p.m. 
Ar. Windsor... 0-q.U8.%:. . 6.50 a.m. 186571 
PAR WADCLEON De 6 aang elle alae 715 am. Decrease 70,770 
Ex. Mon. ; 
C.P. No. 38— Daily 
iy Mbetroity.. oie? sa oancel 8.45 a.m. 
Tay.) Wamdsor. 24/00). 9.05 a.m. 


ENG Mi DORONDO rn A weak ola ae 3.10 p.m. Decrease 82,52 f 


© CP. No. 37— 


Cee a | ee eee 


CP. New Train No. 643— 
| Ly. Toronto. . 
me Ar. Galt... 


: C.P. New Train No. 642— 


t 
Lv. Galt... 
7 Ar. Toronto. . 


Nos. 643 and 642 Donat Galt to be Non-Pool 


mC.N. No. 80— 


“ON. No. 18— 


©. N. No. 83— 


Ar, London.. 


Fp Sap ee Sl ara ee 
J 


ON. No. ie 

} Lv. London.. . 

Re Ar. Windsor. . 

Ar. Detroit. . 

GN. No. 23— 

4 iv. Toronto. 2: rac. 
Ar. Sarnia. . 

a" 

CN. INO. ¢22—— 
Ly. Sarnia. . 


Ar. Toronto. . 


Lv. Toronto. . 
Ai) WiInGSOr is "4e0 cee y. 
Ar. DP eRPOTG cee ket: 


ao.P, No. 632— 
doy: Londons: 3. 
Ar. Toronto... 


PN ESOT Soccer) aera ue. 
Ar. Toronto... 


HEA CULOILSE! inet evel cc 


Ly. Windsor. . 
ar, -London:..**.. 
Ar. Toronto... 


Lv. Toronto. . 


- RAILWAY CONDITIONS 


257 


Train miles per 
annum 
increase or decrease 


Decrease 82,527 


Increase 35,682 


Proposed Present 
Daily 
Cancel 4.30 p.m. 
10.45 p.m. 
11.05 p.m. 
Ex. Sun. 
No 4.45 p.m. 
Change 8.55 p.m. 
C.P. No. 632 London to Toronto to be Non-Pool 
Proposed 
Ex. Sun. 
5.40 p.m. 
7.30 p.m. 
Ex. Sun. 
6.45 a.m. 
8.25 am. 
Proposed Present 
Ex. Sun. 
No 9.00 a.m. 
Change 12.25 p.m. 
" Daily 
No 12.15 p.m. 
Change 12.55 p.m. 
4.15 p.m. 
8.20 p.m. 
Daily 
No 1.30 p.m. 
Change 5.30 p.m. 
Daily 
No 5.38 p.m. 
Change 8.35 p.m. 
9.20 p.m. 
Tue. Sat. 
No 10.30 a.m. 
Change 3.40 p.m. 
Mon. Fri. 
No 7.40 a.m. 
Change 12.35 p.m. 


C.N. Nos. 80, 18, 83, 11, 23 and 22, are Non-Pool. 


Ly. Guelph.. .. 
Ar. Guelph Jct... 


C.P. No. 649 (Motor)— 


liv: ‘Guelph. Jeti ss = 


Ar. Guelph. . 


C.P. No. 652 (Motor)— 
Lv. Guelph.. 


Ar. Guelph Jet... 


C.P. Deadhead Trip— 


Pobaniotlel ples) ts. 4'oba 6s 


Ar. Guelph. . 


C.P. No. 654 (Motor)— 
Lv. Guelph.. 


Ar. Guelph Jet... a 


C.P. No. 653 a 


Lv. Guelph Jct.. 
Ar. Guelph . 


Item 3--Toronto-Hamilton 


C.P, No. 772— 


Ly EPATOUGON oot Meteo 


AT; bOronto:: . 


C.P. No. 761— 


Live PCOLOn tow) } 4% 
Ar. Hamilton. . 


C.P. No. 7638— 


Teva Toronto.) i 
Ar. Hamilton.. 


C.P. No. 762— 


EL APTI GON sc olam We tees 


Ar. Toronto.. 


C.P. No. 650 (Motor)— 


_ Proposed 


Cancel 


Cancel 


Cancel 


Cancel 


Cancel 


Cancel 


Proposed 


Cancel 


Cancel 


Cancel 


Cancel 


Ex. Sun. 
bd Zon pray 


10.00. p.m. 


Toronto- Guelph Traffic, —The following passenger traffic is to 
pooled:—Sales, Toronto to Guelph 
Sales, Guelph to Toronto. 


Present 


11.30 a.m. 
12.30 p.m. 


10.30 p.m. 


Increase or De 
Present te 5 


1.55 p.m, 


Ex. Sun. 
2.05 p.m. 
2.40 p.m. 


Ex. Sun. 


5.15 p.m, 
5.50 p.m. 


Ex. Sun. 


8.40 p.m. 
9.15 p.m. 


Ex. Sun. 


9.25 p.m. 
Decrease 28.5 5! 46 


Ex. Sun. 


Ex. Sun. 


3.00 p.m. 
4.00 p.m. 


Daily 
9.50: p.m. 


oe 
Decrease 25,040 


Daily a 
9.15 p.m. 4 


10.15 pm. Decrease 20,200 


Mee a ee seen UT aay lair Bade! Prowse wc RS lh ak 
ait Dae ty Vai iv as PAR WYRE Ye: , % 


- RAILWAY CONDITIONS | 259 
PRESENT SERVICE 


“fH 101 (A) 185 83 (A) 79 103 89 


Ex. Sun. Daily Sat. Daily Ex.Sa.Su. Daily Daily 
rf 6.40am. 8.00am. 12.25pm. 1.30pm. 4.20pm. 6.15 p.m. 8.15 p.m. 
r. Hamilton... .. 7.55am. 9.00am. 145pm. 2.50pm. 5.45pm. 7.15 pm. 9,15 p.m. 


pal 741 801 821 
Daily Daily Daily Daily 


Lv. Toronto .. .. 815am. 1.15pm. 5.00pm. 8.00 p.m. 

Ar. Hamilton.... 9.15am. 2.15pm. 6.00pm. 9.00 p.m. 

4 (A) 74 (A) 76 106 94 80 18 108 
N. Ex.Sun. Ex. Sun. Daily Daily Ex. Sun. Daily Daily 
Iv. Hamilton.... 5l5am. 615am. 6.55am. 8.58am. 11.25a.m. 7.10 p.m. 7.45 p.m. 
Ar. Toronto... .. 640am. 740am. 7.55a.m. 9.58a.m. 12.25p.m. 8.20 p.m. 8.45 p.m. 
5 712 752 (A) 792 _ 832 

, Daily Daily Daily Daily 

Lv. Hamilton.. .. 645am. 10.20am. 4.05pm. 8.00pm. 

Ar, Toronto .. 7.50am. 11.20am. 5.05pm. 9.00 p.m. 

All trains shown above between Toronto-Hamilton, to be pooled. 


5 Nore (A)—Winter Season, account suburban traffic, C.N. No. 185 cancelled. 
N. No. 79 operate 1 hour later daily ex. Sun. C.N. Nos. 74 and 76 operate 1 
r later. C.P. No. 792 operate 1 hour later. 


em 4—M ontreal-Ottawa 

a... t 

:. Present Service 

CN — 47 51 153 1 
= Daily Ex: Sun. Sun. Daily 


diy Moontrealra«. iui 0: 8.55am. 3.15 pm. 5.40 pm.. 7.05 p.m. 
Ar. Ottawa... .. .. .. 12.10 pm. 6.30 pm. 8.45pm. 9.20 pm. 


~C.P.— 503 505 a I 507 
; Daily Ex. Sun. Daily Daily Sun. 

Eye Moptresins:(/9..\:.) 7.40 aan, 3.05 pam. 7/00 pan.) 10/15 pam) 7 7.15 p.m. 

Ar. Ottawa... .. .. .. 10.50am. 6.20pm. 9.15 pm. 1.00 am. 10.30 p.m. 
N— 2 48 150 ee, 152 
Daily Ex. Sun. Sun. Ex. Sun. Sun. 

Dy Otvaweae- 5 >... 6515 am. 7.45 am. 2:30 pm. |! 4.90 pm | 6.90 p.m. 

Ar, Montreal... <. ......> 8.80 am.. 11:00 am. 5:45 pm. 7,35 pm. 9.45 pm. 
aC Pp 2 8 502 504 506 
g Daily Daily Ex. Sun. Daily Sun. 

Py Ottawas: S.C) 64.00) am) 6225 aim. 7.40 am: «3:05 Pm )8 7300) pam: 

Ar. Montreal. 6.45 am. 8.40 am. 10.55 am. 6.20 pm. 10.10 p.m, 


e All Montreal-Ottawa tickets on above trains to be pooled, but this is not a 
train pool, and the through passenger traffic beyond Ottawa and 
Montreal to be pooled has not yet been defined. 


Train miles per 


t C.P. No. 210— Proposed Present annum 
i daily increase or decrease 
lv. Montreal... .. .... Cancel 8.00 a.m. 
; Ar Newporte: 0). 200%. 10.50 p.m. 
BC.P, No. 209— 
Lv. Newport.. .. .. .. Cancel 4.20 a.m. 


Ar. Montreal..... ee 7.10 am. Decrease 78,694. 


C.P. No. 212— 


vi Montrealiw sic Seah 
Ar ONVells RIVERS arse ee 
at Wells River: o2 2) 3% 
PAT NV ICO EU aCe sistas 


CoPsNoe 21.1 


Taniwinite R..Jete cil 
AroWWelle Ravers. .5./. 5 
TeveaVelige RIVER. ieee 


Ar. Montreal... 


Proposed 
Daily 


7.30 a.m. 
12.45 p.m. 
12.50 p.m. 

1.50 p.m. 


12.45 p.m. 
1.45 p.m. 
1.50 p.m. 


7.15pm 


‘increase or decreai us 


Present 
Daily 
8.30 a.m. 
1.47 p.m. 
See 
Note 


See 
' Note 
12.45 p.m. 
6515 “pumas 


CP." Nos: 212 and ‘211 to operate via White River Jct. instal 
of Woodsville, N.H. 


Present Service 


i 


C.N.— 332 20 
Daily Daily 
Lv. Montreal. . 8.50 am. 8.20 p.m. 
Ar. White R. Jct.. 2: 037.1. oh 08 jam. 
C.N.— 307 325 213 
Daily Ex. Sun. Daily 
Lv. White R. Jct.. 12.38 pm. 12.35.am. 4.02 am 
Ar. Montreal... 6.15°p.m:), 7.30 a.min%8.45, ana 


Trains Nos. Baz. 307, 20, 325, between Montreal and White i 
Jet. to be pooled. 
Train No. 21 between White River Jct. and Montreal to be poole 
on Sundays only while handling No. 325’s traffic. 


- Item 6—Montreal-Sherbrooke 


Trains are not listed, but all Montreal Sherbrooke Helcets are to F 
pooled, and this includes traffic to and from beyond Montreal 


Item 7—Montreal-Quebec § 

| Train miles per 
annum 

increase or decreasé 


Proposed Present 

C.N. No. 33 Daily 
ye NOMIEDEC, |e ieacsie , BOancel 10.45 p.m. 

Ar. Montreal. . 6.15 a.m. 

C.N. No. 34 Daily 
div... Montreal.) 00) 0 ta4" Caneel 10.45 p.m. : 
MOTO DEC winicis a6 eat ihNs 6.00 am. Decrease 130,378 

CN. No. 75 Daily i 
LiyiQirepec: 3%. Cancel 3.15 p.m. ; 


Ar. Montreal... .. 


7.45 p.m. 


cal C.N.R. changes 
“No. 16 


Ar. 


Ar? 


. 44 
. Richmond .. 


Portland. . 


eva Wiontreal : 2.0.5. 38, 
Ar Richmond... 
Hove FuIChmOnd..o oe 
Island Pond.. .. 


Lv. Island Pond.. 


BED GUCDCO). ei. mae iy 


‘— -( eee hal a ar” DOME ON NS eth ae Orbs, WIM RAN AN Urpin! ee yi a 
REM ORE OT A Ge es Cane Kraay acto ee hE 


‘RAILWAY CONDITIONS 


All trains shown above, except Nos. 
to be pooled. 


Proposed 


Ex. Sun. 


8.35 a.m. 
nat LOMAS. a.m, 
MELO Dora. 

LLO3pim: 


Daily 
1.30 p.m. 
6.15 p.m. 
Ex, Sun. 

10.55 a.m. 
2.30 p.m. 


n 8—Montreal-Ste. Rosalie-Richmond-Portland 


Present 


Ex. Sun. 


8.35 a.m. 
10.30 a.m. 
10.40 a.m. 
12.55 p.m. 


Daily 
LS eps: 
6.00 p.m. 
Ex. Sun. 

10.35 a.m. 
2.10 p.m. 


261 


Train miles per 
annum 
mmcrease or decrease 


L- Proposed _— Present, 

C.N. No. 46 Daily 
7 Lv. Montreal... .. .. .. Cancel 5.15 p.m. 

INE TH QUCDEC Ys #240 file 9.40 p.m. Decrease 132,078 
- C.N. No. 44 
; iy Montreal. ts 7. Cancel 7.20 a.m. 
4 Ar. Richmond... . 10.00 a.m. 
| CN. No. 43 Ex. Sun. 
: Lv. Richmond.. .. Cancel 7.50 p.m. 
Ze’ Ar. Montreal.. .. 10.05 pm. Decrease 47,576 

9 Present Services. 

BC.P. 352 354 356 302-358 
; Lv. Montreal Ex. Sun Daily Daily Daily’ 
; MVVGRSOn cd vale Mian oe cre! SALA |) cere yas 11.15 p.m. 
Lv. Montreal 
4 Uelsce Viger). i. W004 tee 4.00 pm. 11.40 pm 
4 Ar. Quebec... .. ae te OO 100 pm. 830pm. 6.10 pm 
: cP. 351 353 355 301-257 
| ; Ex. Sun Daily Daily Daily 
Ly. Quebee. . 6.10 am. 1230 pm. 4.00pm. 1130 pm 
_ Ar. Montreal 
i. (Pizce Viger) aun 1IM20 saums, oo!) ye a2 6.50 p.m. 6.00 a.m. 

Ar. Montreal 
GYVINtsSOr seit) oy al, EPO Dina Ou aarkew tes 6.25 a.m. 


352 and 351, (Montreal-Quebec) 


Train miles per 
annum 
increase or decrease 


Connect with No. 16 


Nod. 


i Proposed 
if daily 
PAOMPoreland ke es. es) SLO eam 
Ar. Island Pond.. .. .. 12.55 p.m. 
Ex. Sun. 
liv leland Pond) 300.008 E15) pm, 
AT PR GAMIONG ofc sie sme) hosoO Dade 
Ar. Montreal... .. 6.20 p.m. 
No. 48— 

Ex. Sun. 
TiyeQuébees 22)... 4) 42.00 moon 
Wineichmond. .) ss) 3. Gk Bo Tp. 

*Connect with No. 17. 
New Train— 
Ex. Sun. 
Ly. Ste. Rosalie.. 5.60 aia. 
Ar. Montreal. . lb yan 


*(In place of No. 33 account suburban traffic.) 


New Train— 
daily 
Lvs Montréal.) uu ies ll 1b pat 
Ar, Ste. Rosalie. . . 12.40 am. 


*(In place of No. 34 account suburban traffic.) 


New Train— 
Sun. 
Lv. Ste. Rosalie. . 5.55 \ pa. 
Ar WWiontreal... 3.0) 7.20 p.m. 


increase or 


Present 
daily 
8.00 a.m. 
12.45 p.m. 
Ex. Sun. 
1.05 p.m. 


3.25 p.m. 


5.50 p.m. 


Ex. Sun, 


4.10 p.m. 
7.40 p.m. 


Item 9—Montreal-St. Hyacinthe-Ste. Rosalie Jct.-Levis 


Proposed 
Ex. Sun. 
Lv. Montreal. . 8.00 a.m. 
Ar, St. Hyacinthe:. ..... 9,15 a.m, 
Ly. St. Hyacinthe........ 9.55 a.m. 
Ly. St. Rosalie Jct... .. 10.03 a.m. 
Ar, St. Leonard Jct.. .. 11.45 a.m. 
No. 689— 
Ex. Sun. 
yet: ueonard, Jet. 2) sh) O.1),; pina, 
Ste. Rosalie Jet.. .. 7.00 p.m. 
St. Hyacinthe.. 7.05 p.m. 
St. Lambert. . 8.00 p.m. 


Ar. Montreal.. .. 8.20 p.m. 


Present. 
Ex. Sun. 


9.55 am. 
10.03 a.m. 
11.45 am. 


Ex. Sun. 


7.30 a.m. 
915° aan 


— 9.20 am. 


* 


Increase 27,44 


4 
om 


\i a 


Increase 21 Ad 


A Agana os sa) pire. ; , 


i eh eS 
- 


‘ 1 er saa ea 
WAY CONDITIONS . 263 


Train miles per 
annum 
increase or decrease 


7 Proposed Present 
: daily daily 

Lv. Montreal.. .. .... 745 pm. 8.00 p.m. 
i, Ste. Rosalie Jct.. .. 8.50 pm: 9.05 p.m. 
eee Pevis. 8). 12.20! am. 12.20" am. 


Ng - 
No. 4 will stop at Bagot, St. Eugene, St. Germain, St. Cyrille, Ste. Perpetue, 
___ to detrain passengers from St. Hyacinthe and west thereof. 


No. 3— daily daily 

Mey. Levis..... .. .. .... 3.30 am. * 3.30 am, 

Ste. Rosalie Jct.. .. 7.15 am. 6.55 a.m. 

Men Ar, Montreal..... .. .. 820 am. 8.00 am. 

| No. 3 will stop at St. Leonard Jct., St. Perpetue, St. Cyrille, St. Germain, St. 


___ Eugene and Bagot to pick up and detrain passengers. 

_ Nore: Trains 3 and 4 “ Ocean Limited,” must stop at stations between St. 
| Leonard Jct. and Ste. Rosalie on account of Train No. 46 cancelled, and 

train 689 changed from a morning to an afternoon train. 


10—M ontreal-Vaudreuil Suburban Service. 


‘he Canadian National will operate Six round trips daily except Sunday 

en Dixie and Montreal, and cancel the remainder of their suburban mileage. 

fhe Canadian Pacific will retain their present suburban train mileage on 

woximately the same schedules as at present except that adjustment will be 

de to give an early morning arrival at Montreal similar to that given by C.N, 
26. 


Per annum 
aoe Woraiemileesome it et mc. Seep. 135,694 
OCI ALIRE ALA VO TAV YE Sas "ed eg a en a MO Te iy A 32,671 


; 188,365 
| q Or Ne Prainomiles cancelled: 0°20) hd 132,550 


| " e 


ON SBRCIAD COMMITERE, Whe ape an 


EXHIBIT "he Chao 
Montreat, July 13, 1938. 
Mr. J. E. ARMSTRONG, ) a 
Assistant Chief Engineer, a 
Canadian Pacific Railway, ,. 
Montreal, Que. Siihes3 ‘a 
Dear S1r,—In accordance with verbal understanding reached at our meetiz 
this morning, the following represents the views of the Canadian National 
tion of the terminal sub-committee with regard to the operation of pool trains:- 
It is agreed that both Bonaventure and Windsor street are necessary unt 
such time as it may be decided to enlarge the coach yard facilities of tl 
Canadian Pacific and provide four tracks from the station to the coach yar 
facilities. q 
It is considered by the C.N.R. section that the minimum disturbance 1 
existing conditions and the maximum of economy, all things considered, woul 
result from all the Quebec pool trains operating in and out of Windsor stat 
the Boston day and night pool trains operating out of Bonaventure station; 
pooled night trains between Montreal and Toronto to remain as at present, 
to each station; the pooled day train would operate to Bonaventure and t 
pooled fast train would operate in both directions from Windsor street. __ 
The suggestion as regards the Quebec. service requires no comment. Iti 
quite obvious that this service should run into Windsor street. We feel, ha 
regard to our operating conditions, that the Boston trains must operate in 
Bonaventure if the maximum of economy is to be obtained. The southbou 
night train is consolidated with our Washingtonian to White River Junction 
the northbound, one day a week, is consolidated with the Montrealer. The 
train does local work between Montreal and St. Johns and is the only C.N. t 
presently available. The Rutland day train, which runs over the same r 
does not do any local work. There is also to be considered the carload tran 
of express for Boston and New York. | 
I do not consider that the night trains, Montreal-Toronto, require an 
comment. e. 
Our view with regard to 5 and 14 is that the least disturbance to # 
travelling public and the least amount of transfer of mail, baggage and exp 
would result in 5 and 14 using Bonaventure station. We have our own fig 
with regard to this, but have not as yet full detail with regard to the Cana 
Pacific situation, and our judgment with regard to 5 and 14 is therefore b: 
upon approximate estimates of your traffic. 
As regards the fast pool train Toronto-Montreal, if we are to continu 
straddle the train between the two stations, convenience to the travelling 
would indicate that the train should leave Bonaventure and arrive in W 
street. Possibly the best solution, now that we propose to pool west of T 
and to protect the beyond business, would be for the train to use Windsor 
in both directions. 
I attach hereto, statements of the transfer of passengers, mail and exp 
I should be pleased if you would have this submission given conside 
so that we may know as quickly as possible what differences of opinion need t 
he ironed out. Fi 


og 


Yours faithfully, 


(Sgd.) S. W. FAIRWEATHER, 
Chairman, C.N.R. Section — 
Joint Co-operative Committee. 


LAs @ ve. oe GY & 7a"? Rye OF TOP te IAT aan. Pe, 
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_ CANADIAN PACIFIC RAILWAY COMPANY 
Monrreau, July 14, 1933. 


S. W. Farrweatuer, , 
ctor, Bureau of Economics, 
dian National Railways, 
ntreal, Que. 


- Drar Str,—Referring to your letter of the 13th inst., in regard to the Mont- 
1 Terminal situation in connection with possible pool trains. 
We are agreed, I believe, that,— 


(1) The present facilities of the Canadian Pacific from Montreal West 
' _ ‘to Windsor Street Station are adequate to handle all of the pooled 
ike trains, presently based on Bonaventure and Windsor Street Stations, 
oa so far suggested, as well as all remaining exclusive Canadian Pacific 
¥ trains presently based on Windsor Street Station. 
_ (2) The present facilities of the Canadian Pacific from Montreal West 
to Westmount and the Station trackage at Windsor Street Station 
ee are adequate to handle all of the business of both railways based on 
__ Bonaventure and Windsor Street Stations, even under the peak con- 
ditions of 1927, 1928 and 1929, especially if such peak conditions are 
nae modified by the reduction in the number of trains and by the relief 
i 4 afforded the daily peak periods naturally brought about by pooling. 
a The present facilities of the Canadian Pacific at the Glen and the 
present three tracks between the Glen and Windsor Street Station 
are inadequate to handle all of the present business of both Railways 
based on Bonaventure and Windsor Street Stations, even if modified 
by the reduction in the number of trains and by the relief afforded 
the daily peak periods naturally brought about by all pooling of trains 
so far suggested. - 
When an adequate Coach Yard (including engine facilities) and four 
tracks between such Coach Yard and Windsor Street Station are 
available, the Canadian Pacific facilities between Montreal West 
and Windsor Street Station will be adequate to handle all of the 
business of both Railways based on Bonaventure and Windsor Street 
Stations, even under the peak conditions of 1927, 1928 and 1929, 
especially if such peak conditions are modified by the reduction in 
the number of trains and by the relief afforded the daily peak periods 
naturally brought about by pooling. 
If all the business of both railways based on Bonaventure and Windsor 
Street Stations were based on Windsor Street Station, the Station 
trackage would have to be increased when or shortly after the business 
' exceeded in the daily peak period that of the peak conditions of 1927, 
i. ~ 1928 and 1929. : 
(6) Until such time as an adequate Coach Yard (including engine facili- 
- ties) and four tracks between such Coach Yard and Windsor Street 


7 


Station are available, both Bonaventure and Windsor Street Stations 
are required to handle the present business of both the railways based 
on those Stations, even if modified by the reduction in the number of 
trains and by the relief afforded the daily peak periods naturally brought 
about by all pooling of trains so far suggested. 

Trains between Montreal and Quebec, now based on Bonaventure and 
_ Windsor Street Stations, should be based on Windsor Street Station 
when pooled. 
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(8) Night trains between Montreal and Toronto, now based on Bona’ 
ture and Windsor Street Stations, should be based on the same Statioi 
as at present when pooled. 

(9) The fast afternoon pooled trains between Montreal and Toronto, noy 
based in part on Bonaventure and in part on Windsor Street Statio 
should be based on Windsor Street Station. % 


I regret that I have not yet the necessary information to enable me 1 
express a definite opinion in regard to the Station or Stations upon which 
day and night trains between Montreal and Boston and the day train betwe 
Montreal and Toronto should be based when pooled. Just as soon as th 
information becomes available, and has been analyzed, I shall write you furthe 
in regard to these three pairs of trains. : 


Yours truly, 


(Sgd.) JOHN E. ARMSTRONG, 
Assistant Chief Enginee 


CE LBA aie! 


Montrea, July 25, 1933. ~ 
To the Joint Co-operative Committee 


Your sub-committee on the Montreal terminals situation reports in regar 
to the capacity of facilities Montreal West to Windsor street station, inclusive 
that:— . 


1. The present facilities of the Canadian Pacific from. Montreal West 
Windsor street station are adequate, without further capital expenditu 
to handle all pool trains suggested to date presently based on Bona 
venture and Windsor street stations, as well as all remaining exclu 
Canadian Pacific trains and trains of tenant lines presently based | 
Windsor street station. \ 

2. The present facilities of the Canadian Pacific from Montreal West t 
Westmount and the station trackage and train shed facilities 
Windsor street station are adequate, without further capital expe 
ture, to handle the combined maximum peak business of the pas 
both the Canadian National and Canadian Pacific and all tenant 
based on Bonaventure and Windsor street stations. q 

3. The present facilities of the Canadian Pacific at the Glen, the prese 
three tracks between the Glen and Windsor street station, and th 
express, baggage, mail and ticket office facilities at Windsor s 
station are inadequate, without further capital expenditure, to ha 
the combined total busines of both the Canadian National and Canadis 
Pacific and all tenant lines presently based on Bonaventure and Win 
street stations, and the facilities at the Glen cannot be made adeq 
in that location. 

4. The inadequate facilities listed under (3) can be made adequate to hand 

either the combined total business of both the Canadian National 

Canadian Pacific and all tenant lines presently based on Bonav 

and Windsor street stations, or the combined maximum peak b 

of the past of both the Canadian National and the Canadian Pa 

and all tenant lines based on Bonaventure and Windsor street stat 

by providing east of Elmhurst avenue, Montreal West, facilities e 

to approximately twice the capacity of the present facilities at 

Glen, by providing four tracks from these facilities to Windsor sti 
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station, and by providing adequate express, baggage, mail and ticket 
Office facilities at Windsor street station at an approximately estimated 
cost of :— 


Coach yard at Montreal West.............. $4,000,000 
Four tracks Montreal West to Windsor St. station 1,000;000 
Alterations and additions at Windsor St. station. . 1,000,000 


OC aeehe, See Seer MOE ed 4 aida eatery $6,000,000 


5. Should the combined business of the Canadian National and Canadian 
Pacific and their tenant lines result in the necessity for grade crossing 
elimination at Westminster and Elmhurst avenues, Montreal West, 
such work may be approximately estimated to cost $2,000,000. 


__ 6. When the business handled at Windsor street station exceeds the 


combined maximum peak conditions of the past of both the Canadian 
National and the Canadian Pacific and all tenant lines based on 
Bonaventure and Windsor street stations, it will be necessary to increase 
fb: the station trackage and train shed facilities at Windsor street station. 
% It is impossible now to estimate the cost of this work, as it will depend 
. upon the amount and the type of increase necessary to provide the 
| _-_ conditions then existing but it will cost many millions of dollars. 

| 7. Until the additional facilities noted under (4) have been provided it will 
ip not be possible to close Bonaventure station and divert to Windsor 
street station all trains presently based on Bonaventure station. 


| 
(3 (Sgnd.) C. S. GZOWSKTI. (Sgnd.) JOHN T. ARMSTRONG. 
| 


— EXHIBIT “G” 


lhe : 

|ANADIAN NATIONAL RAILWAY COMPANY-CANADIAN PACIFIC RAILWAY COMPANY 
| JOINT CO-OPERATIVE COMMITTEE 

( 


Report No. 10 


[o 
lo the Acting President, Canadian National Railway Co. 
2 Chairman and President, Canadian Pacific Railway Co. 


13 Executive Allotment No. 1 
te Further Pool of Passenger Trains 


| Your Co-operative Committee has given serious consideration to the 
pssibility of extending passenger train pooling for the purpose of eliminating 
ditional duplicate competitive train mileage of the two Systems. 

'_A point has been reached where further progress by the Co-operative Com- 
littee is held up by reason of a difference of opinion in the two sections with 
igard to the use of the Montreal Terminal facilities of the two Companies. 

| Your Committee has therefore decided to report their respective views and 
t ask for instructions regarding this matter. 
It is unanimously agreed that neither Windsor street nor Bonaventure is 
ible of handling the total train service of both railways without expenditure 
considerable capital. 

The Canadian Pacific section feels that for maximum convenience to the 
ling public and for the maximum economy and most effective use of 
jes that all principal trains of both companies—whether pooled or not | 
ed—should use Windsor street station. This would include: Maritime 
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services, Quebec services, Boston-New York services, Toronto services, Ota 
services, Transcontinental. 

The Canadian National section feels that the most practical solution of 
terminal problem would be an apportionment of the pool trains between the ti 
stations, and for that purpose suggest the following:— 

(a) All Montreal-Quebec pool trains use Place Viger and Windsor stre 

(b) The fast afternoon Montreal-Toronto pool trains, both directions, 1 

Windsor street station. 

(c) Night pool trains, National and Pacific, Montreal-Toronto use Bor 

venture and Windsor street as now. 

(d) Montreal-Toronto morning pool trains to use Bonaventure. 

(e) Montreal-Vaudreuil commuter service to use Windsor street. 

(f) Transcontinental trains—if one pooled train is operated use Winds 
street both directions. If two pooled trains are operated one to 1 
Windsor street and one to use Bonaventure. 

(g) Montreal-Boston pool services to use Bonaventure. 
(h) All non-pool trains including Maritime services to remain as at prese 
(Sed.) §. W. FAIRWEATHER,  (Sed.) G. HODGE, . 
Chairman, Canadian National Section Charman, Canadian Pacific Sect : 


Montreal, August 11, 1933. 


— 


EXHIBIT “H” 


CANADIAN NATIONAL RAILWAY COMPANY-CANADIAN PACIFIC RAILWAY COMPA 
JOINT CO-OPERATIVE COMMITTEE 


Report No. 28 


To the Acting President, Canadian National Railway Co. 
To the Chairman and President, Canadian Pacific Railway Co. 


Executive Allotment No. 1 


Extension of Limited Pool of Passenger Trains 


Quebec-Montreal Day and Night Services 
Montreal-Toronto Day and Night Services 
Ottawa-Toronto Services 


Proposal—That to implement the instructions of the Joint Executive 
extend the pooling arrangement pending further consideration of the Mont 
Terminal situation with a view to securing some immediate economy. 


1. The pooled services referred to in Report No. 4 be extended to inclu 
(a) Quebec-Montreal trains, except local trains and steamship sp 
(6) ‘Balance of Montreal-Toronto services, except local trains. Ba 

of Ottawa-Toronto services, except local trains. 


2. Said services to be designated and advertised as “ Pooled Trains” » 
7 


3. That upon this proposal becoming effective the agreement dated Apri 
1938, covering the present limited pool shall be cancelled and 
superseded by an agreement in accordance with this proposal. 
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Method.—1. The Canadian Pacific will operate, as pooled trains, the follow- 
pooled train services:— 

_ (a) Trains C.P. Nos. 353 and 354 daily between Montreal and Quebec. 
These trains shall use Windsor street station, Montreal. 

_ (b) Trains C.P. Nos. 355 and 356 daily between Montreal and Quebec. 
4 These trains shall use C.P. stations in Montreal. 

_(c) Trains C.P. Nos. 301-357 and 302-358 daily between Montreal and 
Quebec. Of these consolidated trains, one section in each direction 
" shall use Windsor street station, Montreal. 

» (d) Trains C.P. Nos. 21 and 22 daily between Montreal and Toronto. 
> These trains shall use Windsor street. station, Montreal. 

~ (e) Trains C.P. Nos. 33 and 34 daily between Toronto and Ottawa via 
x Peterboro. 

ha (f) Trains C.P. Nos. 559 and 560 between Ottawa and Brockville con- 
i necting with pool trains C.N. Nos. 15 and 6. 

a (g) Special trains between Toronto-Montreal to handle overseas traffic to 
he - and from steamships. 

_ 2. The Canadian National will operate as pooled trains the’ follo 


ervices :— 


~ 


_ (a) Trains C.N. Nos. 5 and 14 daily between Montreal and Toronto. 
q These trains shall use Bonaventure station, Montreal. 

iW Dissent: The Canadian Pacific wishes Canadian National pool train 
a No. 5 to arrive at Toronto at 4.45 p.m. to connect with present 
: C.P. No. 37 west from Toronto. 

ee The Canadian National find it impossible to change the schedule 
‘3 of No. 5 to meet the Canadian Pacific requirements. 

_ (0) Trains C.N. Nos. 16 and 17 between Montreal and Toronto. These 
iz . trains shall use Bonaventure Station, Montreal. 

 (c) Trains C.N. Nos. 15 and 6 between Montreal and Toronto. These 
i trains shall operate through cross-over at Dorval to and from Canadian 
; National tracks from and to Canadian Pacific tracks and use Windsor 
bs Street Station, Montreal. 


wing 


_ (d) Trains C.N. Nos. 9 and 10 between Belleville and Toronto. 
(e) Steamship special trains between Toronto-Montreal to handle overseas 
traffic to and from steamships. 
a 3. The Canadian Pacific shall cancel the following train services: — 


4 C.P. Nos. 20 and 37 between Montreal and Toronto. 
4 C.P. Nos. 552 and 553, Ottawa-Bedell. 


4 


_ 4. The Canadian National shall cancel and rearrange train services as 
lows :— 
__G.N. Nos. 33 and 34 Montreal and Quebec via Richmond. 
_ C.N. Nos. 46 and 75 Montreal and Quebec via Drummondville. | 
The C.N. in adjustment of its non-pooled trains may establish, daily except 
inday, round trip services between Lyster-Richmond and Ste, Rosalie-St. 
eonard, and a daily service Quebec-Charny connecting with C.N. Nos. 1 and 2. 
5. During the period of the proposed agreement neither party shall establish 
ly additional through non-pooled trains in any of the pooled channels or 
just the schedules or consists of non-pooled trains, so as to make them com- 
‘ive with pooled trains except by agreement of the parties. Likewise, neither 
shall attempt to establish additional pooled train services or discontinue 
services to meet changes in traffic conditions or otherwise except by 
1 agreement of the parties. The pooled trains operated by each com- 
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pany shall handle pooled and non-pooled cars as required in Bacontans a 
the following provisions; but neither party shall, without consent of the othe 
increase the consists of pooled trains nor place additional stops on pooled trai 


for the purpose of handling non-pool traffic to such an extent as to jeopardi 


the schedule performance of the trains or to necessitate additional secti¢ 
operation of the trains. : 
Express cars—(Non-pooled)— 
C.P. and C.N. express cars on pool trains C.P. Nos. 353-354-355-356-301 
357-302/358 Montreal-Quebec, 33-34 Ottawa-Toronto and Ottawa-Brockvil 
trains connecting with pool trains C.N. Nos. 15-6 and C.N. Nos. 9 and 
Belleville and Toronto. 
C.N. and C.P. express cars on pool trains C.N. Nos. 5-14-15 and 6 Montrea 
Toronto. : 
C.N. express cars on pool trains C.N. Nos. 16-17. | 
C.P. express cars on pool trains C.P. Nos. 21-22. 3 
Provided that the right to place such cars in pool trains operated by eat 
company shall be limited to the maximum consist of such trains, and provide 
further that each party shall be given equal consideration in this respect ar 
that where possible joint cars will be used under agreement between the partie 
The Express representatives of the two companies shall agree upon the Expre 
service to be given by each company at common intermediate points in the po 
channels on pooled trains operated by the other company, so as to leave ea 
company in the same relative express service position at such points as pri 
to the pooling arrangement: : 
Each company shall have the right to place express cars in any poole 
trains at intermediate points which in the past have been placed in the trai 
of such party at such points. is 


Mail Cars, Non-pooled— 
C.N. mail cars for overseas mail and C.P. mail cars on pool trains 
Nos. 353-354-355-356-301/357-302/358, between Montreal and Quebec. } 
C.P. mail cars for overseas mail and C.N. mail cars on pool trains C2 
Nos. 5-14-15 and 6 between Montreal-Toronto. 
C.N. mail cars on pool trains C.N. Nos. 16-17 and 9-10. 
C.P. mail cars on pool trains C.P. 21-22, 33-34 and Ottawa-Brockville | cor 
necting trains. 
Each party shall have the right to place in any pooled train at intermedia 
points mail cars which, in the past, have been placed in the trains of st 
party at such points. 
Coaches and Baggage Cars— 
Each company shall furnish for the pool trains it operates the necessa 
coaches and baggage cars except as may be required for car mileage’ equaliz 
tion purposes. ¥ 
Each company shall have the right to place in any poo) train coaches 4 
baggage cars which in the past have been placed in the trains of such party @ 
such points and through coaches and bagage cars to, from and between pool ai 
non-pool points. 4 
Each company shall have equal right to operate through coaches on 
trains C.N. Nos. 5-14 and 15-6 between Montreal and Toronto to and 
points west of Toronto. 


Sleeping Cars— a 
Each company shall furnish the sleeping cars for the night Mont 

Toronto trains operated by it, and there shall be no equalization in these se 

vices. 


“a 


12 * 
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~The Canadian Pacific as well as the Pullman Company shall have the right 
operate sleeping cars on the pooled C.N. Nos. 5-14 and 15-6 Montreal- 
onto trains, and the Canadian National shall make the necessary arrange- 
ents with the Pullman Company to make this possible. 

_ Each company shall furnish the sleeping cars for Ottawa-Toronto and 
ontreal-Quebec trains operated by it except as may be necessary for equaliza- 
ton purposes. 

_ Each company shall have the right to place sleeping cars in any pooled 
trains at intermediate points which, in the past, have been placed in the trains 
of such party at such points, and sleeping cars to, from and between pool and 
non-pool points. 


Parlour Cars— 


_ Each company will furnish for the pool trains it operates the necessary 
parlour cars except as may be required for car mileage equalization purposes. 
__. Hach company shall have equal right to operate parlour cars in pooled 
trains C.N. Nos. 5-14 and 15-6 between Montreal and Toronto, to and from 
points west of Toronto. 

Parlour Cars—Each company shall have the right to place parlour cars in 
any pooled trains at intermediate points which, in the past, have been placed 
in the trains of such party at such points, and parlour cars to, from and between 
pool and non-pool points. 

_ Dining Cars—Each party will furnish for the pool trains it operates the 
necessary dining cars. 


_ 6. (a) Military and naval traffic moved on regular or special trains in pool 
shannels on Imperial or Dominion Government requisitions shall be pool traffic 
n the same manner as regular passenger train traftic. 

(6) Organized society, pilgrimage, athletic, other excursions and ‘special 
party traffic including company excursions by extra or special trains in 
or through pool channels including to or from or between competitive 
points in pool channels shall be pool traffic. The method of dealing 
with soliciting and handling such traffic with or without traffic to or 
from or between intermediate non-common points shall be the subject 
of mutual agreements from time to time between the passenger traffic 
managers. 

(c) Special train movements to handle third class steamship traffic Montreal- 
BY: Quebec shall be pooled and be subject to mutual agreements from time 
on to time between the passenger traffic managers. 
(d) Exception: Special or extra trains commonly known and designated 
i by the tariffs of both companies as “emergency trains”, i.e. arranged 
ie for the movement of one or more persons whose numbers are generally 
known in advance and usually arranged on short notice and not 
advertised, such as cases of accident, illness or small special parties of 
any nature where the regular par capita fare does not meet the special 
train guarantee, shall be exclusive traffic to the line operating. 


‘apital Cost (Dissent )— ; 

_ Canadian National Section has satisfied itself that necessary safety and 
pnvenience will be afforded by an expenditure of $3,300 to extend present con- 
eeting track at Dorval so as to enable pool train C.N. No. 6 to operate from 
astbound C.N. track to this connecting track, and recommends this to be done. 
Canadian Pacific Section—A double track connection with the necessary 
aal and interlocking protection is estimated to cost $85,000.00. The same 
istallation to provide in the meantime for single track connection is estimated 
‘cost $71,000.00. The Canadian Pacific section recommends that full consider- 
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ation shall be given by the operating officers instructed to ie the agreeme 
as to what is required for adequate protection. 
Estimated Saving— . 
There will be a net saving of approximately 477,000 through train ‘nile a 
addition to the 495,000 through train miles of the present pool, or a total o 
972,000 through train miles. There will be readjustments in intermediate trait 
services which approximately balance. The saving in train mileage will b 
approximately equal for both companies. a 


Number of Employees Released— 

Between 60 or 80 additonal train service employees, and an indeterminat 
number of other employees, making a total of between 135 and 165 train serviG 
employees released due to train pooling arrangements so far. 


Action Recommended 7 

The Companies to enter into an agreement to put the proposed service int 
effect. as soon as possible, and that the agreement provide: : 
Division of Revenues: 


1. Mail revenues not to be pooled; provided, however, that should eith 
party experience substantial change of assigned mail allotments 
adjustment as between the companies shall be made, which adjustmel 
shall take into consideration the mail revenues lost and gained and tl 
expenses avoided or incurred; the adjustment to be upon the basis 0 
an equalization of the burden and advantage. 


2. Express revenues not to be pooled; provided, however, that should eithe 
party experience substantial. change i in its express conditions by reasdl 
of the pooling of passenger train services, an adjustment as betwee 
the companies shall be made, which adjustment shall take into. co 
sideration the express revenues lost and gained and the expenses avoid 
or incurred; the adjustment to be upon the basis of an equalization ¢ 
the burden and advantage. § 


. 8. Passenger and baggage revenue, bye peClaNG of trains on which earne 
shall be pooled. as follows: 
(a) Quebec-Montreal Channel— 


1. Entire passenger, including surcharge, and baggage revenues arising fron 
traffic between points common to both railways, including Levis, 
the pooled channel handled either on pooled or non-pooled trains ex 
non-pooled steamship specials. 

2. Rate pro rate proportion of passenger, including risen aves and bagga: 
revenue accruing to the pooled channel arising from traffic originati 
or terminating at a point common to the two railways in the pool 
channel destined to or originating at a point beyond the pool 
channel handled either on pooled or non-pooled trains. 


(b) Montreal-Toronto and Ottawa-Toronto channel— 


1. Entire passenger, including surcharge, and baggage revenues arising f 
traffic between points common to both railways in the pooled cha 
handled either on pooled or non-pooled trains. 

2. Rate pro rate proportion of passenger, including surcharge, and bag 
revenue accruing to the pooled channel arising from traffic origina 
or terminating at a point common to the two railways in the po 
channel destined or originating at a point beyond the pooled chann 
handled either on pooled or non-pooled trains, except traffic to o 
Sudbury and points west thereof not routed via Chicago. 
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3. Rate pro rate proportion of passenger, including surcharge, and baggage 
f revenue accruing to the pooled channels arising from traffic both 
originating and terminating at points beyond the pooled channel handled ° 
on pooled or non-pooled trains through this channel except traffic to or 
| from Sudbury and points west thereof not routed via Chicago. 
_ (c) Pooled passenger (including surcharge) and baggage revenue shall be 
ivided temporarily as follows: 
; Canadian Canadian 
2 Pacific National 
percent percent 


Quebec-Montreal channel... .. .. .. .. 2... 50 50 
a. Montreal-Toronto and Ottawa-Toronto channel 50 50: 


oF 


mtil such time as an audit of the pooled revenues in each channel of an 
agreed test period or periods has been completed. Thereupon the pooled 
evenues in each channel will be adjusted retroactively with interest at five 
ser cent per annum and thereafter shall divide between the two companies in 
proportions to be agreed upon based upon the information developed from the 
est period or periods, a separate percentage being used for intermediate traffic 
riginating and terminating in the pool channel and for through traffic, to 
the end that each party will take out of each pool channel the estimated propor- 
ion of the through and of the intermediate passenger and baggage revenue 
which it has contributed to such pool channel. 


_ A. Sleeping and parlour car revenues shall be pooled as follows:— _ 

_ (a) Entire sleeping car revenue arising from through and intermediate 
a traffic handled on pooled trains between 

4 (a) Montreal-Quebec 

(b) Ottawa-Toronto. 


Nore: Between Montreal and Toronto until the Canadian National is able 
0 pool sleeping car revenue, the entire interior sleeping car revenues, between 
Montreal and Toronto, will accrue to, the company furnishing the cars. 


(6). Entire parlour car revenue arising from through and intermediate 
traffic handled on pooled trains between: 

PY (a) Montreal-Quebec 

i (b) Ottawa-Toronto 

* (c) Montreal-Toronto. 


q 


(c) Pooled sleeping and parlour car revenues shall be divided equally 


ee between the parties until such time as an audit of the sleeping and 
cs parlour car revenues of an agreed test period or periods has been 
"i completed. ‘Thereupon the revenues from sleeping car traffic, and 


revenues from parlour car traffic will be adjusted separately, retro- 
actively, with interest at five per cent per annum and thereafter shall 
Ban divide between the two companies in proportions to be agreed upon 
based upon information developed from the test period or periods to 
KY the end that each party will take out of the pool the cstimated propor- 
Be tions of sleeping car revenues and parlour car revenues which it has 
a) contributed to the pool. 


_ 5. Dining, buffet and news service revenues not to be pooled. 


6. Tickets of each party and tickets reading via the lines of either party 
be honoured on pooled trains and also on non-pooled trains in or through | 
of the pool channels. 
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Division of Services and Expenses: . 
1. Existing joint facility agreements concerning properties now eed joi 
by the two companies shall continue to govern, and fifty per cent 

the pooled services using such properties shall be apportioned to ead 
company. 


2. Exclusive properties of either company may be used by pooled servi 
as may be required without compensation other than the equalizati 
of services and adjustments hereinafter provided. In the event of po 
trains operated by one company being detoured over the lines of th 
other company the detour agreement in effect from time to tim 
shall apply. 


3. The division of services and expenses of the pooled service shall be sud 
as to equally divide the economies affected by each party as a resul 
of the pooling arrangement. 


4. For the purpose of equalizing transportation expenses pooled train mile 
and pooled car miles, by appropriate classes, shall be equalized as fe 
as possible. Subject to the provisions of paragraph (8) of this sectio: 
any surplus shall be adjusted on the basis of out-of-pocket costs. 


5. For the purpose of equalizing maintenance of equipment expenses, poole 
locomotive miles and pooled car miles, by appropriate classes, shall k 
equalized as far as possible, provided that sleeping car miles in Mont 
real-Toronto pool trains operated by either company and dining ¢@ 
mileage shall not be equalized. Subject to the provisions of paragrap 
(8) of this section, any surplus shall be adjusted on the basis « 
out-of-pocket cost. 


6. For the purpose of equalizing interior expenses of sleeping cars i 
Toronto-Ottawa and Montreal-Quebec services and parlour cars | 
Toronto-Ottawa, Montreal-Toronto, and Montreal-Quebec servi 
pooled sleeping car miles and pooled parlour car miles operated by e 
company shall be equalized separately as far as possible. Subjec 
the provisions of paragraph (8), any surplus shall be divided on 
basis of out-of-pocket costs. Each. company shall bear the inte 
expenses of operating its own or leased sleeping cars furnished b 
for handling traffic on pooled trains between Montreal-Toronto. 


7. For the purpose of equalizing terminal expenses, such as coach y 
locomotive terminal, and switching expenses, such expenses incur 
by each company in connection with pooled trains at points not cove 
by joint agreement shall be equalized as far as possible by classes 
service. Subject to the provisions of paragraph (8) of this sectio 
any surplus shall be adjusted on the basis of out-of-pocket cost. 


8. There shall be jointly compiled a statement of average annual trai 
locomotive and car mileage by appropriate classes and expenses 0 
terminal services of each company as at the date of the pooling arrange 
ment for the through competitive train services to be pooled, and 
difference in each item determined. In order to equally divide 
economies between the two companies, the proportion of the p 
service to be rendered by each company shall be adjusted so as 0 
maintain these differences. 


9. Units of service performed in handling mail, express and other n 
pooled cars, including deadhead movements in connection therewith, 
one company for the other shall be equalized as far as possible. A 
surplus shall be adjusted on the basis of out-of-pocket cost. ; 
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10. Each company shall bear the expense of dining and buffet car service 
_ furnished on trains operated by it, including maintenance expense 
of cars, provided that if this should be found to work unfairly as 
compared with conditions at the effective date of the pooling arrange- 


ment the necessary adjustment will be made to equalize the burden 
and advantage. 


~ il. Units of service performed in operating extra pool trains and dead- 
a head movements in connections therewith or deadhead car movements 
is in connection with pool traffic shall be credited to the company © 
be performing the service. 

8 


12. Each company shall bear all expense of its news service. 
BR 13. If section of pooled trains can be avoided by either company handling 


he on non-pool trains through pool channels, cars ordinarily handled on 
i pool trains, this shall be done by agreement and units of services in 
ae handling such cars shall be credited to the road performing the 
% service. 


ae 14. The cost of inter-station transfer at Montreal of passengers and 
a baggage and of mail (if not absorbed by Post Office Department) 


|e resulting from pooling arrangements shall be divided equally between 
ke the two companies. 


. The cost of inter-station transfer of express and of handling express 


at junction points shall be borne as agreed upon by the respective 
express departments. 


. Hach company shall pay an equal proportion of the expenditure for 
making connection at Dorval. 


q 17. As soon as possible after the completion of the pool agreement the 
te statement referred to in paragraph (8) shall be compiled and the terms 
ia for settlement of net balances of expenses shall be determined. 


| Ticketing Facilities—At common points in pool channels the station 
ket agents and station employees of the company performing pool train 


: 
prvice shall be neutral in the performance of their duties and shall give to 
fe public full and complete information as to train times and fares of the 
ool and of the non-pool train services of each company within and beyond 
jool channels and route passengers in accordance with their request. At 
fontreal such ticket facilities as may be agreed upon shall be provided at 
onaventure and at Windsor Street Station. 
| Neutrality of Pool Train Employees——Employees of either company 
agaged in operation of pool trains shall be neutral in the performance of their 
ities and shall give to the public such information as to pool and non-pool 
lin services of each company as they are able to give. 
| Competitive Traffic Beyond the Pool.—Should either company consider 
it an undue variation in the proportion of the revenues of the respective 
Mpanies beyond the pooled channels has occurred because of the pooling 
‘angements compared with the situtaion prior to pooling, at the request of 
her company the matter shall be investigated and the necessary steps taken 
equitably adjust the burden and advantage. 


_ Disturbance to Non-pool Intermediate Traffic—lIf in practice this arrange- 
ent for co-operation between the companies to secure material economies 
aces an undue burden upon either company due to loss of revenue arising 
m intermediate traffic to, from and between non-common points, or due 
hecessity for rearranging train services to handle such traffic, they shall 
late such fair adjustments upon the request of either company as will 
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equitably distribute the burden and advantage. The probable disturba 
to this intermediate traffic because of the present pool has been examined fe 
the changes in train services presently contemplated and has been found subs 
stantially in balance. Any difference there may be would not appear to 
justify reaching immediate mutual agreement on train services considere 
necessary by each company to handle such traffic, but the position taken n 
is without prejudice to any action in future in respect to this pool or to 
principles to be adopted for the division of net economies in any extensio 
of pooling arrangements. 4 
Liabilities-—The terms to govern the settlement of liabilities for los 
damage and injury of every nature shall be left to the Law Departments ¢ 
the two companies to determine. : 


General Provisions—If in practice this arrangement for co-operatio 
between the Companies to secure mutual economies does not make and mainta: 
an equitable division of the economies resulting from the pool they sha 
negotiate such fair adjustments upon the request of either company as wil 
equitably distribute the burden and advantage. q 

Unadjusted Balance Existing Pool—As at the effective date of this pooll 
arrangement there shall be carried forward appropriately to the credit of e 
company any unadjusted excess service rendered by it under existing passengt 
train pool arrangements. P 

Limiting Date for Adjusting Balances.—In order that it will be necess 
to review ticket reports once only the detailed study to determine the fi 
division of revenues shall be deferred until the extent of probable final poo 
areas has been agreed upon, but the determination of the basis for the eq 
able division of revenue service and expenses in accordance with the 
visions of this report and the retroactive adjustments between the compa 
shall be completed by December 31st, 1935. ; 

Term of Agreement.—Dissent: The Canadian National section rec 
mend that the term of agreement be for one year subject to notification 
termination on sixty days’ prior notice in writing and thereafter simil 
from year to year. a 

The Canadian Pacific Section recommend that the term of the agreemel 
be for one year and thereafter subject to termination upon sixty days’ p 
notice in writing unless special conditions or extension of pooling arrangement 
make other termination desirable. / 

Preparation of Agreement.—The Operating, Traffic, Accounting, Law 
Express Officers of the respective companies shall be instructed to meet to 
the Agreement, to agree on schedules, advertising arrangements, neces 
application to Board of Railway Commissioners, advice to employees and @ 
other details. q 


(Send.) S. W. FAIRWEATHER, (Sgnd.) G. HODGE, a 
Chairman, Canadian National Section. Chairman, Canadian Pacific Sectio n 


Montreal, J anuary 29th, 1934. 
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PXBIBIT Sy? 
Sub-Committee Joint Draft June 27, 1934 


| CANADIAN NATIONAL RAILWAY COMPANY—CANADIAN PACIFIC RAILWAY COMPANY 
if JOINT CO-OPERATIVE COMMITTEE 


Report No. .. 


he President Canadian National Railway Co. 
) the Chairman and President Canadian Pacific Railway Co. 


Executive Allotment No. 1 


Passenger Train Pooling 


Toronto-Hamilton-London-Windsor (Detroit) Sarnia Services: 
Montreal- Winnipeg, Toronto-Winnipeg Services: 


roposal—A-1. That to implement the instructions of the Joint Executive to 

be extend the pooling arrangement, pending further consideration of the 
Montreal Terminal situation with a view to securing additional imme- 

[Bee diate economy, the following services be pooled: 

ia (a) Montreal-Winnipeg Services. 

)  (b) Toronto-Winnipeg Services. 

_ (c) Toronto-Hamilton-London-Windsor (Detroit) Sarnia Services. 

(Pooled Services detailed in paragraphs B-1-2-3-4.) 


_A-2. The trains in these services to be designated and advertised as 
ooled Trains.” 


od.—B-1. The Canadian Pacific shall operate as pooled trains the follow- 
ing services: 


(a) Train C.P. 3, Toronto-Winnipeg, daily, to Pacific Station, Winnipeg, 

: by the rails of the Pacific. 

(6) Train C.P. 4, Winnipeg-Toronto, daily, from Pacific Station, Winnipeg, 

4 by the rails of the Pacific. 

(c) Train C.P. 7, Montreal-Sudbury, daily from Pacific Station, Montreal, 

a by the rails of the Pacific. 

_ (d) Train C.P. 8, Sudbury-Montreal, daily, to Pacific Station, Montreal, 

| ___ by the rails of the Pacific. 

Me (é) Train C.P. 20, London-Toronto, daily. By the rails of the National 

| _ from London to a connection with Pacific west of Woodstock, and rails 

Je of Pacific to Toronto. 

; (A continuation of C.N. 10, Detroit- Windsor-London.) 
S) Train C.P. 21, Toronto-London, daily. By the rails of the Pacific, 
Toronto, to a connection with the National west .of Woodstock, and 
National rails to London. 

ie To continue London-Windsor-Detroit as C.N. 117.) 

mig) Train C.P. 22, London-Toronto, daily. By the rails of the National 
_ __ to a.connection west of Woodstock and Pacific rails to Toronto. 

(A continuation of C.N. 16, Detroit-Windsor-London.) 

Train C.P. 37, Toronto-London, daily. By rails of the Pacific, Toronto, 

to a connection west of Woodstock and National rails to London. 

(To continue London-Windsor-Detroit as C.N. 105.) 
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B-2. The Canadian National shall operate as pooled trains the followir 

services :— agree a 

tay Train CON. 1; Montreal-Ottawa, daily, from National Station, Montreal 

by rails of National. : 

Woe train ON. od; Sudbury-Winnipeg, daily, from Pacific Station, Sudbury 

by the rails of the Pacific Stobie Branch and the National. ~ 

(c) Train C.N. 2, Winnipeg-Sudbury, daily, to Pacific Station, Sudbury, bj 

the rails of the National and the Pacific Stobie Branch. - 

(d) Train C.N. 2, Ottawa-Montreal, daily, to National Station, Montreal 
by the rails of the National. 

(e) Train C.N. 5, Toronto-Sarnia, daily, by the rails of the National. 


(f) Train C.N. 6, Sarnia-Toronto, daily, by the rails of the National. 

(g) Train C.N. 9, Toronto-Windsor-Detroit, daily, by the rails of 
National. y 

(h) Train »C.N. 10, Detroit-Windsor-London, daily, by the rails of th 
National. J 

(i) Train C.N. 11, London-Windsor-Detroit, daily, by the rails of th 
National. ‘ 5 

Gj) ‘Train C.N. 12, Detroit-Windsor-London, daily, by the rails of 
National. 


(k) Train C.N. 14, Sarnia-Toronto, daily, by the rails of the National. 
(1) Train C.N. 15, Toronto-Sarnia, daily, by the rails of the National. @ 
(m) Train C.N. 16, Detroit-Windsor-London, daily, by the rails of th 
National. (To be continued as C.P. 22 and C.N. 20, London-Toronte, 
(n) Train C.N. 17, Toronto-Sarnia, daily, by the rails of the National. 
(o) Train C.N. 18, Detroit-Windsor-London, daily, by the rails of 
National. 
(p) Train C.N. 20, Sarnia-Toronto, daily, by the rails of the National, 1 
Hamilton. 
(q) Train C.N. 1085, London-Windsor-Detroit, daily, by the rails of t 
National. 5 
(r) Train C.N. 117, London-Windsor-Detroit, daily, by the rails of t 
National. (A continuation of C.P. 21 and C.N. 17%, Toronto-London. 


Nore——Train C.P. 7 from Windsor street station, Montreal, and train ¢ 
1 from Bonaventure station, Montreal, shall be consolidated at Ottawa. 


Train C.P. 8 from Can. Pac. station, Sudbury, shall be separated at Ottal 
to run as C.P. No. 8 to Windsor street station, Montreal, and C.N. No. 2% 
Bonaventure station, Montreal. ; 
Train C.P. 3 and train C.P. 7 at Sudbury shall be marshalled to form tr 
CxP?3 ‘and ©_N. ‘1. . x 
Train C.P. 4 and train C.N. 2 at Sudbury shall be marshalled to form C. 
4 and C.P. 8. # 
Train C.P. 28 non-pooled shall be scheduled to connect with C.P. 4 at 
C.N. 2 at Sudbury and to arrive Toronto not later than 7.20 a.m. 3 
Equipment will be interchanged between C.P. 4 and CN, 2, C.P. am 


C.N. 1 at Winnipeg to avoid additional section operation Winnipeg-Sudbury. 
B-3. The Canadian Pacific shall cancel the following train services: — 


(a) Train C.P. 19, Toronto-Windsor, daily. 
(b) Train C.P. 20, Windsor-London, daily. 
(c) Train C.P. 21, London-Windsor, daily. 
(d) Train C.P. 22, Windsor-London, daily. 
(e) Train C.P. 37, London-Windsor, daily. 
(f) Train C.P. 38, Windsor-Toronto, daily. 
(g) Train C.P. 635, Toronto-Windsor, daily ex. Sunday. 
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_ (h) Train C.P. 732, Hamilton-Toronto, daily ex. Sunday. 

_ (i) Train C.P. 761, Toronto-Hamilton, daily ex. Sunday. 
_ (j) Train C.P. 762, Hamilton-Toronto, daily. 
_ (k) Train C.P. 763, Toronto-Hamilton, daily. 

_ 8-4. The Canadian National shall cancel the following train services: — 
(a) Train C.N. 1, Ottawa-Capreol, daily. 
(b) Train C.N. 2, Capreol-Ottawa, daily. 
(c) Train C.N. 3, Toronto-Capreol, daily. 
_ (d) Train C.N, 4, Capreol-Toronto, daily. 
' (e) Trains C.N. 94-95 96-97, Sudbury-Sudbury Jct., daily. 


_ B-5. During the period of the proposed agreement neither company shall 
establish any additional through non-pooled trains in any of the pooled channels 
or adjust the schedules or consists of non-pooled trains so as to make them 
competitive with pooled trains except by agreement of the companies. Likewise, 
neither company shall attempt to establish additional pooled train services or 
discontinue pooled services to meet changes in traffic conditions or otherwise or 
to continue to operate unnecessary pooled services except by mutual agreement 
of the companies. The pooled trains operated by each company shall handle 
pooled and non-pooled cars as required in accordance with the following provi- 
sions; but neither company without consent of the other shall increase the 
consist of pooled trains or place additional stops on pooled trains for the purpose 
of handling non-pooled traffic to such an extent as to jeopardize the schedule 
performance of such trains or to necessitate the operation of additional sections 
of such trains. 

Ve C-1-a. Express cars and L.C.L. freight (non-pooled)—Each company shall 
have the right, subject to paragraphs B-5, C-1-c, and C-1-d, to place express cars 
and passenger train type cars, for L.C.L. freight, regularly in the following 
rains :— 

SS 


D:: In C.P. 3 and C.P. 4, Toronto-Winnipeg. 
ia In C.P. 7 and C.P. 8, Ottawa-Sudbury. 
& In C.P. 20, C.P. 21, C.P. 22 and C.P. 37, Toronto-London. 


3 In C.P. 27, and C.P. 28, Toronto-Sudbury (non-pooled). 
E> In C.N. 1 and C.N. 2, Sudbury-Winnipeg. 

In C.N. 5, C.N. 6, C.N. 14, C.N. 15, C.N. 17 and C.N. 20, Toronto- 
Gi Hamilton-London-Sarnia, 

x In C.N. 9, Toronto-London-Windsor-Detroit. 

:" In C.N. 10, C.N. 11, C.N. 12, C.N, 16, C.N. 18, C_N. 105 and CN. 147; 
4 London-Windsor-Detroit. 

ie In C.N. 83, and C.N. 18, Toronto-London (non-pooled). 


C-1-b. Where one car can be used to handle the traffic of both companies 
t shall be used jointly. 


_ C-1-c. The express representatives of the two companies shall agree subject 
‘0 paragraph B-5 upon the express service to be given by each company at 
ommon points in the pooled channels on pooled trains operated by the other 
mpany, so as to leave each company in the same relative express service 


sition at such points as prior to the pooling arrangement. 


a C-1-d. Each company shall have the right, subject to paragraphs B-5 and 


¢, to handle in any pooled trains at intermediate points express cars which 

id have been handled in the trains of such company at such points prior to 

€ pooling arangement. 

-l-e. Each company shall have equal right, subject to paragraph B-5 

to handle L.C.L. freight in regular baggage cars on pooled trains operated 
nd equal right subject to paragraph B-5 herein to handle L.C.L,. freight 
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to, from and between agreed common points in regular baggage cars on poole 
trains operated by the other company. Bat AN 4 

G-1-f, The right to handle the express and L.C.L. freight of one company 0 
the non-pooled trains of the other company shall be used so as to preserve bot 
company’s in their express and L.C.L. freight service position unimpaired an 
shall be subject to the provisions covering this traffic on pool trains set out | 
paragraph B-65. | b 

C-2-a. Mail cars and mail traffic (non-pooled)—Regular mail authorizé 
tions, including railway post offices, baggage car services, and the overflo 
incidental thereto, also special units of overflow or overseas mail on pool traiz 
shall be handled in such manner as to meet the requirements of the Post Offic 
Department. 4 

C-2-b. Each company shall have the right to place in any pooled train « 


Coaches and Baggage Cars— i 
C-3-a. Each Company shall furnish for the pooled trains it operates t 


necessary coaches and baggages cars, except as may be required for representati 
or for car mileage equalization purposes. P 
C-3-b. Each Company shall have the right to place coaches and . 
cars in pooled trains at intermediate points which in the past have been plag 
in the trains of such Company at such points and through coaches and bagg: 
cars to, from, through and between pooled and non-pooled points. i 
C-3-c. Each Company shall have equal right to operate through coa¢l 
and baggage cars on Grand Trunk Western connecting trains. j 
C-4. The Canadian National-Pullman agreement as it affects pool tr 
operation shall not be amended or extended, except as in C-4-a, with 
agreement of the three companies. 
C-4-9. The Canadian National-Pullman agreement shall be amended | 
as to give the Canadian Pacific fair representation with their sleeping cars | 
all pooled trains on an equitable basis consistent with previous sleeping 
services in these territories prior to this pooling arrangement; and Sa c 
Chicago on Grand Trunk Western connecting trains as may be required 
representation or car mileage equalization purposes, and the Pullman Comps 
and the Canadian Pacific shall furnish for such trains the necessary sleeping ¢ 
in proportions to be agreed upon. 4 
C-4-b. In the pooled territory not covered by the Canadian National-Pt 
man agreement each Company shall furnish for the pooled trains it ope 
the necessary sleeping cars, except as may be required for representation 
for car mileage equalization purposes or as may result from consolidation 
trains. 
C-4-c. Each Company shall have the right to place sleeping cars in p 
trains at intermediate points which in the past have been placed in the tral 
of such Company at such points, and sleeping cars to, from, through and betwe 
pooled and non-pooled points. 


Parlour Cars— 
C-5-a. Each Company shall furnish for the pooled trains it operates 
necessary parlour cars except as may be required for representation or for 
mileage equalization purposes or as may result from consolidation of trains. 
C-5-b. Each Company shall have the right to place parlour cars in pot 
trains at intermediate points which in the past have been placed in the 
of such Company at such points, and parlour cars to, from and between 
and non-pooled points. a 
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-6 Each Company shall furnish for the pooled trains it operates the neces- 
‘dining cars except as may be otherwise agreed upon to protect public con- 
ence, 
onsists of Transcontinental Trains— 

C-7-a. In the primary consists of the Montreal-Winnipeg and Toronto- 


nnipeg pool services each Company shall have substantially equal car repre- 
atation by appropriate classes. 
Special Services— 


ugh pooled channels including to or from or between competitive points in 

ed channels shall be pooled traffic. The method of dealing with soliciting 
ind handling such traffic with or without, traffic to or from or between inter- 
iate non-common points shall be the subject of mutual agreement from time 
me between the Passenger Traffic Managers. 
_C-8-c. Special or extra trains commonly known and designated by the 
riffs of both Companies as “Emergency trains”, i.e., arranged for the move- 
t of one or more persons whose numbers are generally known in advance 
ad usually arranged on short notice and not advertised, such as cases of accident, 
hess or small special parties of any nature where the regular per capita fare 
oes not meet the special train guarantee, and circus trains operated under 
ontract, shall be exclusive traffic of the Company operating such trains. 


of track changes 


D. Connections will be required between Canadian National and Canadian 

cific at Woodstock and at St. Boniface Diamond, Winnipeg. Track re- 

rangements and rehabilitation will be necessary at Sudbury. The total 
ated cost of these changes is:— 
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-1. Should the use of the Stobie Branch at Sudbury involve the companies 
eavy expenditures for grade separation or in difficulties with the City of 
ury, it is agreed that consideration will be given to the use of Coniston as 
lternative point for the marshalling of the pooled trains, 


There will be a net saving of approximately 925,000 through train miles, 
will be a readjustment in non-pooled train services of the respective Com- 


r of employees released 

'. Approximately 90 train service employees and an indeterminate number 
her employees. 

recommended 


That the Companies enter into an agreement to put the proposed services 
ct as soon as possible and that the agreement further provide: 
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- _ Division of Revenues— Bie i a ‘ry 

: G-1. Mail revenues not to be pooled, provided, however, that should eit 
Company experience substantial change of assigned mail allotments, an a 
ment as between the Companies shall be made, which adjustment shall 
into consideration the mail revenue lost and gained and the expenses av 
- and_ incurred; the adjustment to be upon the basis of an equalization of th 

A burden and advantage. ‘a 
G-2. Express revenues not to be pooled, provided, however, that shou 
either Company experience substantial change in its Express conditions 
reason of the pooling of passenger train services, an adjustment as between 
Companies shall be made, which adjustment shall take into consideration 
Express Revenues lost and gained and the expenses avoided and incurred; 
adjustment to be upon the basis of an equalization of the burden and advant 
G-3. Milk traffic and L.C.L. freight traffic revenue shall not be pooled. 


_ G-4. Passenger and baggage and surcharge revenues, irrespective of tr 
on which earned, shall be pooled by zones and for the purpose of this re 
zones and sub-zones shall be understood to comprise all regularly authoriz 
ticketing routes or channels between the following termini: : 


Zones— 
(a) Montreal-Winnipeg. % 
(b) Toronto-Winnipeg. L 
(c) Toronto-Windsor, Detroit. 
(d) Toronto-Sarnia. 


oe 
rr 


t Lakes are not included in : 


* 


Exception.—Tickets routed via the Grea 
Toronto-Winnipeg pool. 


Sub-Zones.— 

(a) Montreal-Ottawa: originating or terminating at Ottawa only. 

(b) Winnipeg-Fort William-Port Arthur: originating or terminating ¢ 
Port Arthur or Fort William only. a 

(c) Toronto-Hamilton: originating or terminating at Hamilton only. © 


G-5. Each Company shall keep a Pool Revenue Account to which 
be credited from Agents’, Conductors’, and other lines’ reports as from an agr 
date, passenger, baggage and surcharge revenues of such company as follo 


(a) Full revenue from traffic originating at a terminus of any pooled 20 
and terminating at the other terminus of such zone. : 
(b) Rate pro rate proportion of revenue from traffic originating or te 
ating at one terminus of a pooled zone and passing through the 
terminus of such zone and from traffic passing through both termm 


any pooled zone. : 

. . . . . . y 

(c) Full revenue from traffic originating or terminating at a termin 

a pooled zone terminating or originating at agreed points within 
pooled zone, and traffic moving between agreed points within 


pooled zone. j 
(d) Rate pro rate proportion of revenue from traffic originating or te y 

ating at a point beyond the termini of any pooled zone terminating 
originating at agreed points within such pooled zone. a 
G-5e. The Passenger Traffic Managers of the Companies shall agree 
time to time upon the intermediate points in each pooled channel within ¢ 
pooled zone to and from which the revenue from tickets within and t 


from and to points beyond the zone will be included in the appropriate 
Revenue Accounts. ; J 


tnd : 
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G-5i. Revenue from tickets valid by optional routes (as defined in tariffs) 
} > to the direct route. 


Ze ag. PROVIDED, however, that— 


1. Montreal-Otiawa Sub-Zone— 

Traffic originating at Montreal or beyond, and terminating at Ottawa, 
or from traffic originating at Ottawa and terminating at Montreal or beyond, 
shall be allocated as per Clauses a and b of paragraph G-5 to a separate 
and independent pooled zone within the Montreal-Winnipeg pooled zone. 


2. Winnipeg-Fort William-Port Arthur Sub-Zone— 

Revenue from traffic originating at Winnipeg or beyond and terminating 
at Fort William-Port Arthur, and traffic originating at Port Arthur-Fort 
William terminating at Winnipeg or beyond, shall be allocated as per 
Clauses a and b of paragraph G-5 to a separate and independent pooled 

® zone within the Toronto-Winnipeg Pooled Zone. 


3. Toronto-Hamilton Sub-Zone— 
Revenue from traffic originating at Toronto or beyond and terminating 
at Hamilton and traffic originating at Hamilton terminating at Toronto 
or beyond, shall be allocated as per Clauses a and b of paragraph G-5 to 
a separate and independent pooled sub-zone except as provided in G-5-g-7 
the Toronto-Hamilton pooled zone. 


_ 4 Revenue east of Winnipeg from traffic origmating or terminating at 
Wimnipez and beyond and terminating or originating at Capreol, Sudbury, 
rth Bay, Scotia, Eganville, Renfrew, Sharbot Lake, Tichborne, Harrowsmith, 
ston, and intermediate points and in the territory north and east to Valley- 
tid, Montreal, St. Lin, St. Jerome, Lac Remi and Mont Laurier, shall be 
alle seated as per Clauses a and 6 of paragraph G-5 to the Montreal-Winnipeg 

oled zone. 


5. Revenue east of Winnipeg from traffic originating or terminating at 
pniper and beyond and terminating or originating south of Sudbury, Coniston 
d Scotia i in the territory west of Sharbot Lake, Tichborne, Harrowsmith and 
meston to and including Toronto, Cheltenham, Meaford, Penetang, Midland 
: 4 Port MeNicoll shall be allocated as per Clauses a and b of paragraph G-5 
ihe Toronto-Winnipeg pooled zone. 


6. Revenue from traffic originating or terminating at Toronto or beyond 
a= agreed points within the Toronto-Sarnia and Toronto-Windsor zones 
g via Sarnia and terminating or originating at Battle Creek or at Chicago 
Sead shall be allocated as if such traffic had moved via Windsor, and 
os credited to a separate account. 


7. The Northern Navigation Company is not a party to this agreement, 
its revenue and the revenue of the Great Lakes Steamships of the Pacific 
id rail revenue to and from lake ports on through traffic via any Great Lakes 

mship Service shall NOT be allocated to Pool Revenue of the Toronto- 
ia and Toronto-Windsor or of the Montreal-Winnipeg and Toronto-Winnipeg 
led zones. 


8. Revenue from Colonist (Immigrant) class tickets issued to cover move- 
mt of passengers arriving by transatlantic steamers is not included in this 

being already provided for by Canadian Pacific-Canadian National-Cana- 
a Pacific Steamships Agreement, dated 21st October, 1931. 


9. Revenue from special or extra trains and from circus trains operative 
r contract, as described in paragraph C-8-c, is not included in this pool. 


revenues in each zone and sub-zone of an agreed test period or periods ha 
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'G-5-h. Pooled passenger and bageage and surcharge “revenues ‘ 
divided equally between the companies until such time as an audit o 


- eompleted. Thereupon the pooled revenues in each zone and sub-zone § 
be adjusted retroactively to the effective date of the pooling arrangement 
interest at five per cent per annum and thereafter shall divide between the t 
companies in proportion to be agreed upon based upon the information devel 
oped from the test period or periods, a separate percentage being used for inter 
mediate traffic originating and terminating in the pooled zone and for throug 
traffic, to the end that each company will take out of each. zone and sub-zone 
the estimated proportion of the intermediate and of the through passenger ane 
baggage and surcharge revenues, which it has contributed to such pooled zone 
or sub-zone. j 

G-6. Sleeping Car Revenues. , 

G-6-a. In the Toronto-Hamilton-Sarnia and Windsor zones revenues shal 
be handled as may be agreed to between the Canadian Pacific and the Pullman 
Company. » 

G-6-b. In the Montreal-Winnipeg and the Toronto-Winnipeg zones sleepi 
car revenues arising from through and from intermediate traffic handled 
pooled trains and in pooled cars in non-pooled trains in or through pooled zones 
shall be pooled as follows:— 

(1) Revenues from standard sleepers in one pool for both zones. 

(2) Revenues from tourist sleeping cars in one pool for both zones. 


“a 
\ 


G-6-c. Pooled sleeping car revenues as defined in paragraph G-6-b s 
be divided equally between the companies until such time as an audit o 
sleeping car revenues to. be pooled in each zone of an agreed test period or pert 
has been completed. Thereupon the pooled revenue from sleeping car traffic 
each zone shall be adjusted retroactively to the effective date of the po 
arrangement with interest at five per cent per annum and thereafter sh 
divide between the two companies in proportions to be agreed upon, bai 

-upon information developed from the test period or periods to the end t 
each company will take out of each zone the estimated proportion of s 
sleeping car revenue which it has contributed to such pooled zone. 

G-7. Parlour Car Revenues. 

G-7-a. Parlour car revenues shall be handled as follows: Parlour 
revenue arising from through and intermediate traffic handled in pooled tre 
and in pooled cars in non-pooled trains in or through pooled zone shall. 
pocled. b 

G-7-b. Pooled parlour car revenue shall be divided equally between © 
companies until such time as an audit of the parlour car revenues to be p 
in each zone of an agreed test period or periods has been completed. There 
the pooled revenue from parlour car traffic shall be adjusted retroactive 
the effective date of the pooling arrangement with interest at five per cent 
annum and thereafter shall divide between the two companies in proporti 
to be agreed upon based upon information developed from the test peri 
periods to the end that each company will take out of each zone the estime 
proportion of such parlour car revenue which it has contributed to such p 
zone. 

G-8. Dining, buffet and news service revenues shall not be pooled. 

G-9. Tickets of each company and tickets reading via the lines of | 
company shall be honoured on pooled trains and also on non-pooled trains 
through any of the following pooled zones and channels:— 


e 
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Montreal-Winnipeg—In this zone Montreal shall be considered as 
including: Bonaventure, St. Henri, Pt. St. Charles, Tunnel, Windsor 
 $t., Westmount, Montreal West, Place Viger, Park Avenue, and 
Winnipeg as including National and Pacific stations. 

- Pool channels included in this zone shall consist of: Canadian National 
via North bay and Cochrane; Canadian National via Longlae and 
Armstrong; Canadian National via Longlac and Fort William; 
Canadian Pacific via Fort William. . 


Toronto-Winnipeg—In this zone Toronto shall be considered as includ- 
ing: Union, Don, Parkdale, North Toronto, West Toronto, and Winni- 
peg as including National and Pacific stations. 

Pool Channels included in this zone shall consist of Canadian National 
via North Bay and Cochrane or Longlac; Canadian National via 
Longlac and Armstrong; Canadian National via Longlac and 
Fort William; Canadian Pacific via Fort William. 


Toronto-Hamilton, Toronto-Windsor, Toronto-Sarnia Zones; In these 
zones Toronto shall be considered as including: Union, West Toronto, 
Sunnyside, North Toronto, Parkdale. 


and Detroit. 
Sarnia as including National Station at Sarnia. 
Hamilton as including the National and Pacific (T.H.& B.) stations. 


The pool channels included in these zones shall consist of:— 
Toronto-Windsor: Canadian National via Hamilton; Canadian Pacific 
via Galt; Canadian National via Stratford. 


via Stratford; Canadian Pacific and Canadian National via 


Grand Trunk Western. 


a Tickets issued by the Pacific and tickets of other lines reading via the 

_ Grand Trunk Western-Pacific between Chicago and points on or via the 
lines of the Pacific shall be honoured on pooled and non-pooled trains by 
_ the lines of Grand Trunk Western and National via Sarnia and via Detroit- 
- Windsor and the Passenger Traffic Officers shall agree as to forms of tickets 
and shall jointly advise other lines accordingly. 


- (e) Passenger Traffic to and from Detroit and via Detroit— 

4 Tickets issued by the Pacific to or from or via Detroit, and tickets of 
_ other lines reading by the Pacific from or to Detroit, shall be honoured by 
- the National between Windsor and Detroit. 

On traffic to or from Detroit, and on traffic interchanged between the 
Pacific and its connections at Detroit, the Pacific shall retain its present 
identity, rights and privileges and shall receive Detroit divisions. For the 
handling of the Pacific traffic between Windsor and Detroit and for these 


revenue accruing between said points. 

_H. Division of Services and Expenses. 

H-1. Existing joint facility agreements at Toronto and Ottawa shall con- 
lue to govern, and fifty per cent of the pooled services using such properties 
ull be apportioned to each Company. 


B 
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rights and privileges the Pacific shall pay to the National the portion of the 


s 


Windsor as including National and Pacific (MCR) Station at Windsor 


Toronto-Sarnia: Canadian National via Hamilton; Canadian National - 


London; Canadian Pacific and Canadian National via Detroit and — : 


oan 
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On the Hamilton Joint Section a car in pool business shall be counted 
proportioning maintenance expenses as one-half car to each Company. 
r Provided that if these divisions of joint facility costs are found in practice | 
to be unfair, equitable divisions shall be negotiated. a 
H-2. Exclusive properties of either Company may be used by pooled ser 
vices as may be required without compensation other than the equalization of 
services and adjustments hereinafter provided. In the event of pooled trains” 
operated by one Company being detoured over the lines of the other Company t 
detour agreement in effect from time to time shall apply, except that the trai 
mile trackage rate and the engine mile rate shall be one-third of the standard” 
detour agreement rate. 4 


H-3. The division of services and expenses of the pooled services shall be 
such as to divide equally between the Companies the economies effected by the 
pooling arrangement. a 


H-4. For the purpose of equalizing transportation expenses pooled train | 
miles and, by appropriate classes, pooled car miles shall be equalized as far 
possible. Subject to the provisions of paragraph (8) of this section, any 
surplus shall be adjusted on the basis of out-of-pocket cost. ; 


H-5. For the purpose of equalizing maintenance of equipment expenses, 
pooled locomotive miles and, by appropriate classes, pooled car miles shall I 
equalized as far as possible, provided that sleeping car miles in Toronto-Hamilk 
ton-Sarnia and Windsor zones pooled trains operated by either Company and 
dining car mileage shall not be equalized. The locomotive miles shall be taken” 
to be the same as the train miles. Should one Company perform more pool ¢ 
miles than the other, an appropriate number of additional locomotive mile 
shall be allowed the Company having such excess car miles. Subject to the 
provisions of paragraph (8) of this section, any surplus shall be adjusted on the 
basis of out-of-pocket cost. 4 


H-6. For the purpose of equalizing interior expenses of sleeping cars m_ 
Montreal-Winnipeg and Toronto-Winnipeg zones and of parlour cars in Toronto- 
Hamilton-Sarnia and Windsor zones and in Montreal-Winnipeg and Toronto- 
Winnipeg zones pooled sleeping car miles and pooled parlour car miles operat 
by each Company shall be equalized separately as far as possible. Subject to 
the provisions of paragraph (8) of this section, any surplus shall be adjusted 
on the basis of out-of-pocket cost. Each Company shall bear the interior | 
expenses of operating its own or leased sleeping cars furnished by it for handling : 
trafic on pooled trains in Toronto-Hamilton-Sarnia and Windsor zones. | 


H-7. For the purpose of equalizing terminal expenses, such as coach yard, 
locomotive terminal, and switching expenses such expenses incurred by 
Company in connection with pooled trains at points not covered by J 
agreement shall be equalized as far as possible by units of service and by classe 
of service. Subject to the provisions of paragraph (8) of this section, any 

surplus shall be adjusted on the basis of out-of-pocket cost. = 


H-8. There shall be jointly compiled a statement of average annual tra 
locomotive and by appropriate classes car mileage and expenses of term 
services of each Company as at the date of the pooling arrangement for t 
through competitive train services to be pooled, and the difference in each it 
determined. The above units of service performed in connection with moveme 
of D.H. equipment shall be compiled in conformity with H-12. In order 
equally divide the economies between the two Companies, the proportion of # 
pool service to be rendered by each Company shall be adjusted so as to main 
these differences. 
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For the purpose of this clause, the following are agreed to as being the train 
ices in question:— 


:- (a) Toronto-London-Windsor-Sarnia— 


Train No. Between Frequency 

C.P. 19 Toronto and Windsor.. .. .. .... .. Daily 

C.P. 20 Windsor and Toronto.. .. .. .. .... Daily 

C.P. 21 Toronto and Windsor.. .. ...... .. Daily 

C.P. 22 Windsor and Toronto.. .. ...... .. Daily 

CP. 37 Toronto and Windsor.. .. .. .. .. .. Daily 

CP. 38 Windsor and Toronto.. .. ...... .. Daily 

C.P. 635 Toronto and Windsor.. .. .. .. .. .. Daily ex. Sunday 
C.P. 642 Galt and West Toronto... .. .. .. .. Daily ex. Sunday 


during period day- 
light saving time 


C.N. .15. Toronto and Samia.. .. .. .. .. .. Daily 
<a... 74, Sarnia and Toronto..... .. .... .. Daily 
pam. 2 Toronto and Sarnia... cic; .: .... Daily 
SN. 6 Sarnia and Toronto.. .. .. .. .. .. Daily 
iz feet 17+ Porauto and) Sarma... ..... =. 2...: Daily 
4 C.N. 20 Sarnia and London.. .. .. .. 2... Daily 
C.N. 16 Windsor and Toronto.. .. ........ Daily 
t CN. 9 Toronto and Windsor.. ........ .. Daily 
C.N. 117 London and Windsor... .. .. .. -. .. Daily 
! ©-N.. 10. Windsor and London... .. - .... .. Daily 
C.N. 105 London and Windsor.. .. ...... .. Daily 
| C.N. 12 Windsor and London.. .......... Daily 
4 C.N. 11. London and Windsor.. .. .. ...... Daily 
Fe C.N. 18 Windsor and London.. .......... Daily 
| _ (6) Toronto-Hamilton— 
. C.P. 761 Toronto and Hamilton.. .. .. .. .. Daily ex. Sunday 
ie C.P. 732 Hamilton and Toronto............ Daily ex. Sunday 
' C.P. 763 Toronto and Hamilton.. .. .. .. .. Daily 
ie 3 C.P. 762 Hamilton and Toronto... ..~. .. .. Daily 
' (ce) Montreal-Toronto and Winnipeg— 
f 2 C.P. 7 Montreal and Sudbury............ Daily 
4 CP. 8 Sudbury and Montreal... .. .. .. .. Daily 
1a CP. 3 Toronto and Winnipeg.. .. .. .. .. Daily 
i” C.P. 4 Winnipeg and Teronto.. .. .. .. .. Daily 
ie C.N. 1 Montreal and Werner 30> 9. >, Daily 
a C.N. 2 Winnipeg and Montreal... .. .... .. Daily 
C.N. 3 Toronto and Capreol.. .. ........ Daily 
C.N. 4 Capreol and Toronto.. .......... Daily 


ae 
Gc) BIA 646-645-648-650-649-652-651-654-653, one deadhead trip Guelph- 
4 


| #8. (e) C.N. 94-95 Sudbury and Sudbury Jet. 
96-97 


| H-9. Units of service performed in handling mail, express and other non- 
poled cars, including deadhead movements in connection therewith, by one 
/ompany for the other shall be equalized as far as possible. Any surplus shall 
adjusted on the basis of out-of-pocket cost. 
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 -10. Each Company shall bear the interior expense of dining and b 

ear service furnished by it on pooled trains and maintenance expenses of such 

dining cars, provided that if this should be found to work unfairly as compare 

with conditions at the effective date of the pooling arrangement the necessar 
adjustment shall be made to equalize the burden and advantage. b 

H-11. Units of service performed in operating extra pooled trains shall be 

eredited to the Company performing the service. 

H-12. For the purpose of equalizing road haul transportation expenses 

maintenance of equipment, interior expenses, terminal expenses, coach y 

expenses and engine house expenses all in connection with the movement 

deadhead equipment incidental to the pooling arrangements, these expenses sha 

be distributed as follows:— 

(a) Train and car mileage incurred in handling deadhead equipment 

special trains of deadhead equipment or sections of pool trains ¢ 

sisting of deadhead equipment, incidental to the pooling arrangem 

shall be charged to the pooling arrangements and the Company mak 

the same given credit therefor. 4 

(b) For the purpose of apportioning terminal wheelage expenses, locomot: 

and cars of the trains mentioned in paragraph H-12-a and the de 

head cars incidental to the pooled service in pooled trains shall 

counted as expenses of the pooling arrangements. 

(c) For the purpose of equalizing engine house expenses locomot 
despatched incidental to the trains mentioned in paragraph H- 

shall be counted as expenses of the pooling arrangements. ; 


‘ 


* 
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Hi-13. In cases where trains of one company operate over the line of 
other company and the arrangement is not covered by a joint facility ag 
ment, the party operating the train shall compensate the other for the ai 
tional maintenance expenses incurred by reason of the joint use. 

The amount and method of such compensation to be determined by ai 
ment and to be subject to revision at the request of either company at the en 


of each calendar year. 
H-14. Hach company shall bear all expenses of its News Service. 


H-15. If sections of pooled trains can be avoided by either comp 
handling on non-pooled trains through pooled channels cars ordinarily handle 
on pooled trains this shall be done by agreement and units of service in h 

.ling such cars shall be credited to the road performing the service. The : 
panies shall endeavour to handle the traffic served by a pooled train in ace 
ance with established operating practice of the company operating such t 
‘and when more cars are offered for movement on any such train than ca 
handled on pooled or non-pooled trains they may be handled in additi 
sections as has been the past practice and as may be determined by 
operating officers of the companies, provided that neither company shall 
required to operate an additional section as a pooled train for the exclust 
accommodation of express and/or L.C.L. freight traffic of the other compan 

and neither company shall operate an additional section as a pooled train 
the exclusive accommodation of its express and/or L.C.L. freight trafic. ag 

H-16. The cost of inter-station transfer of passengers and baggage resu 

from pooling arrangements, and inter-station transfer of pooled traffi 

Detroit, shall be divided equally between the two companies. i, 

H-17. The cost of inter-station transfer of express and of hai 
express at junction points shall be borne as agreed upon by the respee 
express departments, “a 
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-18. Immigration inspection and the customs examination expenses of 
Windsor-Detroit and the Sarnia-Port-Huron passenger services shall be 
by each company in the proportion established by such expenditures of 
company in the twelve months immediately preceding the effective date 
is pooling arrangement. 


H-19. Each company shall pay an equal proportion of the expenditures 
lved in making the track changes agreed upon. 


_ H-20. As soon as possible after the completion of the pool arrangement 
e statement’ referred to in paragraph (8) of this section shall be compiled 
d the terms of settlement of net balance of expenses including interest at 


per cent per annum shall be determined. 


_I. Re-routing Chicago Traffic—The gain to the Canadian National from 
: re-routing of Canadian Pacific traffic Windsor-Chicago over the rails of 
. Grand Trunk Western Sarnia-Chicago is an advantage due to this co- 
erative measure. The Joint Co-operative Committee due to probable inter- 
jonal complications has been unable to provide means, in this report, for 
litable distribution of this advantage having due regard to the increased 
rating expenses of the Grand Trunk Western and to the diminished expenses 
the Canadian Pacific incident to this traffic. The Joint Co-operative Com- 
itee would call this fact to the attention of the Joint Executive. 
J. Ticketing Facilities — 
_ 1. At agreed common points in pooled channels, the station ticket agents 
and station employees of the Company over whose line pooled train 
services are operated shall be neutral in the performance of their duties 
ee and shall give to the public full and complete information as to train 
Mf times and fares of the pooled and of the non-pooled train services of 
i each Company within and beyond the pooled channels and route 
tah passengers via authorized routes in accordance with their request. 


_ 2. The employees of the National and Pacific Passenger Traffic and City 
_ Ticket offices at Detroit and Chicago and the station ticket agents 
he and station employees at Detroit shall be neutral in respect to the 
routing of traffic in and through Pool Zones, and shall give to the 
public full and complete information in respect to train times and 
fares for the pooled and non-pooled trains in pool territory, and the 
National shall arrange that the Grand Trunk Western employees at 
Battle Creek Station and those acting for the Grand Trunk Western 
at Chicago station and employees and Grand Trunk Western trains 
shall undertake similar neutrality and similar impartial service to the 
____ public for traffic into and through pool zones. 

(38. The Company operating stations at Detroit, Windsor, Chatham, London, 
_ Sudbury and Fort William, Port Arthur, North Bay shall, if and when 
requested, provide space and adequate facilities for the sale of tickets 
by the other Company good on and via pool trains. 


. Neutrality of Pooled Train Employees. Employees of. such Companies 
ed in operation of pooled trains, and on Grand Trunk Western connecting 
, Shall be neutral in the performance of their duties and shall give to the 
Such information as to pooled and non-pooled train services of each 
any as they are able to give. 


. Competitive Traffic Beyond the Pool. Should either Company consider 
undue variation in the proportion of the revenue of the respective Com- 
eyond the pooled channels has occurred because of the pooling arrange- 
ompared with the situation prior to pooling, at the request of either 
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Company the matter shall be investigated and the necessary steps taken t 
equitably adjust the burden and advantage. i. 
M. Disturbance of Non-Pooled Intermediate Traffic. 
arrangement for co-operation between the Companies to secure mutual econo 
places an undue burden upon either Company due to loss of revenue ar 
from intermediate traffic to, from and between non-common points, or due 
necessity for rearranging train services to handle such traffic, they shall negoti 
such fair adjustments upon the request of either Company as will equita 
distribute the burden and advantage. The probable disturbance to this inter 
mediate traffic because of this pooling arrangement will result in changes i 
non-pool train services. For the present each Company shall bear the cc 
of its non-pooled trains involved. The results of this disturbance to in 
mediate traffic shall be examined and if found substantially out of bala 
such adjustments shall be made as will equitably distribute the burden an 
advantage. 
N. Liabilities. The terms to govern the settlement of liabilities for los 
damage and injury of every nature shall be left to the law Departments 
the two Companies to determine. 


©. General Provisions. If in practice this arrangement for co-opera 
between the Companies to secure mutual economies does not make and main 
an equitable division of the economies resulting from the pooling arrangemem 
they shall negotiate such fair adjustments upon the request of either Company 
as will equitably distribute the burden and advantage. & 


P. Settlement of Balances. Any balances of excess service accruing 3 
either Company at the end of each calendar year may be credited again 
balances which may have accrued to the other Company from other passe 
service pooling arrangements. 

Q. Limiting Date for Adjusting Balances. In order that it will be neces al 
to review ticket reports once only, the detailed study to determine the 
division of revenues shall be deferred until the extent of probable final poo 
areas has been agreed upon, but the determination of the basis for the equitabl 
division of services, revenues and expenses in accordance with the provision 
of this report and the retroactive adjustments between the Companies shall 
completed by December 31, 1935. 


R. Term of Agreement. This agreement shall remain in force for a perio 
of one year from its effective date, subject to termination upon sixty d 
prior notice in writing and if not so terminated at the end of one year fro 
effective date shall continue thereafter in force, subject at any time to terminati 
upon one year’s prior notice in writing. a 

S. The Operating, Traffic, Accounting, Law and Express Officers of t 
respective Companies shall be instructed to meet to draft the agreement, 1 
agree on schedules, advertising arrangements, necessary application to Boa 
of Railway Commissioners, advice to employees and all other details. a 


? 
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May I add just a word in reference to line abandonments. 
derstand, under consideration a fairly extensive program of line abandon- 
S$ in your own non-competitive territory. The Canadian Pacific also have 
ines in its exclusive territory under consideration for abandonment, and 
ing to submit these to your Company when your own program has been 
ined, with a view to each Company making application to the Railway 
ission at approximately the same time. It is also willing to expedite 
eration of those lines the abandonment of which requires joint action 
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Montreay, July 138, 1934. 


_ Dear Mr. Futterton,—At a meeting of the Canadian Pacific Directors held 
the 6th inst., consideration was given to the policies to be followed by this 
pany in respect to Co-operative measures, especially in the light of the action 
the Government in withdrawing the Telegraph and Express Bills. 
_ The Canadian Pacific Directors are of the view that the recent action cannot 

tt have a retarding influence on the efforts of the companies to effect economies, 
constituting as it does a negation of the theory of the legislation of 1933, which 
ms the basis of efforts toward joint economies first recommended by the 
Commission and subsequently approved by Parliament. 
_ After very full discussion of the matter, I was requested to write you and 
dicate that in their opinion the action of the Government should not interfere 
investigations initiated by the companies and that these should be prosecuted 
the hope that agreements may be reached in ample time to permit of the bills 
ing reintroduced into Parliament at the next session which, conceivably; may 
‘held before the end of the present year. You will recall that the principal 
sason given for the withdrawal was that the companies had not concluded their 
Tegussin and that there was, therefore, no urgency for parliamentary action. 
her influences were undoubtedly exercised, with which you are no doubt 


The Canadian Pacific Directors have also given consideration to other 
sures of economy now being studied by our committees. I enclose four copies 
emoranda of the questions which are under review and the present position 


I have now received a memorandum prepared by the Canadian Pacific 
ction of the Joint Co-operative Committee under date of the 11th inst., sum- 
izing the points of difference between the two sections in respect of the pooling 
ngements west of Toronto and in the Transcontinental (east of Winnipeg) 
ices, four copies of which are enclosed. My own consideration of this 
randum has led me to conclude that second only to the question of economy 

of public convenience, and that when the latter is protected or increased 
may expect a much more ready acceptance of our proposals by the public and 
arliament. Equitable distribution of burden and advantage is, of course, 


You have, 


“ the enclosed data, I would like to have a meeting of the Joint Executive C 


: during most of next week. 


na 
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When you and your co-trustees have had an opportunity of ‘con de 
mittee if possible during the week of July 23. I will be absent from Mon 


I shall appreciate hearing from you at your convenience 
Yours very truly, 


(Sed.) E. W. BEATTY, | 
Chairman and President, 
Memorandum for the Chairman and President: q 


The Joint Co-operative Committee so far has been unable to reach agree- 
ment in regard to pooling of west of Toronto and Transcontinental (east 
Winnipeg) services, and unless one or other section of this Committee is a 
to withdraw from the position it has taken, only a disagreement report ¢ 
be submitted to the Joint Executive. The Canadian. Pacific Section, therefo 
is submitting this memorandum with a view to securing such instructions as 
Executive may wish to give in regard to the matter. 

A short history of co-operative pooling of passenger trains may be 
assistance. 4 

Due to the existence of Union Stations at both Ottawa and Toronto the 
pooling of Ottawa-Toronto night passenger trains had been under consideration 
for many months prior to the formal undertaking of co-operation between 
railways in December, 1932, and one of the earliest objects of the Joint 
operative Committee was to bring this about. The night mail service req 
that this pooled train service be. operated over Canadian Pacific tracks 
Peterborough. In order to secure an equitable distribution of burden 
advantage the Canadian Pacific Section agreed that there should be an 
setting pool to be handled by the Canadian National. Under Joint Co-opera 
Committee Report No. 4, of March 7, 1933, pooling of the through Ot 
Toronto trains under Canadian Pacific operation and of the fast afte 
Montreal-Toronto trains under Canadian National operation was made effec 
April 2, 1933. Although this report provided that the fast afternoon p 
trains should use Windsor Street station in both directions, it became 
sary for the Canadian Pacific, in order to get the recommended pooling | 
effect, to agree that the westbound train would depart from Windsor 
station and that the eastbound train would arrive at Bonaventure station. 


these areas. The Canadian National management, although stating th 
proposal was generally fair and acceptable from a railway point of view, dec: 
that they could not adopt it at that time. t 

A general survey of possible pooling in Eastern Canada was then mad 
the Joint Co-operative Committee. In addition to the pooling arangem 
now in effect this included Montreal-Boston, West of Toronto and Trans 
tinental services, and led to the conclusion that such pooling was dep 
upon the method of using the passenger stations of the two Companies 
Montreal. As even the limited pool would not have been possible witho 
Union Stations at Ottawa and Toronto, and as a Union Station exis 
Quebec, the Canadian Pacific Section considered that all pooled train 
all principal connecting trains at Montreal should be based upon W. 
Street Station, thus making use of the better of the two major stations, 
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-operative Committee, pending further consideration of the Montreal 
rminal situation, to submit a report covering an extension of the original 
001 to include Montreal-Quebec and the balance of the Montreal-Toronto and 
Mtawa-Toronto trains, with the Montreal-Quebec trains (except Canadian 
Yational Maritime services) and the fast afternoon and the Canadian Pacific 
i Montreal-Toronto trains based upon Windsor Street Station, and with 
ic ion. operative Report No. 28, of January 31, 1934, 
: ‘hich was made effective March 11, 1934, was submitted accordingly. This 
ise of the Montreal stations has resulted in disadvantage to the public due 

substantial increase of interchange between the pooled Toronto and non- 
led Canadian National trains using Bonaventure Station and the pooled 
ebec and non-pooled Canadian Pacific trains using Windsor Street Station, 
of which would have been avoided had the Canadian Pacific view in regard 
the use of Windsor Street Station as a joint station been made effective. 
The Joint Executive on January 9, 1984, also agreed to instruct the Joint 
-operative Committee to submit a report covering the pooling of the Mont- 
l-Vaudreuil Suburban services, the trains to operate from and to Windsor 
eet Station. After exchanges of draft reports, the latest of which was sent 
) the Canadian National Section by the Canadian Pacific Section under date 
( February 2, 1934, no action resulted until two months later, when the 
anadian Pacific Executive was advised by the Canadian National Executive 
, this service should not be pooled at that time. 


treal-Vaudreuil Suburban services, should be undertaken prior to agree- 
4 upon the use of a single station in Montreal, the Joint Co-operative 
mittee was instructed to study pooling of West of Toronto and Trans- 
unental services. For the Canadian National a West of Toronto pool 
ud have many advantages and apparently few disadvantages. It would 
ve them control of the Chicago business of the Canadian railways and would 
ib remove a single train mile from Canadian National tracks. For the 
Mmadian Pacific, however, it would have no advantage other than economy 
| Passenger train miles, and would have the disadvantage of practically 

‘oying Canadian Pacific identity in this territory by cancelling approx- 
tely 400,000 Canadian Pacific passenger train miles, and transferring over 
) Canadian Pacific passenger train miles to Canadian National tracks. These 
lations and transfers would eliminate Canadian Pacific passenger trains 
on-Windsor, and substantially reduce Canadian Pacific train service 
ito-London. In addition to these disadvantages some of the difficulties 
the Canadian Pacifie were:— 


(a) The elimination of Canadian Pacific passenger train services on its 
> own tracks with its own trains in one of the most important traffic 
territories in Canada, severing its long established direct connections 
_ through the Detroit Gateway to the important traffic centres in the 
Central, Southern and Western States; 
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(b) The elimination of recognized Canadian Pacific stations at L 
Chatham, Windsor, Detroit and Chicago, and the transferring of 
Canadian Pacific passenger train traffic to the corresponding Canadi 
National stations; * 

(c) The effect of such eliminations and severances upon Canadian Paei 
freight traffic interests in the intermediate territory served throu 
the Detroit Gateway; a 

(d) The necessity of revision of the Canadian National-Pullman contra 
to permit of pooling Canadian Pacific and Pullman sleeping car t ‘af 
and revenue Montreal-Detroit-Sarnia and the operation of Canadian 
Pacific sleeping cars in through service to and from Chicago; | 

(e) The necessity of severing contractual relations with the Michigan 
Central for passenger service ‘between Montreal-Toronto-Detroit- 
Chicago which, in the absence of mutual arrangement to the contrary, 
would require six months’ notice; 1 

(f) The effect of the cancellation of the passenger traffic contract upon 
freight interchange with the Michigan Central; . 

(g) The effect upon the important Canadian Pacific Steamship interests 
which must seek development from traffic to and from points | 
Western Ontario and in the Central, Southern and Western states 
if the passenger’s direct contact with the steamships through th 
distinctive Canadian Pacific service were broken by the use of Cana 


dian National trains and stations. 


As it appeared to be impossible to find an equitable distribution of b det 
and advantage in pooling west of Toronto only, but as it was thought that 
might be found by ‘nelusion of the Transcontinental services, these areas Wer 
coupled in the studies by the Joint Co-operative Committee. : 

For more than six months past every effort has been made to complete % 


sub-committees, 


A. The method of balancing burden and advantage in so far as train cancellation 
and labour displacement are concerned. 4 

The Canadian National originally proposed :— 

(a) That the Canadian Pacific operate certain pooled trains London 
Windsor over Canadian National tracks; 4 

(b) That the Canadian National operate the Montreal-Winnipeg poole 

trains Ottawa-North Bay over Canadian National tracks; 7 

(c) That the Canadian Pacific operate the Toronto-Winnipeg pooled tram 

Toronto-Bala Park over Canadian National tracks; and . | 

(d) That the Canadian National operate as a part of the pooled Montrea 

Winnipeg service a train Montreal-Ottawa over Canadian Nation! 
tracks. i 

If the Canadian Pacific will agree to the operation of the Montreal-Ottam 

service in (d) the Canadian National will handle the London-Windsor trains 

(a) and agree to the Canadian Pacific operating on its own tracks the servi 
listed in (b) and (c). ; 

(a) and (b) The Canadian National position is that the operation by 

Canadian Pacific of trains London-Windsor over Canadian N. 

tracks and by the Canadian National Ottawa-North Bay over 

dian National tracks would aid the Canadian National labour si 

by distributing labour displacement among several promotion dist 
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and might be of similar advantage to the Canadian Pacific, and that 
_ operation of Canadian Pacific trains over Canadian National tracks 
London-Windsor would be a step in the direction of line abandonment 
by the Canadian Pacific, as suggested, Woodstock-Windsor. 

The Canadian Pacific position is that due to existing agreements 
Canadian Pacific labour cannot operate over Canadian National tracks 
London-Windsor, and that the track abandonment study Woodstock- 
Windsor has not yet advanced to a point where it can be considered in 
determining action to be taken in connection with pooling. 

The Canadian National position is that to operate over Canadian 
National tracks Toronto-Bala Park would save extra train sections by 
reason of more favourable grades. 

The Canadian Pacific position is that the difference in extra 

sections involved Toronto-Bala Park is negligible, being estimated at 
only 2,000 miles per annum, that the Canadian Pacific tracks have 
heavier rail and better ballast, are better maintained and are the more 
suitable for passenger trains, that the use of the Canadian Pacific line 
permits of Western connections at West Toronto and serves local traffic 
at both Parkdale and West Toronto, and that such use would allow 
further economy by permitting the Canadian National to reduce its 
maintenance standard Toronto-Bala Park. 
The Canadian National position is that the operation of a leg of the 
pooled transcontinental service by the Canadian National Montreal- 
Ottawa is essential to it for its express fish traffic, its Maritime, Boston 
and New York connections, and to protect its traffic beyond Montreal 
and Winnipeg, that the Canadian Pacific cannot make the present time 
of two hours and fifteen minutes on its line Montreal-Ottawa with the 
single pooled train it proposes, and that to operate the pooled train as 
one train out of Montreal would involve so many additional train 
sections on the Canadian Pacific that the regular operation of a 
Canadian National train from Bonaventure would be justified. 

The Canadian Pacific position is that discussion should be had with 
the railway express agency to see if an arrangement could be made to 
give the Canadian National the same net revenue as at present from 
the express fish traffic if it moved via Windsor street station instead of 
ae Bonaventure station, that any disturbance of the “ beyond” business 
-___ resulting in advantage to the Canadian Pacific could be taken into 
hate consideration in connection with business transferred from the Michigan 

nh Central west of the Detroit river, than the Canadian Pacific can make 
two hours and forty-five minutes or less Montreal-Ottawa with the 
pooled train and that this is no more time than would be required 
under the present schedule plus switching time at Ottawa if the 
Transcontinental trains east of Ottawa were based on both Windsor 
street and Bonaventure stations, that the second section miles Montreal- 
Ottawa, as jointly estimated, are less than 20,000 per annum as compared 
with approximately 90,000 per annum involved in a regular Canadian 
National train, and that to have a pooled train based upon both Windsor 
street and Bonaventure stations would involve additional cars in the 
consolidated train beyond Ottawa, thus reducing the car mile economy 
and increasing second section operation beyond Ottawa, and would also 
result in confusion and inconvenience to the public. 


The Use of Montreal and Winnipeg Stations 


e Canadian National would not agree to the original Canadian Pacific 
osal of July, 1933, that the Canadian Pacific stations at both Montreal 
-§ 
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and Winnipeg be used by the pooled Transcontinental trains. As a comp 
~ the Canadian Pacific offered in February, 1934, to route its pooled Tra 
tinental trains via the Canadian National Winnipeg station, if Windsor s 
station only were used by this pooled service at Montreal. The Cans 
National have not agreed to this compromise. They have stated that 
stations must be used in Montreal, but that they are willing to consider ro 
the pooled trains via the Canadian Pacific station at Winnipeg. a 

The Canadian Pacific section considered that the pooled Transcontinen 
services should be based upon Windsor street station at Montreal and upo 
Canadian Pacific station at Winnipeg. In its opinion this is the only method 
handling the pooled Transcontinental services with convenience to the pub 
econnomy of train and car miles and equalization of load between pooled 
Sudbury-Winnipeg. It considers that any burden on the Canadian Na 
by its use of these Canadian Pacific stations is negligible in comparison Y 
the Canadian Pacific burden by its use of Canadian National trains, tracks” 


facilities in practically all Montreal-Chicago service. 


C. Substitute Mileage . 
The Canadian National argue that they alone in this proposed pooli 
arrangement suffer by the withdrawal of trains Montreal-Sudbury and Toro: 
Sudbury. They state that in these territories local trains will have to be oper 
more frequently than at present to provide for local traffic now handled on th 
trains proposed to be cancelled. They claim that the expenses of these train: 
which reduce their net economy must be a charge to the pool. 
The Canadian Pacific has contended that each company should bear its ¢ 
burdens in connection with its local traffic as one of the indirect result 
pooling and that neither company should become involved in the non-po 
local services of the other. The Canadian Pacific section believes that over 
entire pooling area the burden of dealing with local traffic is substantially 3 
balance, but has expressed willingness to examine the facts to determine if 
is the case. “a 
D. Passenger traffic diverted from Michigan Central to Grand Trunk Western. 

The Canadian National agree that there is an advantage to them from th 
diversion of passenger traffic from the Michigan Central to the Grand T 
Western due to the pooling arrangement, but state that this is a colla 
advantage outside of the main issue which should be borne in mind as it canne 
be paid for directly. They claim that it is not possible to determine definitely 0 
amount of this advantage and that, in any event, for fear of international 
plications they have been unable to determine any means of equitably distrib 
this advantage. a 

The Canadian Pacific considers that this is an advantage which, under @ 
Canadian National-Canadian Pacific act, 1933, must be equitably distributed an 
that an agreed value for this purpose can be determined. 

Although there are still numerous relatively minor points of difference 
solved by the Joint Co-operative Committee, it is believed that with a soluti 
the fundamental points of difference outlined in “A”, “B”, “CO” and “D” ama 
with few, if any, points of dissent can be prepared, leaving to the Joint Ex 
for decision such matters only as fall without the scope of the Joint Co-op 
Committee. The Canadian Pacific Section, therefore, requests such instructiol 
as its Executive may wish to give in regard to these major points. q 


(Sed.) JOHN E. ARMSTRONG, 


Chairman, Canadian Pacific Section 
Joint Co-operative Committee. — 


Montreal, Que., 
July 11th, 1934. 
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aa Montreau, July 16th, 1934. 

V. Bearry, Esq., K.C., 

rman and President, 


dian Pacific Railway System, 

ontreal, Quebec. 

ear Mr. Beatty: 

_ Ihave your letter of the 13th instant. 

_ Ican see no reason why the studies in connection with the Telegraph and 
Express matters should not be proceeded with. 

_ With reference to that portion of your letter which deals with extension of 
assenger train pooling and the memorandum from the C. P. Section of the Joint 
0-operative Committee asking instructions from the Canadian Pacific Executive 
nclosed therewith; on perusing this memorandum it does not seem to me desirable 
hat the Joint Executive Committee, should deal with the matter until the Joint 
Co-operative Committee has reported either in agreement or dissent. 

_ Iam advised by the C. N. Section of the Joint Co-operative Committee that 
t the last Co-operative meeting held July 10th, an impasse having been reached 
le C.P. Section requested time to consult with the Canadian Pacific Executive 
s to the points of difference between the two sections before reporting dissent. 

I may say I am fully informed as to the compromise proposal which the 
Canadian National section is willing to agree to and it is quite impossible for the 
anadian National to make any further concessions in the proposed pooled train 
ervices. If the C.P. cannot agree to this compromise in its fundamental, a joint 
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dissent report to the Joint Executive should form the basis for further negotia- 
‘ions, but I think you will agree it is not desirable to discuss in the Joint Executive 
an ex-parte statement of the difficulties. 

! If it is your desire to have a meeting during the week of J uly 28rd this will 
be quite satisfactory to us, and any matters properly on the agenda can then be 
sonsidered. 
ie Yours faithfully, 

ie (Sgnd.) C. P. FULLERTON, 
| Fi Chairman. 
il ae 
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On Ling, July 19th, 1934. 


) 


Hon. CP. Fututerton, K.C., 

Chairman of Trustees, 

ie Canadian National Railways, 
Montreal, Quebec. 


Dear Mr. Futterton,— — 
ip Referring to your letter of the 16th instant. 


io I am glad you agree that the Telegraph and Express matters should be 
roceeded with and I trust that you also agree with my suggestion in regard to 
Clusive and joint line abandonments. 
_ The Canadian Pacifie section of the Joint Executive Committee considers 
hat progress may be made of the present situation in regard to all co-operative 
heasures if jointly considered. With this in mind, copies of a memorandum in 
egard to such measures were enclosed with my letter of the 13th inst. 
This general review should quite properly include discussion of pooling of 
ssenger trains, and for your information I enclosed copies of a memorandum 
1 connection with the current studies. I did not intend that you should under- 
that discussion was in any way to be limited to this pooling memorandum. 


opinion the problems confronting us jointly go much beyond this in scope. 
—8t 


4 


: a meeting for that purpose during the week of July 23rd. 


es i 
Tam unable to see why a Joint Executive Committee meeting should 
consider now the matters referred to in my letter to you, and I should like to 


Yours very truly, 


(Sgnd.) E. W. BEATTY, a 
Chairman and President. — 


Montreau, July 23rd, 1934. — 
E. W. Bearty, Esq., K.C., ) 
Chairman and President, 
Canadian Pacific Railway Co. 
Montreal, Que. 
Dear Mr. Brarry,—lI have your letter of July 19th. 
We shall be pleased to deal with any co-operative matters at the next meeting 
of the Joint Executive Committee which can be profitably discussed at that tim 
I think it would be desirable if you would furnish me, in advance, with a li 
of the specific matters which you wish to touch on, as I do not find your letter 
of July 13th sufficiently explicit in that regard. q 
I must say, however, a discussion in the Joint Executive of the difficulties 
which the Joint Co-operative Committee have encountered in working out 8 
pooling arrangement for West of Toronto and Transcontinental services would be 
fruitless at this time. The most expeditious and satisfactory measure of handling 
this matter will be to get a joint report from the Joint Co-operative Commit 
either in agreement or dissent. The report may then be dealt with by the Join 
Executive Committee. a 
I am sorry that I will not be available for a meeting this week, but suggest 
Tuesday, July 31, in the afternoon. i 
Yours faithfully, : 
(Send.) C. P. FULLERTON, ~ 
Chairman 
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CANADIAN PACIFIC RAILWAY COMPANY 


MontreEAL, October 9, 1934. — 
Honourable C. P. FULLERTON, "ag 
Chairman of Trustees, 
Canadian National Railways, 
Montreal, Que. 


Drar Mr. Fuutrrton,—lI enclose herewith copy of memorandum prepares 
by the Canadian Pacific Section of the Joint Co-operative Committee, whi¢ 
am assured, correctly outlines the position of the various line abandonm 
questions referred to that Committee. These, I understand, comprise som 
the subjects you would like to discuss when the Joint Executive Commi 
meets. 

I might add, by way of explanation, that of the line abandonments - 
have been reported upon by the Joint Co-operative Committee (Clause 1 ¢ 
the memorandum) Report No. 15, Estevan-Bienfait, recommending a 
abandonment, Reports Nos. 25, St. Johns-Farnham, 30, Bala-Wanup, and 
Grand Falls-Edmundston, recommending abandonments, and Report No. 2 
Linwood-Listowel, recommending that these lines be dealt with when_ the 
principles for territorial abandonment (Clause 7) have been settled, have bee 


; ue eee sys? Ee 

Wiis aa VAY ») : 299 

roved by the Joint Executive Committee. Report No. 29, Arnprior-Egan- 
has not yet been. approved by your Company. ; 

hope to be able to indicate, when we confer, the position of our own 

stigations respecting Canadian Pacific line abandonments in non-competi- 

territory. I would naturally appreciate if you would let me have a 

orandum of the matters, which from the standpoint of your Company, 

Id, in your judgment, be taken up at the next meeting. 

_ After careful consideration it has been decided by our Executives that 

is Company cannot agree at the present time to proceed on any basis heretofore 

ggested with a pooling West of Toronto which would involve the severance of 


present satisfactory arrangements with its connections for the handling of 


ing would have on the Company’s rail and 
The difficulties in the way of reaching a m 
regard to pooling West of Toronto and in Transcontinental (East of Winni- 
g) passenger train services appear at present to be insurmountable and, under 


e circumstances, in my opinion no useful purpose will be served by our con- 
adering them further. 


steamship interests. 


Yours very truly, 
(Sgnd.) E. W. BEATTY. 
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JOINT CO-OPERATIVE COMMITTEE ; 


if Report No. 37 
70 the President, Canadian National Railway Co. 


‘0 the Chairman and President, Canadian Pacific Railway Co. 
Executive Allotment No. 1 


Extension of pool of passenger trains 
Montreal-Boston day and night services 


4 (1) That the Montreal-Boston day and night passenger train services of the 
ie two companies be pooled, 


(2) That the resulting services be designated and advertised as “ pooled 
trains”’. 


port for the United States Federal Co-ordinator of Transportation: 

_ Aspecial committee of representatives of the Canadian Pacific, the Canadian 
mal, the Central Vermont, the Rutland and the Boston and Maine, under 
‘Chairmanship of Mr. J. W. Smith, Vice-President and General Manager of 
Boston & Maine, after making a study of the Montreal-Boston passenger 


tal Vermont-Boston & Maine and the Rutland-Boston & Maine, reported — 
‘date of April 5, 1934, to Mr. M. W. Clement, Chairman, Operating Com- 


e, Hastern Region Railroads for the United States, Federal Co-ordinator of 
sportation, that,— 


The final decision of the committee, as a result of the study made, 
is that it is impracticable at the present time to co-ordinate, or place in 
reciprocal relation, the existing services because of the widely divergent 
» intermediate territory served by the existing through trains and through 


equipment on each of the three lines between Montreal and Boston. 
ss 


ec to and from Chicago, because of the seriously detrimental effect such 


utually satisfactory arrangement 


Mm services via the Canadian Pacific-Boston & Maine, the Canadian National- 


Action Recommended 
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Dissent REPORT ; 


CPR. Section Joint Co-operative Committee—The Canadian Pacific Sec 
considers that if conditions should so change in the United States as to warr 
the Federal Co-ordinator of Transportation approving of pooling the Un 
States portion of the Montreal-Boston passenger train services of the Canadi 
Pacific and Canadian National, pooling of these services should be reviewed. It 
also considers that if it becomes possible to base the Montreal-Boston passengel 
train services of the Canadian Pacific and Canadian National, and their con: 
necting trains at Montreal, on one Station at Montreal, the pooling of these 
services should be reviewed, as it believes that it would be possible, under suchy 
conditions, to secure economies in these services which would warrant requesting 
reconsideration of the report to the Federal Co-ordinator of Transportation. 

C.N.R. Section Joint Co-Operative Committee—The Canadian National 
Section considers that the feasibility of the pooling of competitive Montreals 
Boston passenger train services does not turn upon use of one station ‘at 
Montreal, and holds on the contrary that so far as terminal arrangements are 
concerned, the use of two stations at Montreal for the pooled services is quite 
feasible. If conditions should so change in the United States as to warra 1 
the Federal Co-ordinator approving of pooling the US. portion of the services 
the pooling of the Canadian portion of the services would, in the opinion of the 
Canadian National Section, automatically follow. 4 

It is jointly recommended that further consideration of pooling of the 
Montreal-Boston passenger train services of the Canadian Pacific and t 

Canadian National be deferred until such time as some change in conditions will 
permit a satisfactory solution of the problem. 


(SGND.) S. W. FAIRWEATHER, (SGND.) JOHN E. ARMSTRONG, 
Chairman, Canadian National Section. Chairman, Canadian Pacific Section 


Montreal, December 3, 1934. 


EXHIBIT No. 41 | } 
Report by Mr. S. W. Fairweather submitted to Royal Commission on Railwa’ 
and Transportation, 8 December, 1931, re possibilities of co-operative ' 
of facilities as between C.N. and C.P. Rys., and proposal for creation 
of budgeting and planning commission. 4 


WESTERN Tour, 
En Route, Ottawa-Vancouver, 


Tunspay, December 8, 1931. 
TRAIN CONFERENCE ¥ 


Following his presentation of the economic possibilities of consolidation 
the Canadian National and the Canadian Pacific properties and services 
Fairweather read to the Commissioners the following study he had mad 
Sir Henry Thornton, about November 30th last, of the possibilities of co-opera' 
use of facilities as between the two companies. At the conclusion of his 
Mr. Fairweather expressed the belief that economies of at least $35,000,000 
of a total combined expenditure of $650,000,000) could be achieved, wh 
the same time, preserving a helpful measure of competition. Mr. Fairwea 


paper follows: 

The Canadian railway problem, serious as it appears, should be viewed 1 
the proper perspective. Despite the troubles which presently afflict then 
railways of Canada continue now, as in the past, to furnish transportation 4 
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cost and as high in quality as anywhere in the world. This record, when 
in the perspective of low traffic density, as well as climatic and economic 
icaps, indicates that there can be little wrong with them in an organic sense. 
da is a country of magnificent distances. Cheap transportation is a vital 
rement, and Canada enjoys at the present time practically the cheapest 
y of transportation in the world. The fact that railway rates fail to adequately 
ovide for interest on invested capital in these abnormal times is a situation 

mon to practically all railways on this continent, and is not at all peculiar 
0 Canada. The further fact that the capital structure of the Canadian National 
always has embalmed within it all the mistakes of prior managements, which, 
o the normal course of events, could have been sloughed off by recelverships, 
s has been done in other countries, seriously distorts the financial results, and 
lerefore presents a false picture of the operations. 


The chief factors in the present railway problem of Canada are:— 


i (a) The present world-wide depression. 

_ (6) Too great an expansion of railway construction in recent years. 

_ (c) The presence of subsidized competitive water transport. 

s (d) The growing importance of highway transport and its tendency towards 
a uneconomic competition with the railways. , 
(e) An over emphasis upon the quality of passenger and hotel services. 

_ (f) An archaic rate structure complicated with statutory fixed rates. 


_ The pressure exerted by the present long continued and world-wide de- 
ression has served to bring forcibly to attention the weakness of Canadian rail- 
ays. Their strength in continuing to furnish adequate and extremely cheap 
‘ansportation is apt to be overlooked. This is a basic fact of which all Cana- 
ians should be proud. It is, however, true that railway transport in Canada 
as been made more expensive than necessary by a too rapid expansion of rail- 
‘ay building, in some cases directly competitive, and by unwise competition in 
assenger traffic hotel services, which are notoriously unprofitable. 
__In the present economic crisis, it is doubly necessary that Canada should 
eep her basic transportation costs to a minimum, and there is, therefore, geod 
istification for examining the present situation to see what can be accomplished. 
he capital invested in railway construction and facilities must be viewed as 
xed. The money has been spent, and it cannot be recalled, and therefore 
tention should be directed to ensuring the maximum of operating economy. 
n this score, consolidation of the Canadian National and Canadian Pacific 
ailways into one operating unit would, on the surface, appear to be the best 
ay of accomplishing this, since at one stroke all forms of wasteful competition 
ould be immediately eliminated. A preliminary study has been made of the 
ri effect of consolidation, and it appears as if a saving of fifty millions of 
lars per year might be accomplished. This is a large sum, but again it is 
ll to view it in the perspective of the whole problem. 
_ The total cost of rail transportation in Canada is about five hundred million 
lars per year, and the prospective saving is, therefore, ten per cent, but the 
| transportation bill of Canada, including railway, road and water transport, 
lose to one billion, seven hundred and fifty million dollars per year, and 
red in this perspective, the fifty million dollars per year on railway transporta- 
| account is less than three per cent. It might well be asked whether for 
l economy of three per cent of Canada’s transport bill, it would be desirable 
. a the destiny of the railways in the hands of a monopoly with the attendant 
er of inefficiency, lack of initiative, and “the public be damned” attitude, 
| would naturally follow, and when to this is added the danger of creating 
body of electors with a common interest, it is quite probable that greater 
s would be created than those which would be solved. 


| 


i 


SPECIAL COMMITTEE 


Vee Bg an 
¥ i } 
e 


On the other hand, it would appear as if the major factor which ha: 
duced such adequate and low cost transportation in Canada has arisen fro 
~ competition between the railway systems. Canada is quite unique amon 
countries of the world in having two interlacing railway systems serving ¢ 
petitively every important centre in the country. Canada has enjoyed the 
measure of the benefits of competition, and if on the passenger and hotel sid 
it has led to unwise expenditure with emphasis upon luxurious service, it is non 
the less true that on the freight traffic side it has provided a high standard 0 
service at extremely low cost. i 

The most logical solution of the problem would be to preserve the spirit 
competition in the field where it has proved so effective and to eleminate it 
the field where it has proved pernicious. Add to this general principle thi 
co-operative use of facilities where competition is not disturbed and costs cal 
be reduced, and the result will be that practically all of the benefits of co 
solidation will have been achieved, without the risks attendant upon monopoly 


These principles might be applied somewhat as follows:— q 


Passenger Service q 

Organize a passenger transport company to handle all passenger business 
the Canadian National and Canadian Pacific Railways. This company w 
own all passenger train car equipment and station facilities used exclusivel 
passenger business. It would determine the quality and quantity of ser 


new company and would be paid for the transport of cars at a figure as. 
the actual cost as could be arrived at, the total car mileage being equally div 
between each system. The profit or loss at the end of the year would 
divided equally. This proposal has the advantage of completely eliminatin 
destructive competition in passenger service. The public would be protec 
against unfair service on account of highway and air transport, and in trans 
continental service by competition afforded by United States railways. 4 


Pacific Coast Steamships 


provided for passenger train equipmen 
be a subsidiary of the passenger transport company. A careful survey woul 
probably indicate that a number of the boats should be disposed of. 


Hotel Service 


has led to an over emphasis upon quality of service, with the result that. 
investments in hotels are largely unremunerative, It is suggested that a 
company be organized to consolidate the hotel activities of both hotel sys 
that drastic economies be put into effect, and that, when a favourable opportunity 
presents, the investment of the railway in hotels be liquidated. ¥ 


T elegraphs 
Each railway system owns and operates a telegraph system. This W 
natural outgrowth of the necessity of a telegraph for railway operation | 
country so sparsely settled that a telegraph company as such could not 
to operate. The commercial activities grew up as a side line, and from 
point of view were and still are profitable. While economies from a consoli 
would not amount to anything substantial in money, it is true that both tel 
systems are experiencing keen competition from the Bell Telephone Com 
and since no competitive principle is sacrificed, it is recommended tl 
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‘age services be ianeolilated: with a view to meeting MO, effectively the 
petition of the Bell Telephone Company. 


repress Service 

_It might be anticipated that what has been said on passenger service would 
pply to the express service, especially in view of the consolidation of express 
rvices in the United States. The express service in Canada is in reality a 
cialized high speed freight service, and in all probability will be the most 
ctive weapon of the railways in meeting highway competition. It would 
ar unwise to consolidate the express services without a consolidation of the 
ight services, and the latter has already been disposed of as an unwise step. 


_® 


reight Service 

_ Although the consolidation of freight services would be unwise, no oppor- 
inity for economy through co-operation should be overlooked, and there are a 
umber of instances where co-operation would effect substantial economies. 
me of these are:— 


(a) Make all freight terminals at the larger centres joint facilities. Among 
those might be mentioned are Montreal, Toronto, the Lakehead, Winni- 
peg, Saskatoon, and Vancouver. It is ‘not contemplated that separate 
companies be ‘organized, but simply that each terminal be a joint 
facility under a joint superintendent, and that the terminal equipment 
and facilities be pooled. In addition to permitting a fairly substantial 
immediate economy, the public would receive a benefit in that inter- 
Ft switching would be universal, and the full service of either railway 
system would be available, instead of as at present be limited by inter- 
switching at exclusive zones. A further large economy would be possible 
by the application of capital for the construction of really efficient 
terminals. Money so invested would yield a return of at least twenty- 
y five per cent per annum. 
_ (b) Make an arrangement for the blanket waybilling of traffic of each 
it railway over the other where an economy would result, each railway 
to retain the gross revenue of its own traffic and settlement for service 
to be made through the medium of a clearing house, dealing in equated 
gross ton miles,—balances to be worked out in service or adjusted in ~ 
cash. There are certain sections in Canada where the application of this 
principle would result in substantial economies by avoiding an out of. 
line haul to retain gross revenue, or the hauling of traffic over an inferior 
parallel line for the same purpose. In periods of traffic congestion, the 
system of blanketing the traffic would also afford considerable relief. 
Provide for joint operation over lines where duplication exists, thereby 
permitting a substantial reduction in service on, or the complete aban- 
a donment of, the other lines. 
_ (d) Establish an arrangement for the interchange of locomotives and car 
‘ equipment designed | to minimize empty car mileage and foreign car per 
tk diem payments. and investment in locomotive equipment. 
ie ©) Among other minor items are:— | 
1. Co-operation in the lake and rail business. The Canadian National 
to use the Canadian Pacific boats between lower lake points and 
the lake-head, and the Canadian Pacific to use the Canada Atlantic 
Transit Company to United States points. 
2. Abolition of affiliation with Car Consolidating Companies and the 
strict limitation of the practice of the tariff requirements. 


3. Co-operation in interchange of traffic with foreign lines. 


4. Some reduction in competitive service on parallel branch lines serving 
the same territory might be effected. 
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Miscellaneous. ; ay 

Other opportunities for substantial economy would result from co-oper 
in advertising, especially the use of the radio, and in the activities of cer 
departments which are more properly governmental than railway in scope, such 
as Natural Resources, Colonization, Agriculture and Immigration. These 
departments might well either be consolidated or completely abolished and thei 
activities absorbed by government departments. y 

Properly carried out, the above suggestions would result in very substantial 
economies, approximating those which might theoretically result from complete 
consolidation without the attendant dangers of monopoly. To round out the 
situation, however, it is necessary to deal constructively with highway and 
water transport. Water transport on a subsidized basis has been very active 
in Canada and is to a considerable extent directly competitive with railways. 
Vast amounts of money have been expended upon canals, channel improvements, 
and harbour facilities, and those facilities are in general made available without 
a specific charge on the traffic, the cost being absorbed in the general tax rate 
Water transport will be further intensified when and as the great waterways 
are constructed. Although not a present pressing problem, in that it has been 
a continuing factor, the equity of this competition must be fairly questioned: 

Highway transport is a new development and the full scope of its activity 
sn an economic sense has not yet been determined. It would appear, however, 
from basic considerations, that as a passenger facility highway transport is 4 
logical competitor of the railway for any distance, but that as a freight transp 1 
medium its economic scope is limited to a distance of approximately fifty mil 
beyond which distance the use of the highway is uneconomic as compared w 
the railway. Some effective control should be instituted limiting highw 
transport to its proper economic sphere. As a start, taxation sufficient to p 
for the wear and tear on the highways and to compensate for the use of pub 
property for private gain should be instituted. The general level of commercia 
vehicle taxation in Canada is far too low and does not pay more than a fractior 
of the cost incurred. The highway problem of Canada is in point of fact @ 
larger problem than the railway and merits most careful study. : 


Canada has consistently failed to pay her transport bill, The history of 
Canadian railways has been a history of an attempt on the part of the govern 
ments to evade facing economic laws. Subsidies, land grants, and guarantee 
securities have been employed freely to encourage railway building and to fo 
a justification for a system of extremely low, and in some cases statutory, fi 
rates on basic commodities. This policy, in a broad way, coyld only be effect: 
so long as the development of natural resources proceeded at a rapid pace, a 
in point of fact, no small portion of railway revenue has in the past been dra 
from the capital invested in railway development itself, and from capital inve 
ments incident to the development of natural resources as distinct from 
production of basic commodities resulting from that development. This be 
the case periods of business depression bear with particular force upon Canad 
railways and serve to emphasize the fact that in the long run economic | 
must be obeyed. The cost of transport must be met somehow and the failure 
provide a rate structure adequate to pay for that cost can result in noth 
except a situation in which private capital invested in railways must either 
wiped out or be protected by general taxation. The situation calls for a coura 
ous facing of facts, provision of rates high enough to pay the cost of servi 
equitably distributed and free from statutory limitations, permitting of adj 
ment to meet changing conditions together with control of competitive highv 
services to their economic sphere. E 

Finally, too much reliance must not be placed in any lesson taught by the 
present depression. As soon as times improve, public demands for additio 
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Pumciian eae recur, na the railways in Tice would find it 
hard to resist the pressure even if they were inclined to do so, and in like 
er, co-operation between the railways forced upon them by pressure of 
would not continue in hearty degree once that pressure was removed. 
> would seem to be a real need in Canada, dependent as she is upon the 
est possible transportation cost, for the creation of a budgeting and planning 
nission whose function would consist of determining the advisability of 
ay extension and without whose approval no railway charter could be 
ed or public financing be done for railway purposes. This body might 
be charged with the enforcement of co-operative economies such as those 
ed above and should be empowered to control uneconomic competition 
ever it is found. The problem so far as it relates specifically to the rail- 
, Should be fairly easy to accomplish, although it would involve the restric- 
of provincial and federal legislative powers. The suggested commission 
d be substantially a technical commission. It might consist of five mem- 
a chairman appointed by the Federal government; a member nominated 
1e universities of Canada; the president of the Canadian Pacific, railway; 
resident of the Canadian National Railways, and the Deputy Minister of 


transport would be a matter of great difficulty, and its activities in that 
d would probably be advisory only. 


EXHIBIT No, 42. 


Submission to Royal Commission on Railways and Transportation by Mr. 
W. Fairweather on consolidation of C.P. and C.N. Rys. (Not printed.) 


ays and Canals. The enlargement of its scope to cover uneconomic high- — 
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OTTAWA 
J. O. PATENAUDE, 1.8.0. 
PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
o 1938 


ORDER OF APPOINTMENT 


- 


s from the Minutes of Proceedings of the Senate for March 30, 1938) ‘ ety, 
olved,—That a Committee of the Senate be appointed to enquire into 


Teport upon the best means of relieving the country from its extremely _ 
ious railway condition and financial burden consequent thereto, with power 

d for persons, papers and records, and that the said Committee eonsist of “ 
‘Senators. | 


ered that the said Special Committee be composed of the Honourable 
ts Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, Ngee 
, Haig, Hugessen, Horsey, J ones, Hardy, McRae, Meighen, Murdock, 
obinson, Sharpe and Sinclair. ey os: 


» ares 


MINUTES OF EVIDENCE 


Tuer SENATE, 


iM Tuurspay, May 12, 1938. 


he Special Committee appointed to inquire into and report upon the best 
of relieving the country from its extremely serious railway condition and 
cial burden consequent thereto, met this day at 10.45 a.m. 


Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
Col. O. M. Biggar, K.C., Counsel to the Committee. 


a 


Hon. Mr. Parent: Mr. Chairman, before Mr. Biggar proceeds with his 
ation, I ask your permission to put a few questions to Mr. Fairweather. 
presume he has before him the report of the Royal Commission on Trans- 
rtation? 

ight Hon. Mr. Mricurn: May I say a word first? I intended to speak 
leader, Senator Dandurand, about this. I am getting afraid that we may 
o very ‘heavy and unnecessary printing expenses here, and I suggest that 
eep in mind the cost of printing, particularly with regard to exhibits. It 
s to me that a lot of these exhibits do not need to be printed at all. I have 
ome experience of being shocked with printing costs. I know the leader 
Government is just as much concerned as I am. 

| Hon. Mr. Danpuranp: We may then keep that in mind. 

_ Right Hon. Mr. MrtcHen: Yes, 

The Cuarman (Hon. Mr. Beaubien): We have a lot of exhibits to be 
with Mr. Fairweather’s report. 

Right Hon. Mr. Mricuen: That is all right. You do not need to print 
that. 

Hon. Mr. Parent: I may assure my right honourable friend that it is not 
ntention to load the record with anything that is not relevant. 

ight Hon. Mr. Mricurn: Of course not. 

¢ 

. W. FarRWEATHER (Examination resumed): 


as 
By Hon. Mr. Parent: 

Q. Mr. Fairweather, you must have before you the report of the Royal 
ommission. At page 40, under the heading Traffic Densities, there are certain 
m mileage figures. Will you look over those and answer one or two questions 
hich I desire to put to you? You will find these words— 


Hon. Mr. Catper: What paragraph? 


By Hon. Mr. Parent: 

Paragraph 100, under the heading Traffice Densities, page 40 of the report. 
you will find these words: — 

__ We find that the volume of traffic of Canadian Railways is dis- 
_ tributed as follows: 12 per cent over the lines east of Levis, 60 per cent 
- im Quebec and Ontario, 44 per cent north of the Great Lakes— 

on. Then you will see the following:— 

: ‘The ton mileage of these same five zones is: Lines east of Levis— 


ie 
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I should like to know why you call those “lines east of Levis” and do r 
mention the Maritime Provinces at all? After you have explained that 
will ask you a few more questions, which will not take very long—A. May 
hear that question again, sir? I do not think I got it correctly. a 


Q. You put Ontario and Quebec together, but when it comes to the Maritim 
Provinces you start from Levis, including, I would say, at least 800 mile 


in that province and put them ‘nto the Maritime Provinces, when on tr 
densities you do not find the Maritime Provinces mentioned at all?—A. Well, si 
you will understand— 
Q. Not yet—A. —that this classification is not a classification that I he 
anything to do with as a classification. This is something that the Royal Cor 
mission classified the lines as under the direction of Mr. Loree. The report 
the Commission refers to Mr. Loree having made this particular study. 
asked the Canadian National to classify its lines and the ton mileage for then 
which we did. That is all I can say, sir. 3 


By Hon. Mr. Black: 

Q. Is not the explanation that Levis is the divisional point?—A. Levis is 
divisional point. 
Q. And is not that what you might call the terminal of the old Intercolon 
Railway?—A. No. 3 
Q. That was the natural division?-—A. No. The terminal of the old Int 
colonial was in Montreal. q 


By Hon. Mr, Parent: 

Q. You say Mr. Loree made those recommendations to the Royal | 
mission. Undoubtedly you are aware that the figures mentioned by Mr. Lore 
have been mentioned by the Canadian National Railways. You must have ha 
a word to say so far as this division of lines is concerned?—-A. No, sir. 804 
as this classification is concerned, we have: had nothing to say about it. 
Q. Why do you put Ontario and Quebec together as bigger than the rest 

the country?—A. But, sir, we did not do it. 5 
Q. If you did not do it, why did you not do it?—A. May I explain th 
Mr. Loree asked for certain data. We furnished that data. The first ti 
ever saw this classification was when the Royal Commission report was 1 
Q. I will put my question another way. If you start from Levis the 
tory between there and Matapedia is entirely in the province of Quebec?—A. 
sir. 
Q. And Matapedia is twelve miles from Campbellton, which is in ] 
Brunswick; is that correct?—A. Yes, sir. r 
Q. Now, is the traffic between Levis and Matapedia attributable t 
province of Quebec or to the Maritime Provinces?—A. Well, sir, I could” 
say. 
. Who knows if you do not know?—A. I could not say. This is a clas 
fication which the Royal Commission made, and they used the ‘ lines east 
Levis ” as a heading. e 


By Hon. Mr, Hugessen: 

Q. Would not the real reason be that they used the phrase “ lines east 
Levis” because that was the section of lines covered by the special arrange 

for Maritime Provinces rates? . 

[Mr. 8. W. Fairweather.] 
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Se by Hon. Mr. Parent: - 

Q. Under the Duncan Report, no. If it were from the Duncan Report it 
d be another question. But for the moment we have one of the strongest 
cers of the Canadian National Railways, who is in charge of the Bureau of 
jeonomies, and who consequently advises. You told us yesterday you advised 
ir Henry Thornton as far as a line was concerned in the Rouyn district. I 
ynot imagine why when considering the province of Quebec you start from 
is and when the rest of the province is concerned you take Ontario and 
bec together. Of course, together they look very big and important. Appar- 


Jue 
ntly you forget all about the Maritime Provinces; neither Nova Scotia, Prince 
idward Island, nor New Brunswick is mentioned. I cannot understand that 
art of it, and, if you have time, I should like you to give a little attention to 
hat point, so that we may know where we are at. 

bi 


. By Hon. Mr. Calder: 

_ Q. May I ask a question on this? In connection with your own business, 
eeping your records so far as freight, passengers, and everything of that kind 
3 concerned, do you use provincial boundaries as the basis for those records?— 
WeOh, no, sir. 

_ Q. Why not?—A. There would be no good purpose served by doing that 
hat I can think of. . 

_ Q. Would it be the other way about, would it be a bad purpose?—A. I 
an certainly say there would be no good purpose, sir. 

 Q. Your classifiation, I judge, would depend upon the layout of your 
ailway, where your divisional points are fixed, and so on, disregarding pro- 
incial boundaries?—-A. Quite right, sir. The Atlantic Region runs into Quebec. 


| By Hon. Mr. Black: 

| Q. Where is the dividing line?—A. The dividing line of the Atlantic Region 
s Riviere du Loup and Diamond. With regard to the Central Region, it ends 
tt Lake Head and Armstrong. 

, q By Hon. Mr. Calder: 

| Q. Then you throw part of Ontario— —A. Into the Western Region; and 
art of Quebec is thrown into the Atlantic Region. That is, the Central Region 
> far as the Canadian National is concerned comprises portions of Ontario and 
ortions of Quebec. . 

_ Q. Now take the Pacific Region?—A. The Western Region comprises the 
: ot of British Columbia, Alberta, Saskatchewan, Manitoba and part of 
intario. 


_ Q. That is all one region?—A. That is all one region. We make no 


ttempt to break that down into provinces. 


| 
f 
| 
{ 
1 


By the Chairman (Right Hon. Mr. Graham): 
. You describe that for the purposes of railway operation?—A. Yes, sir. 
. You do not divide your territory into provinces, but take Canada as 
ole for railway operations?—A. That is right. 
Q. This district comprises so much territory, no matter where it is, and 
) with the other regions?—A. Yes. 


ie By Hon. Mr. Parent: 
| Q. If that is the case, when you consider the mileage in Quebec appar- 
you do not include the mileage from Levis to Matapedia. Why is that? 
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Hon. Mr. Parent: You can proceed with your own examination. 
Mr. Brccar: Just on that point, Senator Parent, Mr. Yates tells me thi 
this classification was set up by Commissioner Loree himself, that it was 
who laid down the basis of the classification, and that he probably used 
because that was the area included in the special arrangement under the 
Maritime freight rates legislation, and consequently figures were available for’ 
By the Chairman (Hon. Mr. Beaubien): “a 
Q. In connection with what, I think you called, the perpetration of a railway 
erime in the Rouyn district, will you tell me why the province of Quebec justifie 
the granting or the attempt to grant a charter to penetrate into that district where 

you had built your line? q 
Hon. Mr. Moravp: Do you think that is fair to the witness? q 
The Cuamrman (Hon. Mr. Beaubien): Certainly. a 
Hon. Mr. Murpocx: How can he speak of that? 7: 
Hon. Mr. Moraup: How can the witness justify the action of the provine 

of Quebec? a 
Hon. Mr. Rosrnson: Can he say what was in the mind of the Legislature 

of Quebec? 
The Cuarrman (Hon. Mr. Beaubien): Just a second. : 
Hon. Mr. Parent: Perhaps that question can be better answered by 4 
C.P.R. representatives who appeared before the legislature to justify the 


rh 


J 
By the Chairman (Hon. Mr. Beaubien) : q 

. Rouyn is in the province of Quebec, and is now producing quite a lot 0 
traffic: is that right, Mr. Fairweather?—A. Yes, sir. 
Q. And it all goes to Toronto: that is correct?—A. No, that is not cor 

Q. Does it not all go by the T. & N.O.2—A. No. j 

Q. It did not before?—A. No, it did not. i 

_ How did it go?—A. The majority of the business handled by the C 

dian National Railways in that territory travelled over the Transcontinent 
Railway. That is the point that was made perfectly plain, otherwise if it. 
travelling over the T. & N.O., why would the Canadian National be so 
cerned at the invasion? We had train service on the National Transcontin 
which was supplying that territory in there, and as the business in that v 
mineralized belt increased we had to improve that train service, and we 


improve it. 


By Hon. Mr. Tanner: 4 

Q. That is from Quebec?—A. Yes, sir. The route of the Canadian Natio 

into that territory is up from here, from Quebec. a 

By Hon. Mr. Parent: 

Q. You do not mean from Quebec city, you mean from the province | 
Quebec? iq 


By Hon. Mr. Moraud: i 

Q. From Quebec and Montreal?—A. From Montreal along our lit 
Harvey Junction. Then you come from Quebec over the Harvey Junctio 
down to Sherbrooke and up that way into Quebec. Then from there ov 
Harvey Junction. The traffic in that whole territory moves on the N.T. 
40 Amos to feed the centres there—at least it was before the branch li 
built—the traffic being transhipped by water or, if it was going into th 
territory, it moved down through Taschereau and down the branch lines. 
‘[Mr. 8. W. Fairweather.] : 
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w, that is not to say that some traffic did not move by the T. & N.O.; - 
vill say this, that not one pound of traffic moved by the T. & N.O. that 
anadian National Railways could route the other way. 


a Bi By the Charman (Hon. Mr. Beaubien): 
Q. Then could you state roughly to us what proportion of the trade of 
n now goes to your line, and what to the T. & N.O.?—A. I could not say 


Q. About half one way and half the other?—A. I think we get more than 
I am quite certain we get more than half of it. . 
The Cuairman (Right Hon. Mr. Graham): You will probably remember 
t there was quite a good deal of difficulty about the T. & N.O. getting into 
t territory at all. It did not get in through its own charter, but through a 
ter which it leased or bought to build a connection with the T. & N.O. 
re was a little excitement between the federal and provincial authorities as 
the right of the T.N.O. to go into that district in the province of Quebec. 
The Wirness: And may I say, sir, that by the infiltration into that terri- 
the T. & N.O. got in as far as Rouyn, but Rouyn is only a small fraction 
at development. ‘There are developments up our branch line from Rouyn 
Taschereau where there are spurs running off to large mines in that territory, 
id to the best of our ability we use the Canadian National routing to supply 
] that territory. | 


} By Hon. Mr. Dandurand: 
_ Q. That would be your interest?—A. That is our interest, yes, sir. 


By the Chairman (Hon. Mr. Beaubien) : 


—Q. But that was the cause, after all, of the whole trouble in the Rouyn dis-, 

was it not? There was on the one side the province of Quebec thinking, 
ly or wrongly, that it could divert more traffic by granting a new charter, 
on the other side, I suppose, your company contending that that was not 
sary?—A. I can say that the Canadian National certainly thought it was 
ecessary, but that it was an economic crime. And so far as the allegation 
that the Canadian National Railways was a party to any degree to a route 
h attracted traffic away from the province of Quebec, we demonstrated by 
es that the tonnage moved in and out on the Canadian National through 
rvey Junction was by far the biggest part of the business. We demonstrated 
on the figures and did it time and again. 


By Hon. Mr. Hugessen: . 
Q. What is the cost of this additional line you are now constructing, this 
yline?—A. This line that was built rather in advance of requirements? 

_Q. Yes?—A. It would be somewhere— 


_ The Wirness: From Senneterre to Rouyn. The authority we asked from 
ment was about $6,000,000. That is $60,000 a mile, and the Chief Engineer 
struction informs me that the line when constructed will be within the 
e. 
By Hon. Mr. Hugessen: 
And your contention is that that expenditure would have been unneces- 
id it not been for the attempt of the C.P.R. to get into that territory ?— 
built in advance of the requirements. I do not say it would not be 
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ultimately necessary. You have there a large mineral belt. You may 
there a major mineral development of this country. You already have s 
producing mines that are far from small, and if the future is as good as the | 
it will be a very large thing. ee 
It is quite obvious that you could not have a development of that kind 0 
a large scale with the relatively inadequate facilities of water transport. Th 
fore this line would have been built at some time. We had a pre-knowledg 
that. We took charter rights at the time we built the Taschereau-Rouyn line 
build along the mineralized belt; but we wanted to be sure where it should 
placed, and also that it was to a point where the line could be reasonably 
fied. What I was trying to make plain was that the attempted invasi 
accelerated a capital expenditure. j 
Q. And it had the further effect on your mind of making it doubtful to wha 
extent you could expect future co-operation from the Canadian Pacific ?— 
just ask you to consider the circumstances. Here I am, the Director of 
Bureau of Economics of the Canadian National, and Chairman of the 
section of the Joint Co-operative Committee, expected to sit down, under 
direction of our Joint Executive Committee, and to co-operate with the C. 
At the same time, in my capacity as Director of Economics, I am in a reg 
knock down and drag out fight to protect the interests of the Canadian Na 
Railways from an unwarranted invasion in this territory. If that is not 
antithesis of the principle which underlay the Canadian National-Cana 
Pacific Act, I do not know what is. Quite frankly, if you want to have 
explanation of the general situation with regard to co-operation, there you 
:t. Here I was in a double capacity, fighting the Canadian Pacific and expect 
to sit down and develop economies resulting from what?—for the most 
resulting from just such insane actions as this in the past. 


By Mr. Biggar: a 

_ Mr. Fairweather, you were going to deal with those lines that par 

one another. Following what was said last night, have you got a list of thos 
A. Yes, sir. 


By Hon. Mr, Dandurand: 3 

Q. You said, Mr. Fairweather, that you had been asked by the R 
Commission to examine into the possibility of an abandonment of 5,000 mule 
Did you study that question, and did you report to the Royal Commission? 
A. Yes, sir, I did. In conference with the Royal Commission they requeste 
that the Canadian National, and myself in particular, along with the Cl 
Engineer of Construction, examine and comment upon a program of § 
thousand miles of line abandonment which they said they had before ther 
The data was sent to me by Mr. Moxon, the Secretary of the Royal Commissi0 
That was some time early in 1932. 

On April 21, 1932, I joined with Mr. Gzowski, the Chief Enginee 
Construction, in a letter which was a summary review of the situation, 
think, perhaps, as an introduction to this matter, it would be informati 
read that letter. It is addressed to: Mr. Arthur Moxon, K.C., Secretary, Roy: 
Commission on Railways and Transportation, Ottawa, Ont. E 

Q. That is signed by whom?—A. By myself and Mr. Gzowski. 


Dear Sir,— 

In accordance with the request of the Royal Commission, w 
reviewed the proposals of the Canadian Pacific Railway for 
abandonments, as outlined in their Exhibit “A” filed with the Commis 
You will appreciate the impossibility of arriving quickly at a de: 
conclusion with regard to a program of abandonments as extensive as 
either in gross or in detail. All that can be done at this time is to 
[Mr. S. W. Fairweather. ] 
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_ our views in general terms, based upon a detailed knowledge of our own 
_ lines and a general knowledge of the Canadian Pacific lines. It is easy 
; to sit down before a map and delete railway lines on a wholesale scale, 
| but difficulties quickly crop up when consideration is given to the economic 
_ aspect of the problem, not only from the narrow financial outlook of the 
railway, but also as regards the productive economy of the nation. In 
point of fact, each line proposed for abandonment raises individual 
_ problems and requires special investigation. The Canadian National 
_ presented to the Commission a tentative program of abandonments much 
less extensive than that put forward by the Canadian Pacific. We look 
upon our program as drastic and difficult of realization. After a review 
of the Canadian Pacific program it is our opinion that many of their 
proposed abandonments could not be justified. We feel that the justifica- 
tion of any program of abandonment must rest upon three broad premises: - 


1st—the abandonment must be of such a nature that from the rail- 
way operating standpoint an immediate economy would result. 

2nd—the abandonment must be of such a nature that it would not 
damage the efficient functioning of the transportation machine as a 
|= whole. 
3rd—that the line proposed for abandonment does not to a substan- 
| __ tial degree furnish essential transportation to communities or industries, 
| “essential” being used in the sense that highway transport could not 
_ efficiently replace the railway. 


The more detailed views of the Canadian National with regard to these 
emises were placed before the Commission by Sir Henry Thornton by letter 
ated February 16, 1932, and the tentative program of abandonments sub- 
ted to the Commission by the Canadian National is in accordance with them. 
_ An analysis of the Canadian Pacific program indicates that the main differ- 
between it and the Canadian National program in our judgment. arise 
if the violation by the Canadian Pacific of one or more of these fundamental 
ises, which in our opinion constitute the only possible justification for aban- 
nent. This violation may have arisen from lack of information, from 
quate treatment of the data or from a rejection by the Canadian Pacific 
way of the premises. . 


_A comparison of the two programs is as follows:— 


Total mileage of programs ............ 5,051 2,434 
Mileage common to both programs .... 2,098 2,098 


) 


posal which were not incorporated in any Canadian National proposal, and 
) miles of line in the Canadian National program which were not incorporated 
the Canadian Pacific proposal. 


ie Explanation of Mileage Appearing in Canadian National Program 
a but not in Canadian Pacific Program . 


MeeoN-R. thin traffic branch ‘lines.......0.0......... 150 
_ Mileage of duplicating lines, abandonment not ap- 
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Explanation of Mileage Appearing in Canadian Pacific Program 
but not in Canadian National Program py 


C.P.R. thin traffic branch lines..........- gS ae PDE e 507 
Lines which violate C.N.R. premises........+..+-- 2,446 


To make it perfectly clear, here were 507 miles of thin traffic branch line 
the Canadian Pacific, and we were not in a position to know whether ° 
violated our premises or not. 
By Hon. Mr. Calder: 4 
Q. You did not know their principles?—A. We did not know their lines” 
detail, we did not know the conditions. But with regard to the lines that 
did know somethnig about, 2,446 miles, it was our opinion that we could 1 
justify them under the three premises that we laid down. 3 
Q. All the C.N.R. lines?—A. No, some of them were 'C.N. and some © 
There were 2,446 miles of line which the Canadian Pacific said should be a 
doned, and we set up these three tests of whether a line should be aband 
and we could not justify those 2,446 miles under those premises. Now 
regard to the other mileage, 507 miles, they were thin traffic branch lin 
the Canadian Pacific where we did not have the detailed knowledge to 
whether or not they were justified. It may be perhaps indicative, that of t 
507 miles included in that list—although this was some five years ago—in 
Canadian Pacific, I think, applied for about 100 miles to the Board of Rai 
Commissioners, and they got permission to abandon 50 out of that 507. 
apparently changed their minds about abandoning some 400 miles and 
applied for permission to abandon 100 miles and got permission to abando1 
Of course, I have not detailed knowledge of that. a 
Now, resuming the letter:— 


One may assume that each railway has accurate information — 
regard to its own thin traffic branch lines, consequently the omissio 
the Canadian Pacific of 150 miles of Canadian National lines of 
character and by the Canadian National of 507 miles of Canadian 
lines arises from a lack of detail information. Incidentally, 1t mig 
pointed out that the abandonment of lines of this character has no B 
ing upon a policy either of consolidation or of co-operation, since 
lines in question serve non-competitive territory. Generally spea 
the reason these lines have not already been abandoned is that 
opinion in favour of their retention has been too strong and also th 
some cases embarrassing contractual obligations exist. 

The 186 miles of duplicating mileage included in the Can 
National program, but excluded from the Canadian Pacific, are 
upon examination to be made up of a large number of detail 
ences, none of which is individually of sufficient importance to re 
explanation. 4 

That is, they were made up of little bits of things here and there. 4a 
The fundamental difference in the two programs lies in the | 

sion by the Canadian Pacific of 2,446 miles, with regard to most of 7 
the Canadian National cannot agree because the factual data reg 
these lines shows that abandonment would have a detrimental 

- upon the railways and upon the productive economy of the ¢ 
/[Mr. S. W. Fairweather. ] i 
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| _ These abandonments will not, in point of fact, stand the test of the 
_ Canadian National premises. A few outstanding examples will be 


__ The Canadian Pacific propose the abandonment of the Canadian 
Pacific main line from Kamloops to Hope and of the Canadian National 
- main line from Hope to Port Mann, a total distance of 242 miles 
_ (proposals 79 and 80). These abandonments were evidently suggested 
by the frequently heard criticism of the operation of duplicating lines 
_ through the Rocky Mountains within a stone’s throw of each other. 
| The fact of the matter is that if the abandonments as suggested were 
. carried out, the freight and passenger traffic during the peak months of 
the year could not be carried by the remaining single track line; also 
a single track lme through the Fraser and Thompson Canyons would 
expose transcontinental traffic to the risk of interruption with no possi- 
bility of an alternative detour route in Canada. The risk of such inter- 
ruption is by no means slight; both the Canadian National and the 
Canadian Pacific Railways have frequently found it necessary to detour 
over the other’s track. The common-sense treatment of these lines 
is to concentrate passenger train movement on the Canadian Pacific and 
_ freight movement on the Canadian National. Below Hope it would be 
_ possible to concentrate all through traffic on the Canadian Pacific line,, 
_ but the Canadian National line on the other side of the river would in 
__ our opinion have to be retained as a branch line. 


_-I might also say at this point, as a further explanation of that particular 
ung, that we get a handsome little revenue from the Great Northern for 
nning rights over that line, which they have never exercised—at least, which 
y have discontinued exercising. It is a heritage of the time when the 
teat Northern thought they were going to come up into Canada, and they 
kecuted a perpetual running rights agreement. The revenue that we get from 
tat running rights agreement more than justifies the retention of the main 
ne in itself. That again is a little interjection. 

4 


By Mr. Hardy: 


ma. Would you tell us how much that is?—A.I do not think it is proper 
say that, sir. But it is a very substantial sum of money. 


By Right Hon. Mr. Meighen: 
. About how far is it from Kamloops to Hope? I cannot find it on the 
p.—A. It is a fairly substantial mileage. 

. Is Hope right at the south end there?—A. No. Kamloops is where the 

ines come together, up above, anad then you come down the canyon, down 
ere (indicating on map). It is about 160 miles, I think. , 
- You do not think there is any chance of carrying that plan through 
ght to Vancouver?—A. I do not think it is desirable to carry it through down 
Jar as Hope, because from the point of view of Canada as a whole to put 
whole of southern British Columbia dependent upon a single track railway 
gh the Fraser and Thompson canyons, when you have got two at the 
nt time, would be just plain folly, from the standpoint of the country. 
I think it is, myself—A. From below Hope, while it would be pos- 
abandon the Canadian National line, you would be putting some hard- 
n the people who live south of the river; and what is perhaps of more 
diate importance, you would be sacrificing a very substantial revenue 
the Great Northern Railway for perpetual running rights on that line. 


Ph 
Re 
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By Hon. Mr. Calder: z 

Q. You suggested that the passenger traffic might be carried on one li 
and the freight traffic on another line. Would there be any economy thi 
A. Ultimately, I think there would be. Of course you have to look at t 
situation in the light of the general traffic. When traffic is at a low ebb, I 4 


Canada in a situation in which the traffic of 1928 is goimg to return— 
frankly, I am one of those who do envisage that—then there would be a v; 
substantial economy, because in the peak months of 1928, so far as the Ca 
dian National was concerned, we would have been very pleased to have 
our passenger trains out of the way and put off by themselves. Because whet 
you try to mix fast running passenger trains with slow running freight over 8 
single track line, you get into a position where you lose time. If you can se re 
gate the passenger business and put it on one side, you have almost the effect of 
double-track line and you can get a great increase in capacity. So the answ 
is, speaking as a technical man, under present conditions I do not think the 
economy would be very large. And that is why, you will remember, I qualifie 
my $10,000,000 economy statement: I said that when traffic got increasin 
that $10,000,000 would grow. Now, here is an illustration of it. When traffi 
got large, an apportionment of the traffic between those lines would, in m 
humble opinion, result in an economy. q 


By Hon. Mr. Buchanan: 

Q. You do not mean to segregate freight traffic between Kamloops al 
Hope?-—A. Yes. i. 
Q. You would still carry freight on the other line?—A. No. My though 
would be this, that when you get to a point where the capacity of the line 
is in question, and when an economy is to be obtained, then you can put’ 
passenger business on the Canadian Pacific line and move the Canadian Paciit 
friezht over the Canadian National line, along with Canadian National freight 


By Hon. Mr. Robinson: 
Q. That would be just from Kamloops to Vancouver?—A. Yes. 


By Right Hon. Mr. Meighen: By 

Q. Of course, that is a territory where you do not anticipate very seriou 

bus competition?—A. No, not up that Fraser canyon. The Fraser and Thomp 
son canyons were just put there— 

Q. To protect the railway companies? Ld 


By Hon. Mr. Calder: - 
Q. There is very little population between those points?—A. Piactl 


none. 

The Wirness: Shall I go on reading the letter? It continues:— a 
Another instance, this time of an abandonment detrimental both ° 
the railway and to the country, is to be found in proposals Nos. 41 an 
43 taken in conjunction with proposal No. 44. It will be seen that b 
these proposals the Canadian Pacific would throw all railway commu 
cation between eastern and western Canada on one single track 
between Port Arthur and Nipigon. Across this throat must pass not 
the interchange of commodities between the east and west, but als 
interchange of equipment which is shifted in accordance with the dem 
of seasonal traffic. It is true that the Canadian Pacific has chosen 
(Mr. S. W. Fairweather.] 4 
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retention the Canadian National line between Port Arthur and Nipigon, 
_ which has more favourable gradients than their own line, but the C.N.R. 
line if worked to capacity, could not handle the peak traffic, in a peak year. 


6c 


Those words “in a peak year” are inserted. 


1 Again, east of Nipigon, unless a portion of the traffic was sent via 
‘i the roundabout route through Long Lac, Nakina and the National Trans- 
_ continental, there would be extreme difficulty in handling it, since the 
_ Canadian Pacific line between Nipigon and Sudbury suffers from heavy 
gradients and sharp curvature. Just why the Canadian Pacific chose to 
retain this line rather than the Canadian Northern line between Sudbury 
and Nipigon is incomprehensible. 

The relative operating costs between common points stand in the 
relation of 100 for the Canadian Northern line to 121 for the Canadian 
Pacific line, and an annual saving of $465,000 per year is indicated if the 
_ Canadian Pacific through freight traffic were routed over the Canadian 

Northern line. In addition, the Canadian Pacific line runs through 

a territory practically devoid of natural resources, whereas the Canadian 
Northern line taps a country comparatively rich in forest products and 
has station earnings of $1,100,000 per year with a gross wealth produc- 
tion tributary to it of not less than $4,500,000 per year. 


i By Mr. Biggar: 

_Q. I think, Mr. Fairweather, you skipped the paragraph on top of page 4.— 
‘Yes, I did. I am extremely sorry. I got into a discussion and overlooked 
We will put it in now? 

 Q. Yes.—A. This is the paragraph:— 

| An instance of a different character where a proposed abandonment 
by the Canadian Pacific would press severely upon the development of 
Canada is to be found in their project No. 81, the abandonment of the 
Canadian National belt line on Lulu Island. This line was designated 
_ by the Canadian National to fulfill three requirements: 1st to make 
_ available a suitable area for the lumber mills which must in the near 
future leave the False Creek area; 2nd to make available cheap indus- 
_ trial lands; 3rd to reach deep water on the Fraser River, a step considered 
_ hecessary from the point of view of port development. It would be a 
very short-sighted policy indeed to abandon this line. 


4 


im now back— 


ie By Hon. Mr. Haig: 
| Q. On the track?—A. On the track. 


Fi From the broader point of view of an efficient transportation scheme 
_ for Canada as a whole, the Canadian Pacific proposals Nos. 41 and 44 
_ destroy the shortest and cheapest route between the industrial East and 
_ Western Canada. The Canadian National line from near Sudbury to 
_ Winnipeg via Long Lac, Nakina and Sioux Lookout, is 36 miles shorter 
_ than the Canadian Pacific, and this fact, together with the more favour- 
- able gradients which the C.N.R. line possesses, would make for a saving 
_ of 25 cents on each gross ton moved over this bridge line, as compared 
with the C.P.R. alternative. 


»¢ 


. may say that that line there on the map is the Canadian Northern line 
g up from Capreol. (To official pointing out location on map). Up, up; 
ere. Now jump that gap. Now go into Winnipeg. When the Drayton- 
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Acworth Commission was studying the railway problem they saw a po 
by the construction of that little gap, from Long Lac to Nakina, that a t 
route between Eastern and Western Canada better than any which 
could be procured, and they recommend that the Long Lac cut-off b 
structed. The whole effect of that would be destroyed if this particula 
posal were adopted, because the National Transcontinental running from 
nipeg out as for as Nakina is an excellent low-grade line and continues 0 
to Quebec and Moncton. The Canadian Northern when they started thei 
transcontinental venture headed down to Port Arthur, and then paralelled tk 
Canadian Pacific as far as Nipigon, and then built that line up there on 
map—of course, the Long Lac line was not then built—and continued alo 
through until it came down, to Capreol. The portion of it between Long 

and Capreol and down to Toronto fitted in admirably with the line west 
Nakina to make one through route from the Ontario peninsula to Westel 
Canada, better than anything that had existed before. a 

Similarly, coming down to Capreol there was a branch there of the Cam 
dian Northern line running down through into Ottawa to Montreal, and- 
have there, as you see on the map, a branch starting at Capreol, one leg 
to the Ontario peninsula, the other leg going to the great development 1 

St. Lawrence valley, coming together at Capreol, going up over the Cans 

Northern line as far as Long Lac, then over the connection which the Drayt 

Acworth ‘Commission recommended, and then over the National Transe 

nental. That is what the abandonment which is suggested here would destre 


By Mr. Biggar: c 
Q. I think you are now at the top of page 5, Moncton.—A. Thank you 
did not want to make another mistake. a 
An example of an abandonment which would create a substan 
injury to invested capital is to be found in the proposal to abandon 
Canadian Northern Railway from North Bay to Capreol, part of 
C.P.R. proposal No. 24. As a matter of fact, industry on this line pro 
station earnings of $335,000 per year, an average of $4,000 per m 
which of itself makes the abandonment unwise. / a 
The proposal of the Canadian Pacific Railway to abandon ¢ 
National Transcontinental from Diamond Jet. to Chipman (Proposé 


5, 6 and 7)— 


By Hon. Mr. Murdock: 

Q. Let us see that on the map, will you?—A. Certainly. a 
—-would destroy the shortest railway link passing through © 
territory between the Maritime Provinces and the St. Lawrence V 

Point that out on the map, please. Everything, as you will see on the mi 

going east of Moncton can move with greater economy over this line than 
any other. 


By Hon. Mr. Moraud: “i 
Q. That is for grain traffic?—A. All traffic. I think we handled ovel 
line coal traffic in the neighbourhood of a quarter of a million tons f 
mines down in Sydney. Please point that out on the map. It move 
rates all rail, coming down from there, down along that line over to Mo 
and then over the National Transcontinental Railway. It is only a fou 
grade in one direction and a six-tenths in another—that is the technical 
a one-pusher grade. We can handle a train on that line of three to four 
and tons with one Santa Fe locomotive. That particular line as a link 
the Maritime Provinces and the rest of Canada is justifiable in every 
the word. a 
_ Q. Do you handle much grain by that route?—A. We handle any gf 
going down there. 
[Mr. 8. W. Fairweather.] 
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s there any?—A. There is some. 


You have water competition?—A. Of course, that question of grain is a 
urning one with the Maritime ports. They think more should be moved 
there. We are eager to handle it, although as a matter of fact we do not 
ery much revenue from it. If anyone comes along and gives us grain to 
le down there we would be glad to handle it. That is the line there on the 
_ That is one of the contributions the railway makes to the development of 
ountry. 


By the Chairman (Hon. Mr. Beaubien): 


_Q. Has the C.P.R. any coal transportation from the Maritimes as well?— 
They have no connection except with their line through Maine, which is in 
ta leased line. Its trouble is that the grades are much less favourable. And 
b consider what would happen-——as it did happen one time—if we were in a 
ition where we had to ship stuff out of Canadian ports over Canadian rail- 
ys, and we did not have the National Transcontinental, and we were barred 
1 using the Canadian Pacific lines. 

Q. That is the lower of the two red lines on the map?—A. The Intercolonial 
1 poor grade line, through settled country and was deliberately made long 
roundabout so it could keep in contact with the British Navy. It is utterly 
ipable of supplying the transportation requirements of the Maritime Proy- 
3s. That is, it has not got the capacity to do it in a period of stress, and I 
not know what we would have done if we had not had the National Trans- 
tinental as a link. Our whole port fabric from 1914 on would have fallen 
m. We could not possibly have handled the freight. 


By Right Hon. Mr. Meighen: 
Q. 1914 on?—A. Yes, sir. 


- 


An Hon. Senator: The war years. 


‘The Witness: That is what I mean. I did not want to bring it out exactly 
+ way. But if that line were not available you could not possibly handle 
gh Canada the traffic which would be concentrated on those ports down 
'e, which are highly important from a national standpoint. It would have 
1 utterly impossible to do it. 

| Not only is this the shortest link in Canadian territory, but it has 
the greatest traffic carrying capacity of any route and is the cheapest 
, Toute to all points in the Maritime Provinces east of Moncton. An 


_ analysis of this proposal has already been submitted to the Commis- 
_ sion,— 
(a 


‘They asked us to make a special analysis, and we did so. 


i _—and it is unnecessary to elaborate upon it here other than to say that 
| from the narrow railway standpoint there would be a loss of $1,000,000 
_ per year, and from the wider standpoint of the Nation, an annual wealth 


‘production of $27,000,000 per year would be adversely affected. 


oe 
: 


e not only is that line a through route, and very valuable, but starting— 

k to Diamond—and you take that line running up there, it runs through 

d agricultural belt of the province of Quebec, it is being settled rapidly 

that line of railway. Now you go further down in around that section 

€ map and a little further down in there, there again there is a valley 
eveloping, not so much in agriculture but in lumbering. 
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By the Chairman (Right Hon. Mr. Graham): elie 

-Q. Pulpwood?—A. Pulpwood, yes, sir. Taking it altogether, we 
careful survey, and when I say a “ careful survey ” I mean a careful 
We took detailed records from our station agents, details of tonnage 
tonnage originating and tonnage terminating, and we took a census oF 
wealth that was there. We found that in that territory in 1931 there 
$27,000,000 of wealth along that line of railway being produced a year. 
wealth production of $27,000,000 a year would be adversely affected. 1 : 
say that would be entirely destroyed—that would be foolish—but it would | 


adversely affected. 


By Hon. Mr. Parent: 4 
Q. What do you call Diamond?—A. It is a railway junction right ne 
Levis. q 
Q. When you talk about Levis, that is quite near Quebec city?—A. Yes, s 
Q. In find it strange that you neglect the name of Quebec when you give! 
this detail—A. I will keep that in mind, sir. I thought my reference 
development in Quebec along that lime— 4 
Q: Diamond is hardly on the map for tourists, and if you were to meni 
Quebec it might be understood much better. Now, I would ask you this. 
have a parallel line from Quebec city up to where, Riviere du Loup?—A. Ap 
mately. 
Q. Would you say the line running from Quebec city, not Diamond 
Riviere du Loup or Matapedia is a paying proposition as far as pas 
traffic is concerned?—A. Oh, yes. , 
Q. I thought so. So that part of the line you speak of, not only then 
line of the former Transcontinental but part of the line of the Intercolonial, 
a paying proposition?—A. Oh, yes, sir. q 
As a last example, the Canadian Pacific proposal to abando 
St. John Valley Railway between Westfield Beach and Centreville 
posal No. 4) may be taken as a type which, while it would not 
the general transportation picture, would be considered as ext 
detrimental to the interests of the people living in the territory ser 


That is a line of railway which was built by the province of New Bru 
for two purposes. They built it partly to supply the people living in the 
Jobn valley with railway transportation, which had been denied to them 
long while, and they also built it as a projected connection with the Ne 
Transcontinental. It was to be pushed through as a connection with 
National Transcontinental at Grand Falls. They mever finished it, b 
they ran into financial trouble, but if was incorporated in the Canadian Na 
System and it serves a very useful purpose from the National stand 
although, quite frankly, if you were to ask me whether from a railway 
point it was desirable to have that line there, I would say no. I wow 
recommend building it from a railway standpoint. And if you asked m 
should be torn up from a railway standpoint, I would say that from a 
railway standpoint I think it should. But if you asked me, from the 
point of the interests of the country, whether that line, having been h 
would consider it advisable to tear it up— a 
Hon. Mr. Parent: And in view of possible developments. 

The Witness: I would say no, I could not recommend it. 
That is one of the lines we studied in our 1,800 miles of possible li 
donments. We had no sooner touched it than we knew from the service 
performing that it was essential in the national economy. We made a 
study of it, what it did, how many people lived within so many miles of 
what other means of transportation they had, what their position wot 
' [Mr. 8. W. Fairweather. ] 
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re taken away, how much wealth they produced a year, how much wealth 
ad invested in their homes and stores and mills, and we got.a picture that 
strated beyond peradventure of doubt that the abandonment of that line 
id be a senseless procedure and would simply mean that instead of relieving 
e country of a burden we would be creating another burden and a bigger 


The population tributary to this line amounts to 27,000; station 
earnings arising from traffic interchanged with the line amount to $650,000 
per year, and nothing is more unlikely than the consummation of this 
abandonment. 
In conclusion, it might be reiterated that even those abandonments 
Suggested by the Canadian National, which in our view may meet the 
test of the three fundamental premises upon which abandonment could 
_ be justified, could not in point of fact be accomplished without seriously 
affecting the public relations of the railway. The disturbance to public 
4 _ relations would, in many cases, be so severe as to cause the retention of 
__ the line, or in other cases, lead to a delay in accomplishing the abandon- 
‘ment, nor may damage claim arising out of abandonment be ignored. A. 
number of instances might be cited—perhaps as good a one as any would 
be the line between Saskatoon and Unity, a clear case of duplication. 


" yuld you point that out on the map? 


: There you see the broad heavy line. That is the main line of the Canadian 

fational. Now you see a little light blue line, that is closely parallel to it. They 

re almost within biscuit toss for quite a long piece; then they separate for a 
ee and get several miles apart. That is a clear case of duplication, 


4 By Right Hon. Mr. Meighen: 
Q. What is that other line?—A. It is the Canadian Pacific line. The history 
it is the history of one of those insane things. The Canadian Pacific had 
ed their construction in Western Canada to territory pretty much south 
ir main line. Then when the Grand Trunk Pacifie started to push its way 
ito Western Canada the Canadian Pacific said, “ Well, we have got to be 
too,” and went to work and started constructing that line parallel to the 
ind Trunk Pacific and within sight of it. 


By Hon. Mr. Hardy: 
. For how many miles?—A., For over a hundred miles. 


By the Chairman (Hon. Mr. Beaubien) : 


. Where does that line end?—A. Their line? It runs in there and goes 
Edmonton. 


By the Chairman (Right. Hon. Mr. Graham) : 


. To be fair, that was not the only sin committed in the West?—A. No, sir. 
. With respect to parallelling lines—A. I was careful to say this, that 
the Grand Trunk Pacific started to invade the West—I am not saying 
the blame lay—the duplication came about. 


_ =By Right Hon. Mr. Meighen: 

_ Q. When was that Unity line built or projected?—A. Around 1903. Some- 
around there: I would have to look it up. It is a straight case of dupli- 

By Hon. Mr. Murdock: 


Q. Surely it was not in 1903. The Grand Trunk Pacific was not built till 
t.—A. It was in the early nineteen hundreds. 


map down first. That is the situation. As to the exact date, I will h \ 
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" By Hon, Mr. Horsey: s he Ney " 
_ Q, But the Grand Trunk Pacific was built first—A. One fellow had his 


look that up. 


By Hon. Mr. Dandurand: a 

-Q. The Grand Trunk Pacific was incorporated in 1903.—A. Yes, and it wa 
subsequent to that, and I think it was referred to by Mr. Coleman of the Ca 
dian Pacific as a classic example of the sins of the previous generation. 


By the Chairman (Right Hon. Mr. Graham): A 4 

Q. I am not sure of the generation. As a matter of fact what is impressed 

on one’s mind as to those days is that the railways, unless they had specia 
charters, like the C.P.R., had to get their lines located through the Departmen 
of Railways. q 
Right Hon. Mr. Mrteuen: Did not the C.P.R. also? 3 
The Cuamman (Right. Hon. Mr. Graham): They had some special 
privilege. 4 
Right Hon. Mr. MeicHen: I guess you approved that one. q 


The Cuamman (Right Hon. Mr. Graham): The situation must have been 
different or it would not have got through. g 
Some Hon. Senators: Oh, oh. E 
The CuairmMan (Right Hon. Mr. Graham): There was just a little different 
situation when the C.P.R. in its original charter had certain privileges, 
perhaps I should say rights, granted by legislation, that were not ordina 
given. The time came when we transferred the decision as to the locati 
new lines to the Board of Railway Commissioners from the Minister of 
ways. I can say to you that it was a great relief to the Railway Departm 
I believe that after that it was more satisfactory, because the Board of Railv 
Commissioners had their experts, and the Minister of Railways, I regret to saj 
has never been a railway expert in my time—except for myself. 4 
Some Hon. Senators: Oh, oh. L 
The CuarrmMan (Right Hon. Mr. Graham): You can see the difficulty 
to the location of lines through the West when everybody was clamouring for 
a railway and everybody seemed to be wanting to build one. 4 


The Wrrness: Shall I resume? 


By the Chairman (Right Hon. Mr. Graham) : 

Q. Yes.—A. (Reading): 
Between these points the Canadian Pacific and Canadian Natic 

lines are never more than five miles apart as the crow flies, but in 
event of the abandonment of the Canadian Pacific Railway, plainly 
inferior line— a 


because their’s is a branch line; ours the main line. 


Q. How do you decide it? By naming it?—A. You see, our line is pla: 
our main line. The main line of the Canadian Pacific is that big blue line 
the map. a 
Q. It is now?—A. Yes. The broad red line running up from Edmonton t 
Winnipeg is the main line. i 

[Mr. 8. W. Fairweather.] aa 
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 ~By Hon. Mr. Buchanan: i 


| Q. Is that the line the C.P.R. uses from Edmonton to Winnipeg?—A. Yes. 
a secondary line of the Canadian Pacific. 


Between these points the Canadian Pacific and Canadian National 
lines are never more than five miles apart as the crow flies, but in the 
event of the abandonment of the Canadian Pacific Railway, plainly the 
Zz inferior line (Proposal No. 70), the town of Wilkie— 
. 


i Point that out on the map, please. 


—with 1,200 population would be left without railway transportation. 
This may be cited as an obstacle to a proposed abandonment, easily 
brushed aside in a general survey, but it would loom very large in case 
the abandonment were actually undertaken. ; 


RE 


By the Chairman (Hon. Mr. Beaubien): 
Q. What is that? A wheat country, I suppose.—A. Yes, sir, that is wheat 


ountry. 

om The above instances will serve to show the nature of the objections 
e raised by the Canadian National to many of the Canadian Pacific 
_ proposals. It is not suggesterd that all of the lines included in the group 
of 2,446 miles are open to these objections, but the exceptions specifically 
a - discussed in this letter and rejected for one reason or another amount 
—__ to 1,860 miles. , 


By the Chairman (Hon. Mr. Beaubien): 


Q. Is that out of your 2,446 miles?—A. Wait a minute, let us get this 
aight. We started out with two estimates: one, an estimate of 2,434 miles, 
de by the Canadian National, and another estimate of 5,051 miles, made by 
Canadian Pacific. The next thing we developed was that there were 2,446 
es of the Canadian Pacific’s scheme with regard to which we thought we could 
the validity of the abandonment, which lines comprise lines which were not 
uded in our 2,434 miles. We analysed, as has been explained in this letter, 
860 miles of the mileage of 2,446, which we were in doubts about, and with 
sgard to that 1,860 miles we said it is either not economical or it is not feasible 
‘om the standpoint of the country. 
* Q. How much was not feasible? How much was not adaptable to elimina- 
on?—A. We studied 1,860 miles of them. And then we go on and say: “and 
ich of the balance is of a similar character. We feel that the abandonments 
%t forth in our tentative program”’—that is, 2,434 miles—“would in point of 
ret approximate much closer to what is desirable and realizable than the 
anadian Pacific program.” Now, just one last word, in order that we might 
his thing tied in. Yesterday I gave an estimate offhand that there might 
@-1,000 miles of duplicate lines that could be abandoned. Now, when you 
mpare that with the 2,434, you may wonder where the other 1,400 miles are. 
e answer is that the 1,400 miles represents thin traffic branch lines of either 
npany. For instance, we applied to the Board for 600 miles and the Canadian 
¢ had in their program 500 miles of similar lines. ‘They applied for: 
ssion to abandon 100 and they got permission to abandon 50. We applied. 
ermission to abandon 600 and got permission to abandon 300. But if you 
e the thin traffic lines and add them to the 1,000 or so miles—the records: 
been looked up, and I now find it is 1,150 miles; but you see, I was speaking. 
ally—if you take those 1,000 or 1,150 miles and add them to these thin. 
» lines that are no part of any joint action, you would get approximately 
miles. | 


~~ 
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By the Chairman (Hon. Mr. Beaubien) s nate tS sO sna 
; Q. Out of that there are only about 1,100 miles of duplicate lines 
That in my opinion it is justifiable to abandon. , ‘3 ; 


By Hon. Mr. Hugessen: i 
Q. You were going to give us details of those 1,100 miles to-day?—A. Ye 
I can do that. 4 


By the Chairman (Hon. Mr. Beaubien) : @ 
Q. In the program submitted by the Canadian Pacific, which is so muel 
larger, 5,000 miles, how much of that is duplicate line?—A. It depends upt 
what you call a duplicate line. 
Q. In your contention?—A. They did not separate them. They just simpl 
said this is the redundant and useless mileage in Canada. - 
Q. That comprised their thin traffic lines?—A. Yes, it includes their thi 
traffic lines and our thin traffic lines, and what we call functionally duplics 
lines, what are called functionally duplicate lines. They may take the Nati 
Transcontinental from Quebec through to Chipman; they may call that functior 


ally duplicate, because they have got a line running between Quebec down 
the Maritime Provinces also. But to me it is not functionally duplicate. 


By the Chairman (Right Hon. Mr. Graham) : 

Q. There seems to be a difference of opinion?—A. I cannot say as to t 
But I know this, that there could be no difference of opinion of any reason 
minded man who knew the facts, that to abandon that transcontinental railway 
from Quebec to Moncton would be just ridiculous. a 


By Hon. Mr. Gordon: 4 
Q. You do not say they suggested that?—A. Yes, they did suggest that. 
is included in the estimate, certainly. Every one of these lines that I han 
mentioned are lines that the-Canadian Pacific had in their 5,000 miles estin 
of things that they were going to do in the way of line abandonment in 
country. . 
Q. I thought you said they might have wanted that?—A. No, I did not 
that, sir. 4 


By Right Hon. Mr. Meighen: a 

Q. You said they might consider them as duplications?—A. I said I do 
know what they call them, but they included them in a plan and say: 
the amount of useless mileage in Canada. And we say that the amount of 
age that you could consider as being useless or unnecessary is somewhere 0 
order of 2,400 miles, as a maximum. And, as far as I am concerned, I 
think that you could justify it before the Board of Railway Commissiox 
think the Board would reject some of that, and quite properly so. Allo 
estimates that I have made are to some extent conditioned upon my & 
as a railway officer. I tend to look at the thing from the loss standpoint. 
trained to try to take the national standpoint, and I have on very many 0¢ 
taken that standpoint and advised in the light of the national interest, a 
pared with the narrow railway interest. But even at that, although I am spec 
trained to do that, there is a tendency for a railway man to be prejudicec 
to underrate these features of public convenience and necessity. So I thin 
entirely desirable that there should be some body that would put a chee! 
things being done in the railway interests that are not in the interests 
country. The 2,400 miles I mentioned are subject to whatever qualifi 
would be put upon that mileage by people who would look at it and say, 
now, admitting that the railways have made a case on paper, is it a | 
[Mr. S. W. Fairweather. ] 
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Renolted from the public interest?” I do not know how much of that 
uiles would be cut down. But I know this: we went to the Board of 

ay Commissioners with regard to 600 miles of our own thin traffic lines, 
abed faut of 1,800 miles—I am told now that it is nearly 2,000 miles, in fact— 
we got permission for less than half of that. 


By Hon. Mr. Calder: 


Q. And you went with the best of them, I presume?—A. Yes, you are 
dy right, sir. We knew we had one or two doubtful ones there, but we 
those in as test cases. We wanted to find out how far the Board would 20. 


| By Right Hon. Mr. Meighen: 
Q. Did you try hard?—A. I will say we tried hard. 


) By Hon. Mr. Calder: 

~Q. Will you state just briefly again, so that I can get them in my mind, 
east, the three principles that you applied to a test? You do not need to 
d them, but just state them briefly?—-A. We said: 


e abandonment must be of such a nature that from the railway 


® operating standpoint an immediate economy would result. 

_ 2nd—The abandonment must be of such a nature that it would not 
damage the efficient functioning of the transportation machine as a 
whole. 


> 


at i is, we are not going to destroy through routes for immediate economy. 


e third test is: 


- 8rd—That the line proposed for abandonment does not to a substantial 
4 degree furnish essential transportation to communities or industries, 
_ “essential” being used in the sense that highway transport could 
« not efficiently replace the railway. 


Q You applied those three tests to the 5,000 miles submitted as a pro- 
al by the Canadian Pacific Railway?—A. Yes, sir. 

Q. And you came to the conclusion that somewhere in the neighbourhood 
Dic miles would not stand up under those principles?—A. More than 
} miles. 


By Hon. Mr. Buchanan: 

Q. Yesterday you were talking about a road from Kamloops south to the 
y gan country. Looking at that map, I think that from Moose Jaw west 
‘ancouver, south of the main line of the Canadian Pacific, there is no 
itive road in the whole territory except that one line that was discussed 
ay. And living in that territory, I have come to the conclusion that 
ne railroad we are getting a quite satisfactory service. Now, again this 
g you spoke of the Canadian Pacific going up into territory that really 
ed to another railroad. Would there be any economy in developing 
icy whereby the country would be zoned, so that one railroad would handle 
rtation facilities in one section and another railroad would handle 
ortation facilities in, say, northern Saskatchewan and northern Alberta? 
think that that is a very practical suggestion, so far as the future policy 
erned. I think to that might very well-be added some degree of reallo- 
of the existing lines. 


- By the Chairman (Right Hon. Mr. Graham): 

Was there not an effort made at one time to divide—theoretically, at 
e country into zones for the construction of new lines?—A. I believe 
sir. 


eS SS 


Q. Did the roads not get together—at ts TL nidararoed Pe 
~ one road would not go into a certain territory, ‘and the other road woul 
out of another territory? The Department, of course, always insiste 
the interests of the people should not be sacrified by that arrangement 
believe there was an arrangement like that, and it broke down in the post 
boom period. 
Mr. Furntorr: No, in 1929. a 
Hon. Mr. Cauprr: . Mr. Chairman, here is point. If either the Canadia 
Pacific or the Canadian National desires to get a branch line in any provi 
and is unable to obtain a federal charter, a provincial charter can be obtair 
In such a case, has the Board of Railway Commissioners any jurisdiction, 
so far as tying up that branch line with the railway’s main line? 
The CuHarrman (Right Hon. Mr. Graham): The Act specifies wha ‘ 
branch line is. 
Hon. Mr. Crerar: In the province of Saskatchewan for examplel 
Canadian National comes to the provincial legislature and asks for a ch 
to build a branch line from one of its already constructed lines. Now, a ch 
is granted. Is that subject to the approval of the Railway Board as to locati 
and junction with the railway’s existing line? : 
The CuarrMan (Right Hon. Mr. Graham) : If it is only a provine 
charter, it would not be. 
Right Hon. Mr. MrtcHEen: We could pass an Act declaring it to be a 
for the general advantage of Canada, and bring it under the Railway Com 
sion. q 
Hon. Mr. Cauper: When we are talking about zoning, it must be remen 
bered that the provinces have power to grant charters to railways. vile 
have authority over such charters in some way or another, we cannot. com W 
is suggested, 
The CuHarrMaAn (Right Hon. Mr. Graham): What happened, Senator W 
this. In a great many cases, including the Canadian Northern lines in B 
Columbia, they were declared later on, although there was a contract bet 
Mackenzie & Mann and the McBride Government that the company s 
endeavour to keep away from Federal jurisdiction, if I remember right] 
be Federal undertakings. This Parliament passed an Act declaring those 
‘for the general advantage of Canada, and of course automatically they 
under the Board of Railw ay Commissioners. 4 
Hon. Mr. Cauper: But are you not in trouble every time you atten 
that? I represent the province of Saskatchewan .and I arrange with my 
leagues for the construction .of a railway line. Then the Federal Govern 
comes along and says, ‘Here, “young fellow, you cannot do that. We are ; 
to declare that line something for the general advantage of Canada, and 
bring it under our jurisdiction.” 
The CHAIRMAN (Right Hon. Mr. Graham): “al 
Hon. Mr. Harpy: If the railway comes in ae with the Federal line 
becomes subject to the jurisdiction of the Federal Government. 
Hon. Mr. Carper: That is the question I asked. 
Hon. Mr. Harpy: I think I am right there. 
Hon. Mr. Catprer: But the chairman says no. d 
Right Hon. Mr. MricHen: Any right of a province to construct p 
works is subject to the overriding right of the Dominion to declare such 
to be for the general advantage of Canada, and so bring it under Federal , ju 
diction. 7 
[Mr. S. W. Fairweather.] 
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on, Mr. Catper: But take a railway running north that connects both 
he C.N. and the C.P., would the Federal Government declare that line to 
for the genera! advantage of Canada? 

- Right Hon. Mr. Mercuen: Not lightly. 


Hon. Mr. Cauprr: As my right honourable friend says, it is not likely in 
d to any charter. 
Right Hon. Mr. Meicuen: I did not say “not likely”; I said “ not lightly.” 
The CuHamrMan (Right Hon. Mr. Graham): I think the Act to which 
ator Hardy refers provided at one time that the crossing of a provincial line 
y a Federal line made it a Federal line. That was declared to be not good 
aw in the courts of Quebec, if I remember the case. 

_ Right Hon. Mr. Mercuen: I should not think it would be good law. 
_ The Cuamman (Right Hon. Mr. Graham): Several other things had to be 
uken into consideration. 
_ Hon. Mr. Corr: But the Railway Board has jurisdiction to allow or dis- 
low a junction between a provincial and a Dominion line. Application must 
e made and leave obtained before such junction can be physically effected. 
a Hon. Mr. Parent: I think if a Federal road leases a provincial road then 
1@ provincial road falls under the jurisdiction of the Railway Commissioners. 
have in mind the Quebec Central Railway, which was leased to the C.P.R. 
ra long period of years. That road then became subject to the Federal 
athority. 
el CHAIRMAN (Hon. Mr. Graham): Do we know all we can know about 
at point? It has its difficulties, but I see it is clear, as Senator Meighen says, 
i the Federal jurisdiction overrides the provincial if the provincial road is 
sidered to be a public work in the interest of all Canada. 


_ Hon. Mr. Cascrain: In making a crossing only, but not paralleling an 


Right Hon. Mr. Mrrcuen: Oh, yes. 


‘The Cuatrman (Right Hon. Mr. Graham): Yes. I do not think we are 


roaching on any vested rights in such cases. Now let us give Mr. Biggar 
chance to proceed. 


By Mr. Biggar: 


Q. Mr. Fairweather, put shortly, the position between the two railways 
hat each submitted a list of possible abandonments independently of the 
mr. Yes, sir. 

. And according to your letter, of the proposed abandonment in terms 

eage, those lists represent 2,098 miles?—A. That is correct, sir. 

. Will you tell us where that mileage is which both railways were of 

imion might be abandoned in 1932?—A. I think I could do it. 

Q. You need not take the small pieces; take the really big bites.—A. 

ps it would be advisable to point them out on the map. Middleton 

ection to Granville, 22 miles. 

- Has that been abandoned?—A. That is the line we had so much dis- 

n about. It has been not abandoned, but is just at the point of going 

e Railway Commission. 

The next is Grand Falls-Edmunston. There is a little piece in there that 

been abandoned. 

Q. How many miles?—A. Twenty-seven. The Canadian Pacifie aban- 

a line closely parallel to the National Trancontinental. That has been 


otts Junction-Harlaka Junction. That is right up near Quebec. 
. Mr. Caseratn: Megantic. 
| Witness: That was studied jomted and considered not desirable. 
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aE By the Chairman (Right Hon. Mr. Graham): | Ee 
Loe G: What kind of traffic was it used for?—A. It was just a conn 
~ When we looked into the complications of operating in and out of Queb 
we found they were such that it did not make the abandonment desirable. 


By Hon. Mr. Hawg: a 
Q. That was abandoned?—A. We studied it jointly and jointly agreed 
was not desirable to do it when we knew all the details. There is a case 
line where we thought it might be done. We sat down and studied it in 
and found it was foolish. 
By Hon. Mr. Horsey: a 

Q. It was in both these lists of abandonments?—A. Yes. a 
The next is Dombourg-St. Marc, 23 miles. That has been abandoned h 
the Canadian National Railways as an exclusive abandonment. p 
By Mr. Biggar: 7 
Q. Independently ?—A. Independently. We had a little trouble with it 

It was stood over for a year. ‘a 


By Hon. Mr. Casgram: 
Q. What province?—A. That is the province of Quebec. a 
By Hon. Mr. Calder: q 
Q. You do not mean to tell us the Board of Railway Commissioners t00 
a year to decide that question. . &q 
Hon. Mr. Cascrain: Sure. a 
The Wrrness: When I say it was stood over for a year, I mean this. 
local residents came to us and said, “ We want an opportunity to discuss 1t. 
It is only a matter of about two months ago that the Board notified us W 
might abandon it, and we did. rm 
By Hon. Mr. Cote: ‘ @ 
Q. What was that line used for from Dombourg to St. Marc?—A. ” 
understand that you would have to understand the construction of the Nati 
Transcontinental and the Canadian Northern line down to Quebec. It a 
out of a duplication of facilities. We had a line down on the shore ai 
line on top of the plateau. It is a duplication that grew out of past history 
By Hon. Mr. Haig: a 
Q. It took the Railway Commissioners a year to make up their mind 
A. The trouble was there were communities located along that line. 


By H on. Mr. Casgrain: 
Q. Before you leave Quebec, why don’t you cut out the 14 miles from Fig 
Viger and use the C.P.R. lines? fj 


By Hon. Mr. Parent: al 
Q. That is Montreal. We are discussing the Quebec situation now ?- 
The next is Farnham to St. Johns, 13 miles. That has been abandoned. — 


By Hon. Mr. Casgrain: 
Q. What province?—A. Quebec. 
[Mr. S. W. Fairweather.] 
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y the Chairman (Hon. Mr. Beaubien): 

ah hich railway gave up the line there?—A. In that particular case the 
jan National. The next line is from Soulanges to Cornwall. That is a 
hich the Canadian Pacific runs off their main line to get down into 
LW < ll. 


: 
By the Chairman (Right Hon. Mr. Graham) : 

_ That was recently constructed, was it not?—A. Not so very long ago. 
es no purpose except to give the C.P.R. entrance into the industrial town 
nwall. That was 27 miles. 


By Mr. Biggar: 


What is the position now; it stands as it was?—A. It was studied and 
orted against. 
Q. Reported against?—.A. Yes. 


By the Chairman (Hon. Mr. Beaubien): 


By both railways?—-A. According to my information here—I will have 
irm it, for after all I cannot keep all these details in my head—but accord- 
these records this was studied and rejected. 


By Hon. Mr. Dandurand: 
How many miles?—A. Twenty-seven miles. 


me By Hon. Mr. Black: 
@. It has not been abandoned, Mr. Fairweather?—A. No, it has not been 
doned. . 
‘he next is Arnprior to Renfrew, 17 miles. With that you should take the 
m Payne to Kganville, 19 miles. 


By the Chairman (Right Hon. Mr. Graham): 


That is the old Canada Atlantic Railway running up from Ottawa here 
Madawaska Valley. Don’t you think you ought to divide it between the 
lways we are discussing now? It is no longer the old Canada Atlantic? 
i is the Canadian National Railways west of Ottawa. The Canadian 
have a line which, in combination with their main line, duplicates the 
an National line from Arnprior to Eganville. That is a total distance of 
36 miles. ; 


@ By Hon. Mr. Robinson: 


Which one is that?—A. I am coming to that. We studied that line and 
1 the conclusion that the Canadian National should abandon its line 
tnprior to Eganville and use the Canadian Pacific line—will you point 
out on the map—from Eganville to Arnprior, and thereby avoid this dupli- 
a. When we started to make the arrangement effective we found that the 
had overlooked the fact that the Canadian Pacific bridges on their 
1 traffic line into Eganville would not hold the class of power which we had 
ate on our line, because our traffic was heavier. Therefore we had to 
de for further study. 

, about that time we made an application to the Board of Railway 
oners for the abandonment of the line irom Golden Lake to Pembroke. 
ou.see that on the map? 

i 

| By Hon. Mr. Casgrain: 

How many miles?—A. Twenty-one miles. The Board of Railway Com- 
id, “ No, we won’t let you abandon that line.” 
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Q. That is in Ontario?—A. That is in Ontario. They said it wou 

be in the national interest that that line be abandoned. Knowing tha 
to keep that line from Golden Lake to Pembroke, the Canadian 
believed that they might be able to work out an arrangement whe 
traffic from the Madawaska Valley would come down to Golden Lake 
over this line to Pembroke and joint the main line, and we thought we 1 
might be able to work out a more convenient and economic arrangement ‘ 
the one we had previously under discussion. Circumstances having chan 
we thought we could do that. 4 
It started as a simple little study, but rapidly became complicated. EF 
instance, it was upsetting the rate structure. But we solved those difficul 
I think, and were about to propose to the Canadian Pacific an alterna 
arrangement under which the Madawaska traffic would come down to 
Lake, go over to connect with the Canadian National at Pembroke, and ¢ 
down the main line of the Canadian National; and the passenger business wi 
probably go over and connect with the Canadian Pacific trains at Pembr 


It would be a co-operative arrangement. 


By Hon. Mr. Gordon: 3 

Q. Would not that be-much longer than the old Canada Atlantic? 
When we take everything into consideration it produces a substantial econom 
This line has not actually been abandoned, but a bigger abandonment thal 
indicated here will probably be made. F 


By. Hon. Mr. Dandurand: 
Q. How many miles are involved?—A. Thirty-six. 


By Mr. Biggar: = 

Q. And this is in the same position that it was in in 1932?—A. N 
would not say that. E 
Q. Physically?—A. Physically it is in the same condition. 
The next line is the Brockville-Westport. That is a little lme— 

Q. If we go at this rate through 2,000 miles, I think we will be into 
end of next week. Could you not just tell us what are the principal 
included in the 2,098 miles which have been abandoned, which are agreed 1 
abandoned, and which are in exactly the same position as they were in I 
—A. If you want that, I will have to prepare a statement. I introducee 
evidence by saying that I had the information, and that if you could” 
with me I would go through it. ‘ ; 
Q. What is the next piece?—A. It is from Brockville to Westport. — 

Q. How many miles?—A. Thirty-one miles. - 

Q. What is the position with regard to that?—A. The Canadian Nat 
studied that as an independent line and rejected it. We could not support 
Q. What is the next?—A. It is a fairly substantial one, Glen Tay-Wh 

Q. How many miles?—A. That one is under study with the Joint 
operative Committee. i 
Q. How many miles?—A. One hundred and sixty-four miles. 


By Hon. Mr. Dandurand: 
Q. Nothing has been done. It is under study?—A. Yes. 


, 


By Hon. Mr. Robinson: q 

Q. That is the C.P.R. Ottawa line?—A. Part of their line, what we 

as the shore line. sa 
. [Mr. 8S. W. Fairweather.] a 
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By Mr. Biggar: . 


Next?—A. Ronnac-Greenburn has been Binoned: That is a National 
is a thin traffic line. 


‘hat is an independent one?—A. Yes. 


MEME, Hon, Mr. Calder: 
Q. How many miles?—A. Forty-two. 


Next is Linwood to Listowel, 16 miles. That is awaiting the approval of 
Board of Railway Commissioners. 


By Hon. Mr. Copp: 


Next?—A. From Glencoe to Kingscourt. That is an exclusive Canadian 
mal line, 21 miles, and we are trying hard to get rid of it. 


By the Chairman (Right Hon. Mr. Graham): 


Q. Where is it?—A. In Southwestern Ontario. It is a thin traffic, exclusive 
eo we have been trying to get rid of it. 
bi 


By Hon. Mr. Gordon: 


By Mr. Biggar: 

'Q. And the next?—A. The next one is Nipigon to Current, 63 miles. That 
of the lines I discussed in the letter. 

). And it is in the same position?—A. It is under study. There are two 
8 there, the C.P.R. and the Canadian National, and it is a question which 


. And the next?—A. Beech Junction to East Selkirk. ; 
. How many miles?—A. That one has been under study for considerable 
oh, I was mixing this line up. This is the line I Was speaking of the 
ay. It is shown here as 24 miles, and after we agreed to abandon an 
came in there and made the Canadian National Executive reserve it. 
In other words, we may mark it as having been deliberately retained? 
| far as the Canadian National is concerned the Executive has not 
eached a decision. 

m. Mr. Danpuranp: Suspended. 

he Witness: That is right, suspended. 


_ By Mr. Biggar: 
Q. Next?—A. Winnipeg to Morris, 40 miles. Under study at the present 


_ By Hon. Mr. Parent: 


n all your answers you do not tell us the population that is going 

tected by the abandonments or proposed abandonments—A. No, sir. 

on that in the letter in specific cases, but in this statement I do not. 
Creek to Plum Coulee, 40 miles, a C.P.R. branch line. 


By Mr. Biggar: 

What position is it in now?—A. We are not studying it. It is a C.P.R. 
one of those lines that was included in both plans. 

xt?—A. Portage to Gladstone, 35 miles. 

What position is that in?—A. It is under study. 


a Mi “duplication there, and it is under study. 
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By Right Hon. Mr. Meighen:  —— pai ahs 
Q. Which line?—A. It may be one or it may be the other. — hei 


~~ Next, West Tower to Deer. There is a duplication there. It was 
into and it was found that it would not pay to abandon. by 


By Mr. Biggar: 
What is the mileage?—A. Twenty-two miles. It was examined Jo 


and found definitely not economic. 


By the Chairman (Hon. Mr. Beaubien) : q 
Q. And rejected?—A. Rejected for that purpose. 4 
Q. Do you mean by both railways?—A. Yes, sir. In this I say it is 


Canadian National exclusive line. i 
: 


_ By Mr. Biggar: a 
Q. Next?—A. Forest to Wheatland, 19 miles. 4 
Q. What position is that in?—A. Under study. ie 


By Hon. Mr. Haig: 
Q. There is no business there?—A. Well, it is under study. 
The next is Brandon to Maryfield. 


By Mr. Biggar: 
Q. The mileage?—A. Seventy-five miles. -. 
Q. What happened. to it?—A. Forty miles of it are under study, and 
miles have been rejected as not being economic. 4 


4 


By Hon. Mr. Robinson: a 

Q. All C.N?—A. Oh, yes. a 
Holmfield to Deloraine, 51 miles, C.N. That has been extended to L 
Deloraine, and all agreed to, and the report has been approved and the 


«ed . ° . 
ment is in course of preparation. 


By Mr. Biggar: 

Q. What is the total mileage?—A. Fifty-six miles, but you had 
keep to the mileage in the schedule, 51. a 
Next, Binscarth to Inglis, 24 miles. That is C.P.R. line. “a 


By the Chairman (Hon. Mr. Beaubien) : * 
Q. That has not been abandoned?——A. It is not under my review at. 


By the Chairman (Right Hon. Mr. Graham): ; 

 Q. It is contained in a certain mileage given.—A. It is in the 5,000. 
it was in the 2,400, and it is in the 2,098, which is joint. A 
The next is McCauley to Virden. That is another C.P. branch lin 


By Mr. Biggar: 
Q. Has it any existence, as far as you know?—A. Yes. 
Q. And the mileage?—A. Thirty-six miles. 
The next, Maryfield to Peebles, 71 miles. 
Right Hon. Mr. MetcHrn: That is ridiculous. 


By Mr. Biggar: 

Q. That is a physical line—A. That was jointly studied and_ 

from Wolsley to Reston. That is the line that we agreed should be ab 
and then the Canadian Pacific reserved it. 

_ (Mr. 8S. W. Fairweather. ] 
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. As far as the line—A. Physically it is still there. 

xt, Worrell to Moose Jaw Junction, 39 miles. That is National. That 
erhaps be better known as Regina to Moose Jaw. That is under study. 
hen there is the line from Saskatoon to Unity, 120 miles, to which refer- 


as been made. Sixty miles of that were studied and rejected, and the 
60 are under study. 


By Hon. Mr. Casgrain: 
_ Q. Have you under study also the road running into Goderich, on Lake 
on? The Grand Trunk has been in there for 60 years, and it could not 


e a living. Yet the C.P.R. built to go in there too. There is not enough 
ness there to keep one road going. 


By Mr. Biggar: 


. Q. The next, Mr. Fairweather?—A. Bruderheim to South Edmonton, 33 
That is under study. That is a C.P. line. 


ee 


_ By the Chairman (Right Hon. Mr. Graham): 


; 4 Q. Which direction is that?—A. That is a very famous line, that Bruderheim 
(0 South Edmonton line. 
_ Q. What is the mileage?-—A. It is 33 miles. 


By Mr. Biggar: | ; 
 Q. And the next?—A. The next is 50 miles of the Northern Alberta Railway 
m Edmonton to Kerensky and from Carbondale to Morinville. 
-Q. What happened to that?—A. That is under study at the present time. 


By Hon. Mr. Parent: 
Q. A Canadian Pacific line?—A. No, Northern Alberta. 


By the Chairman (Right Hon. Mr. Graham): 


Q. There is one line there that both roads have an interest in?—A. Yes sir. 
Q. Is that the line?—A. Rather an expensive interest. And the next is 
Id to Barlee Junction, 23 miles. 


By Mr. Biggar: 


Q. What happened to that?—A. That is a Canadian National branch line. 
died it and found we could not justify abandonment. The next is Warden 
, 22 miles. It is jointly agreed that 9 miles of those 22 should be abandoned 
3 miles should be retained. Then, Red Deer Junction to Rocky Mountain 
e, 55 miles. It is jointly agreed that a composite line would be satisfactory, 
the preparation of the agreement is under way. The next is Grainger to 

Junction, 47 miles. There, 33 miles are jointly agreed to and 14 miles 

been rejected jointly. The last is Lake End to Cowichan Lake, 31 miles. 

What happened to that?—A. That line is not under study. As a matter 
ct, it is a Canadian National line which we think should be retained. 
-Q. May we put it down that you have decided to retain it?—A. Well, of 
circumstances change, you know, but at the present time—I will put. it 
y—the Canadian National can see no justification for abandoning that 
Sof line. That comprises the 2,098 miles that were joint to both estimates. 
The result of what you have said, according to my notes, is that there 
een either agreements to abandon or a decision to abandon 1,225 miles, - 
at there has been no decision and nothing done with regard to 781 miles. 
y not be exactly accurate— 


members’ minds just now is adjournment. 
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‘The Cuarrman (Right Hon. Mr. Graham): I think that what is nearest #] 


The Committee adjourned until after the Senate rises this afternoon. _ 
The Committee resumed at 5.15 p.m. 


The Cuatrrman (Hon. Mr. Beaubien): In the unavoidable absence of my 
colleague (Right Hon. Mr. Graham), I will now suggest that we proceed. 


S. W. FarrwEatHer (Examination resumed). 

By Mr. Biggar: q 

Q. Mr. Fairweather, you have taken advantage of the recess to prepé 
a memorandum covering that position that we were discussing this morning w 
regard to 2,098 miles, have you not?—A. Yes sir, and I found that I had, 1 
hurrying over it, made certain omissions. a 

Q. So that it is now in the form of a written memorandum and is no} 
complete and accurate?—A. Yes. 

Q. And accounts for the whole 2,098 miles?— A. Yes. And I have made 
mileage summary at the bottom of it, which will classify the mileage and sho 
the present status. a 

Q. With regard to each section?—A. Yes. * 

(Canadian Pacific Railway’s proposal for line abandonment, mileage ¢ 
mon to C.N.R. and C.P.R., before Royal Commission on Railways and Tr. 
portation, 1932, filed and marked Exhibit 43.) 

Q. And I would ask you if you would let us have the memorandum rela’ 
to your estimate of $24,000,000. You said you could do that.—A. Yes, sir. 
will arrange, if the Committee desires for a copy of it. - 

Q. We will not print that?—A. It is fairly lengthy. 

Q. It will be available in the same way as the other memorandum of 
same kind?—A. Yes, sir. I will have to crave the indulgence of the Commi 
to do it when I have a copy available. The only copy I have is my file copy 

Q. You could let us have that by Tuesday?—A. Yes. 

Hon. Mr. Murpocx: The members of the Committee could have a mimeo 
graphed copy? } 

Mr. Biccar: If it is going to be reproduced, it had better be printed. Bu 
it will be available like the one about the $56,000,000, unless the Committe 
prefers to have it printed. -# 

The Wirness: It is a fairly lengthy document. 

Mr. Bicear: It will be Exhibit 44. ae 

(Memorandum relating to Mr. Fairweather’s estimate of $24,000,0 
economies, to be filed and marked Exhibit 44.) 

Q. Then you had another memorandum, a comparatively short one, Wl 
regard to the 5,051 miles of Canadian Pacific line and also with regar 
abandonment under other schemes, the $24,000,000, and so on. You have ~ 


<a 


in an analytic form, I understand?—A. Yes, I have a complete co-relatior 
each line, under these various headings. ce 
Mr. Biccar: I suggest to the Committee that that need not be printed 
is merely for the purpose of reference. That will be Exhibit 45. Of these 
exhibits, we shall print only the short one, Exhibit 43, unless the Comm 
wants the long ones printed. 4 
(Memorandum in analytic form, of proposed abandonment of 5,051 n 
of Canadian Pacific line, etc., to be filed and marked Exhibit 45.) 
Hon. Mr. Buacx: Mr. Chairman, there does not seem to be much be 
_ the Committee just now. May I ask Mr. Fairweather a question or two? — 
‘The Cuarrman: (Hon. Mr. Beaubien): Certainly. a 
(Mr. S. W. Fairweather.] 
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By Hon. Mr. Black: 

Q Mr. Fairweather, I gathered from the evidence to which I have histened 

up to the present time there has not been very complete or willing co- 

ation between the two lines. Am I right? At least that is the inference I 

| not help drawing. 

Hon. Mr. Danpurann: Would you repeat the question, please? 


~ 


q By Hon. Mr. Black: 


Q. While some economies have been made, to a minor degree, there has 
ot been as complete and effective co-operation between the two roads in 
aking economies as there might have been. At least, that is the inference 
h I cannot help drawing from the evidence. Am I right in that?—A. That 
correct inference, in my opinion, sir. 

_Q. That is unfortunate, exceedingly unfortunate. But I want to get down 

) one or two details, referring not to any combined action of the two roads, but 
) the Canadian National’s attitude to the elimination of certain lines, I intend 

k the same questions of the representative of the other road, when oppor- 

ity offers. It is unpleasant for me to have to ask questions that might lead 

ublic to think I was advocating the closing of certain roads in my own 

ritory. I am not asking the questions with that object: I am asking them 

ause I happen to know of the two or three roads that I shall mention. In 

rovince of New Brunswick there are a large number of branch lines which 

taken over from time to time by the Canadian National, and which in 

day and generation served a very important purpose in the transportation 

f that part of the country and of Canada. But I am told by officers of 
anadian National that because of changed traffic conditions those roads 

eally not necessary at the present time in the transportation economy of 

Brunswick. The first. one I want to refer to is the one nearest your home 

mine, that is the Moncton and Buctouche road. There was a time when 

served a really valuable purpose. It does yet. I agree that if the closing 

at line were suggested and I were living there, I should oppose it. Yet, I 

old that because of paved highways in that section, the increasing use of 

cars and trucks, and an effective bus service which is said to have run 

out last year, even in the winter, there is not very much real use for 

oad and that it would be cheaper for the Canadian National to close it 

e the service by bus and truck. The products coming out of that territory 

e railway must be almost entirely confined to lumber and fish of various 


teamers, and though some of the fish is moved by rail, more of it is moved 
y truck and boat—at least tnat is the information given to me. So, aside from _ 
le small amount of farm produce and that kind of thing which is now being | 
uled over the road, it does not seem that there can be much freight, and the 
en from whom I got my information seem to think that it does not pay 
anadian National to keep that road running at all, except for sentimental 
P . Is that correct? Could the road be properly abandoned?—A. Well, 
@ Studied that line very carefully. ; 


By Hon. Mr. Calder: 

Q. Was it included in your mileage study?—A. It is one of the lines included 
Canadian National’s thin traffic study. It is one of the lines included in 
800 miles of which I spoke. It is a line which, it is quite true, does not in a — 
sense pay to operate. But we put it in the category of a line where at 
me we made the study, relative to other lines, we did not think the Board 
ilway Commissioners would approve abandonment. And I think our judg- 


and Havelock line, where all the features which have been mentioné 
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ment was sound, because we picked a line not very far from it, calle 


present to a more marked degree than in the case of the Moncton and Bu 
- We also picked a line from Hampton to St. Martin’s— 


By Hon. Mr. Black: | a 
Q. I was going to refer to that. Why not just answer what I first asked? 
A. I was trying to explain, sir. With regard to both of those lines, Elg 
Havelock and Hampton to St. Martin’s, the Board of Railway Commis: 
refused to permit the abandonment. We knew from our record that if we cou 
not carry Elgin and Havelock we did not have any chance of carrying # 
Moncton and Buctouche abandonments. a 

Q. The conditions have changed even since your study of the case. 
road is now paved and there is a bus line in operation, and I am told t 
less traffic by rail and more traffic by bus and truck over that, road. 

- Tt is not nice for me to have to mention roads in my own district t 
know of, but if we are going to approach this question on the principle of 
away from my territory but invade the other’s, we shall not get a fair 
I am told by persons from your own group that there would be a very co 
able saving effected by the closing of that road without, under present 
conditions, doing any injury to that community. That is the informat 
have received after making considerable inquiries. You mentioned Hay 
and Elgin?—A. Yes, sir. i 

Q. That runs eight miles in one direction and seven miles in the othe: 
A. It is twenty-six miles long. - ‘ 

Q. I think you put up a pretty good case when you wanted that clo 
A. Yes, sir. 

Q. I think you can put up a better case to-day. After all, what. i 
opposition to that road? It is purely a political opposition. I do not 
party opposition at all. It was political opposition. As happens in a 
every case where these questions come up opposition comes first 
a man who has something and does not want to lose it—that is very mi 
and human-—then from those who think it will help their political or 
influence to join in with the residents. The endeavour is to prevent. the 
dian National Railways in this case from getting the advantage which t 
entitled to by giving to the people now a service under a very much 
method and yet just as effective as the present service. I have re 
proceedings in the Havelock and Elgin case and have discussed it with 
persons who appeared before that committee, and I put down the opp 
to that road—and I couple with it the road which runs for Hampton t0 
Martin’s—to the same influences. I am confident you can give just as 
service at a very much lower cost and just as effective as you give 
eliminating the steam railway services altogether. I have a feeling, 
think it is shared by the majority of this committee, that there is to 
attention paid to the local opposition. This opposition 1s natural, but. 
economy was once effected and another service given the opposition 
cease. Given the opportunity, the railways could without sacrifice of s 
to the country take up scores of these small lines which would in the aggr 
make a very great saving. a 

Hon. Mr. Caper: Could not your remarks be better addressed to the ( 
man of the Board of Railway Commissioners? 

Hon. Mr. Buack: My remarks are addressed to this committee, an 
committee is to do any good it has, after it has formulated its views, to 
them on the authorities higher up. 

Hon. Mr. Murvocx: We cannot change the law as it applies to the ] 
Commission. Bee 

(Mr. 8. W. Fairweather.] } 
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n. Mr. Buack: We can at least make the Railway Commission know what 
about it. If we do not, we are not doing our duty in my opinion. 

mn. Mr. Srnciair: If the railway was closed down do you think the road 

s would be effective during the four months of winter? 


m. Mr. Buack: That is changing. Since the road has been paved to 
che they have adopted a system of ploughs to keep the road open. As 
es on they will have less and less road interference. 

Hon. Mr. Srncuair: It has not come yet. 

. don. Mr. Buack: I submit I know that situation just as well as anyone 
ere. : 

on. Mr. Parent: I think you are quite correct in your argument. There 
y little difficulty with snow removal now because the work is well organized. 


on. Mr. Buack: I think I am or I would not make it. I would say almost 
ame about the Kent Northern section. It is not as easily served, but they 
an excellent port. Lumber and fish are the two main products of that 
ion. The bulk of the lumber is loaded on vessels that go largely to the British 
umbia and Irish markets, some shipments go to the States in schooners. I 
k you give a two-day service a week on the Kent Northern —A. I could not 


. It is not a daily service now at all events. There is another road which 
adjustment of traffic conditions a distinct saving could be made to the 
nadian National without loss to the public in that section. These are only a 
st. Martin’s, Kent Northern, Havelock-Elgin, Salisbury-Harvey. They 
two-day service on the Salisbury and Harvey. The roads are getting in 
condition continually. The traffic that comes out of the Harvey end is 
y light, and I suppose what goes down outside of L.C.L. freight, which 
d be carried on trucks operated by the railway, if so desired, would be a few 
ds of flour. Flour now is being distributed at those ports by steamers 
g down the St. Lawrence dropping part of their cargo at this village or 
wn and part of it at some other village or town. There is not anything like 
e railway traffic in flour to these points as there used to be. Those are only 
w of the roads which, it seems to me, could now be again taken under 
ideration. I need not call them to the attention of these railway experts, 
they know very much more about them than most of us do. Those in my 
uion are five sections in which the public could be served as well by other and 
aper means, and so effect a very considerable saving to the C.N.R. 
_ I think your evidence implied that there was not a very willing and complete 
eration between the two roads to effect economies. This is apparent from 
time taken even to get the few economies that have been effected. I think it 
learly evident from the whole tenor of your evidence that while we want to 
-operative economies, both the C.N.R.—and that is the one we are more 
ularly interested in because it is the people’s road—and the C.P.R. should 
late service wherever it can possibly be done with justice to the public. 
‘might be some loss of employment, but that must be taken care of. It 
very clearly enunciated in the Senate when the whole matter of appointing 
committee was discussed. I think there is a real field for many more 
mies in about 130 branch lines from coast to coast. Probably there are 
but that is all I have a list of. 
think further studies should be made. Studies made six or even three 
ago are not as accurate now as they were then in relation to these savings, 
use highway transportation conditions have been very greatly improved in 
neantime. Consequently the public served by these roads in the old days 
now be served as well or better in many cases by bus and truck. 
© me it has been a regret that the railways did not years ago take up the 
nd truck business, so that they would be in a position to retain, through 
gencies, a-very large amount of business which they have lost because 
not see fit to go into that field but allowed other agencies to come in 
away freight from them. ; 
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T have mentioned these things now because I thought I might not 
again before Mr. Fairweather and his group finish their evidence. I w 
to express my own opinion and then to get Mr. Fairweather, if he cares to, to saj 
he does not think there is a good deal to be said for a re-study of these s 
lines—I mentioned a few by way of illustration—with a view to regror 
and the elimination of steam or electric operation in the manner I hav 
gested, which would create a real saving for the C.N.R.?—A. Well, s 
answer your question very briefly, as I said, I am chairman of a committe 
watch these thin traffic lines. We watch their results continuously; that is 
keep checking them up from time to time. We have just recently taken a 
case to the Board of Railway Commissioners for re-hearing. We picked 
line from Farnham to Frelighsburg. We applied for abandonment; they ref 
We waited for about two years and kept close check on the situation. Nov 
have gone back to the Board for a re-hearing, so we will find out whether condi 
tions are the same. al 


By Right Hon. Mr. Meighen: : 
Q. Mr. Fairweather, just there, you heard the judgment of Commissi 
‘Garceau, I think it was, on that very line?—A. Yes, sir. 
Q. On the principles enunciated in that judgment you never could abandt 
any line. Would not that be the effect? 5M 


Hon. Mr. Parent: They surely have done so in Quebec. Ei 


By Right Hon. Mr. Meighen: Hk 
Q. I know; and elsewhere. But on the principles of that judgment y 

never could abandon any line?—A. Well, sir, it is hardly proper for me 

comment upon a matter like that, is it? oe 
Q. I guess you are right. 


- By Hon. Mr. Black: ii 
Q. I thought he was perhaps going to say that the wishes of his partie 
committee were not carried out because they could not get them agreed 
We may have to go further up, as Senator Murdock suggested a while ag 
Hon. Mr. Murpvocx: If this is question time, may I here bring forward 
question that I should like to put to Mr. Fairweather, and also to the Chairm 
and to the leaders on either side of the Senate? We in Canada admire our ff 
dom and the freedom of the press. We have our favourite papers. We ad 
many of these papers, but I understand that at least one very respectable p 
a very much read paper, has drawn from these hearings as they have th 
developed, the conclusion that co-operation has failed and amalgamation mi 
is inevitable. I should like to ask Mr. Fairweather right here and now his v1 
on that particular point, and I should like also to ask the Chairmen and 
two respective leaders if a paper in Canada, whether high or low, no m: 
whence it comes, has a right to preyudge and determine questions that 
thus far been considered before we hear the entire subject-matter that is to 
discussd. | 
Hon. Mr. Parent: That has nothing to do with the committee. a 
Hon. Mr. Murvocx: I should like to ask Mr. Fairweather whether 
believes co-operation has unquestionably failed. I think he would say 
I think he has already implied “ yes” repeatedly, that voluntary co-oper 
is an absolute failure. I think we all agree on that, but the question I] sh 
like to ask is whether amalgamation is now inevitable. 
Right Hon. Mr. MrtcHen: You had better give him the answer yo 
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me. . 
[Mr. S. W. Fairweather.] 
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The Wrrness: That might be fitting, but I think my evidence stands on 
wn feet. I would only be reiterating. My evidence stands on its own feet. 
paper chooses to take something out of my evidence which is not there, that 
t too bad. 


q By Hon. Mr. Parent: 

Q. You are not the editor of the paper.—A. I am not the editor of the 
yer. My evidence stands for itself. 

Hon. Mr. Murpocx: Then may I ask the two respective leaders, and the- 
airman, whether any publication in Canada has the right, or is considerate of 
rights and privileges of thig special committee which will report to the 
enate of Canada later or is consistent, to draw conclusions and state views and 
eliefs in that way? 

~ Hon. Mr. Core: It is just taking a chance of being wrong. 

Hon. Mr. Murpocx: May I have an answer? 

- Hon. Mr. Rosinson: They are not on the witness stand. 

FA Hon. Mr. Murpocx: No, but they surely would give an opinion of the 
ropriety of the things which are alleged. 

| The Cuatrman (Hon. Mr. Beaubien): I certainly hold ideas as to that, 
ut I would prefer the leaders to express their own views before I express mine. 
, IS & very mixed question. It is not a matter sub judice; it is not before a 
urt. This is a political body, so I presume I cannot give you the answer I 
lould if this was a matter before the courts. As it is before a political body, 
y duty is to bow down to both sides. 

_ Some Hon. Senators: Oh, oh! 

Hon. Mr. Corp: I should like to ask Mr. Fairweather— 

The Cnamman (Hon. Mr. Beaubien): Wait a minute. 

Hon. Mr. Copp: —following up the remark of Senator Black with regard 
the five roads in the province of New Brunswick. 

~ Hon. Mr. Buacx: I only picked those five out of a large group because 
ey were all in one centre. 

_ Hon. Mr. Copp: I only want to get the record straight. The roads include 
ampton to St. Martins, Petitcodiae to Havelock, Petitcodiac to Elgin, Monc- 
n to Buctouche, and Kent Junction to Rexton and Richibucto. Now, assuming 
; this committee could impress upon the Board of Railway Commissioners 
at they were utterly wrong in their decision or that vour recommendations 
ould be carried out, how many miles of rail would that comprise, or how many 
iles would be abandoned? 

the Witness: I could have that in a minute or two, sir. 


i 


By Hon. Mr. Haig: 
_Q. I should like to ask the witness a question, and if I may I shall use the 
©and the map. Can you tell me what is the cost of the operation of the road 
Portage la Prairie to Regina and what your revenues have been covering 
last five years?—A. I could not cover that offhand. 
Q. Can you give us that information?—A. Not in that form. The records 
not available. 
Q. I am one of those who think the road is absolutely unnecessary, because 
have a road here and one there, and a great highway right down there 
licating on map). 

on. Mr. Cauper: How many towns and villages are there along that 
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~ the Canadian Pacific; here is the main line of the C.N.R.; here is anothe 


~ railroads are close together here (indicating on map). 
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Hon. Mr. Haia: Originally there were not any. This is the main ] 
and the river is there. The land is of a broken character all along here, ar 


Hon. Mr. Caper: That is all developed country? 
Hon. Mr. Hate: Yes. ae 
Hon. Mr. Caper: What is the distance? “1a 
Hon. Mr. Haic: From here to there I do not know what is the distane 

but here you can see one train from the other. 
Hon. Mr. Catper: It is my recollection that along that railway t 

are towns and villages and elevators and all kinds of business institut 
ah cannot compensate towns and villages and elevators and everything li 
that. . 
By Hon. Mr. Haig: 

Q. I should like to know what is the revenue and what is the cost for, 

the last five years—A. Well, sir, I am afraid we have not got the inform 
in just that form. We have enough information, with our backgroun 
experience, to know approximately what the situation is. These lines you 
tion are all under joint study. 


By Hon. Mr. Parent: 
Q. Have they been run at a loss or at a profit?—A. Some ata loss, som 
a profit. There is no doubt that a certain amount of duplicate mileage 
be eliminated in that territory—parts of it. I would not say you could | 
inate all of it. 4 
Hon. Mr. Danpuranp: Mr. Chairman, I happen to know that for fami 
reasons—there is sickness in his family—it would be cruel to prevent Mr. Fai 
weather from taking his train at 6.30, and I understand there are mem 
around this table who would like to put a few questions to him resulting Ir 
the examination that has been going on this week. We might then ask him 
he could come back on Tuesday morning to close his evidence and allow me 
bers of the committee to put a few questions. a 
There is one question I should like him to be prepared to answer. He | 
given us a statement as to the situation of roads covering 2,098 miles. 
has explained what has been going on between the two railways conce 
those various roads. It did not occur to me, while he was expressing an op 
concerning those roads that there seemed to be any difficulty about the 
roads coming together on a solution, and either agreeing that there i 
economy or that with further study they might reach a conclusion and 
economies. It did not strike me that there was any necessity for coerel 
reaching a conclusion on those 2,098 miles, and I would ask Mr. Fairweatl 
to examine into those 2,098 miles to ascertain if there is a fair sentiment 
co-operation between the two railways, tending to a solution. s 
The Wrrness: Yes, sir, I will give consideration to that. a 
Hon. Mr. Caper: There is another question, or two, that eventually 
will have to face. I will take the instance given by Senator Black. The 
way company or companies concerned made the necessary surveys, the 
all the data upon which to exercise a judgment, and they came to the 
clusion that an application should be made for the abandonment of the 
‘The application goes to the Board of Railway Commissioners, and_ 
rejected. Now, the point upon which I think we should like to have info 
tion is as to the condition of the present law in so far as the Board of 
way Commissioners is concerned, as to whether that law should be chang 
and if so, in your opinion, in what regard. You see my point. The Boara 
evidently operating along certain defined principles. Mr. Meighen has sv 
[Mr. 8. W. Fairweather.] ai | 
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that if these principles prevail we cannot look for any relief at all from 
ard of Railway Commissioners. So this committee may be faced with 
estion of the advisability of altering the law and of citing in it the prin- 
s that must prevail. I have not the law before me. I do not know that 
lave ever seen it. 
Now, the other question is this. You have repeatedly said that co-opera- 
1 as it has existed up to the present time, or as it has operated up to the 
nt time, has failed, and that in your Opinion co-operation will only 
ceed if the element of compulsion comes in. 
_ Our committee is faced with another question. How are we going to 
pply that compulsion? If we set up an arbitral board, wherein is our present 
y and all the other machinery defective? Must we provide in the law to 
aake certain that compulsion will take place? Do you follow me? 
fj lhe Wirness: Yes, sir. 
~ Hon. Mr. Parent: Following the suggestion of Senator Dandurand, we 
st take into consideration the fact that Mr. Fairweather has been before this 
ommittee for a long time, and we must pay him the compliment of saying— 
nd I for one wish to do so—that his remarks have been very illuminating. Is 
fair that one man should be called upon to sit here all this time and be 
ject to all kinds of questions without having any time to rest? Could not 
ne of the C.P.R. people give their views in the meanwhile? Then we might 
ein a better position to ask questions. I think it is unfair that one man should 
eon the stand for hours and days and be asked to reply to so many questions. 
® Hon. Mr. Catper: So far as my questions are concerned, you may forget 
vem for the present; but before the committee ends, let us have your views. 
~ The Cuarrman (Hon. Mr. Beaubien) : Gentlemen, it is 6 o’clock. For many 
sons we want to relieve Mr. Fairweather, who, I think, is very well able to 
end himself. 
| Hon. Mr. Parent: But there is a limit. 


The Cuatrman (Hon. Mr. Beaubien): We will ask him to come back on 

esday. Is it your pleasure to adjourn to the usual time, a quarter to eleven 

Tuesday? 

‘Hon. Mr. Brack: May I ask a question, Mr. Chairman? Would the 

ommittee be further advanced or better informed if we followed the suggestion 
by Senator Parent and heard something from the Canadian Pacific, got 

‘story of the other side, before we asked Mr. Fairweather to complete his 


he CuHarrman (Hon. Mr. Beaubien): I understand that Mr. Fairweather 
rly through, and that Colonel Biggar plans to call upon Mr. Armstrong, a 
dian Pacific representative, immediately Mr. Fairweather concludes. Does 
meet with your view? 

on. Mr. Buack: Only in part. I think that eventually, after we have 
Canadian Pacific representatives, we might want to ask further questions 
. Fairweather or some other officer of the Canadian National. 


~The Cuatrman (Hon. Mr. Beaubien): They will be at our disposal. 


} 
| 
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4 he Committee adjourned until Tuesday, May 17, at 10.45 a.m. 
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ORDER OF APPOINTMENT 


tracts from the Minutes of Proceedings of the Senate for March 30, 1938) ° 


-Resolved—That a Committee of the Senate be appointed to enquire into 
d report upon the best means of relieving the country from its extremely 
lous railway condition and financial burden consequent thereto, with power 


send for persons, papers and records, and that the said Committee consist of 
enty Senators. 


Ordered that the said Special Committee be composed of the Honourable 
wators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
aham, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, 
rent, Robinson, Sharpe, and Sinclair. 
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“MINUTES OF EVIDENCE 


Tue SENATE, 
Turspay, May 17, 1938. 


The Special Committee appointed to inquire into and report upon the best 
s of relieving the country from its extremely serious railway condition and 
cial burden consequent thereto, met this day at 10.45 a.m. 


4 Right Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 
| Col. O. M. Biggar, K.C., Counsel to the Committee. 


_ The Cuairman (Hon. Mr. Beaubien): Gentlemen, I very much regret to 
Il you that on account of a sudden bereavement in his family, my colleague, 
ight Hon. Mr. Graham, will be unable to attend. Shall we proced now? 
Several Hon. Senators: Carried. 


8. W. Farrweatuer (examination resumed). 


By Mr. Biggar: 


Q. Mr. Fairweather, the committee asked that you should be in attendance 
morning in case any members wished to ask you any further questions.— 
At the last hearing I was requested to make available to the committee cer- 
data, and I have here copies of it, which I presume will be filed. mi 
Q. What does that cover?—A. They relate to matters I was asked to file + 
“iculars of—details of various estimates, list of line abandonments, and 
ws of that character, sir. 

Q. Were those attached to your two reports?—-A, They are in the nature 
xhibits illustrating the reports and the evidence I had given. They are 
its Nos. 42, 44 and 45. Then there is the statement which was requested 
ng the details of the 1,000 miles that I referred to as being functionally ~ 
ate. 

Q. The list is an additional exhibit?—.A. Yes. 

-Q. It will be Exhibit No. 46. 


_ (Schedule of functionally duplicate lines which might be abandoned, referred Fe 
y Mr. Fairweather, May 11, 1938, filed and marked Exhibit No. 46.) 5 
‘The Wirness: Senator Dandurand at the close of the last hearing asked 
to express an opinion as to whether or not compulsion is necessary in order ae 

ch a conclusion as regards the abandoning of duplicating lines of railway. un 
hat the question, Senator? . vial 
Hon. Mr. Danpuranp: It seems to me my inquiry bore on the 1,800 miles = 


i Be 
_ The Wirness: You mentioned 2,098 miles. . : 
q By Hon. Mr. Dandurand: a 
Q. Yes. You spoke of these 2,098 miles, as to some of it having been rejected ae 


Mutual consent, and other lines were still under study. As to some you 

eached a satisfactory conclusion. I asked if the necessity for compulsion 

your mind in reaching a conclusion covering those 2,098 miles?—A. Yes, 

You will understand that the 2,098 miles comprised not only parallel and 
Ps 


where the. question of duplication did not exist. With regard to that second | 


: : studied every one of those lines, and we have applied to the Board of R 
Commissioners for permission to abandon where we thought we had any 


f Biphoate: ‘ines, ‘bub it also vetnaed some Tene ice off ‘each ie 


of lines, the Canadian National has done everything that it could do. W 


of doing so. Of course, I would have no knowledge of what the Canadian | 
had done in regard to, lines of that character. 
Q. Of course, compulsion would not apply there?—A. I should say not, si 
Therefore I thought the gist of your question was that with regard to that p 
tion of the 2,098 miles which were what we called functionally duplicate, that 
‘they either closely paralleled other lines or they performed nothing exce 
competitive local function, you desired an answer. My answer is this. If 
is not a vital factor, then, in my opinion, ultimately agreement might be rea 
as regards most line abandonments, although the Canadian Pacific has no 
agreed to abandon a mile of any of its main lines which parallel Cana 
National main lines. If it is the desire to obtain the line abandonments 
the greatest possible expedition, then I feel that in some way an J 
compulsion might with advantage be brought in. 
Now, Senator Calder. asked my opinion as ito the present law in. $0 
as the Board of Railw ay Commissioners is concerned, as to whether the 
should be changed and, if so, in what regard. My answer is this: I ta. 
that Senator Calder has in mind the applications for the abandonment of 
of railway which were refused by the Board of Railway Commissioners. 
understand it, the present law is based upon broad considerations of p 
~ convenience and necessity. From many points of view the abandonment 
line of railway leads to such a restriction of economic opportunity in 14 
territory served, that I would hesitate to suggest any definite provisions: intel 
preting public convenience and necessity. At the time of the Royal Com 
sion, Sir Henry Thornton, Chairman and President of the Canadian Nat, 
Railways, made certain suggestions to the Secretary of the Commission, 
ing that if they were approved it would considerably strengthen the casi 
the railways in dealing with line abandonments. I have Sir Henry’s letter 
if you would care to hear it. 
Some Hon. Mmmpsers: Yes. 
The Wrrness: It is dated Montreal, February 16, 1932, and reads:— 7 
Dear Mr. Moxon: | 
The problem of the abandonment of unprofitable railway line 
duplicating parallel lines is one most difficult of solution. The experi 
of the present management of the Canadian National, gained duri 
period when the properties were being consolidated, indicates that in 
absence of definite standards by which a proposed abandonment. cai 
judged it is extremely difficult to obtam the necessary authori 
In my opinion it would be distinctly a forward step if the Commi 
could see its way clear towards setting forth the principles which sh 
govern abandonment of lines. The principles might take some sue 
as the following:— 
Abandonment of unprofitable railway lines: a 
By an unprofitable line is meant one, the revenue from which, alt 
a proper credit is given for a share of system earnings, does not | 
the out-of-pocket, operating and maintenance expenses, no account. bei 
taken of fixed charges or general overhead cost. The owning or operat 
railway should be “permitted to abandon unprofitable lines des 
previous obligation when— 
(a) There are highways reaching the same territory which 
to carry auto vehicles and those highways can be ma 
and used during all seasons and weather. 
[Mr §. W. Fairweather. ] 
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a (b) The traffic now carried by the railway can be reasonably car- 
_ ried by auto vehicles. 

(ce) The district generally has reached its natural development and 
rail transportation is not required for its further growth. 


andonment of duplicate or parallel railway lines. 


r Duplicate or parallel railway lines may be defined as those which 
- commence and end at common points. The two lines may be in prox- 
__imity, or may be distant at different places between common points. 

_ One of the duplicate lines or parts of one or of both, should be aban- 

- doned when: 

|, (a) The amount of traffic in normal times on both lines is insuf- 
a ficient by a material margin to congest one line, i.e., when 
a one line can not only handle the present business of both 
lines, but is capable of moving any reasonable growth in traffie 
a which may be expected to develop in the area served over a 
i considerable period. “5 


a doned to stations on the line to be maintained are as good 
y and as serviceable as the highways leading to the stations on 

be the line proposed to be abandoned. 

a (c) The extra distances necessary to reach stations on the line to 

_ be maintained as compared to the distances travelled to stations 

(ie on the line proposed to be abandoned are not excessive having 

os regard to the volume of traffic to be moved. 

a (d) There are no industries of importance ion the line proposed to 

\ y be abandoned, which, due to their carload or other traffic will 

a be so handicapped by using the retained line that such indus-. 


a tries would have to abandon their activities 
ase: (¢) The distance, gradients, aligament of the line proposed to be 
maintained are reasonably comparable with the line to be aban- 
doned. 


° 


I feel that the case of the railways in dealing with line abandon- 

| ments would be considerably strengthened if the Commission would 
_ approve of some such set of principles 

| a Yours faithfully, 


(Sgd.) H. W. TuHornron, 
Chairman and President. 


Arthur Moxon, Esq., K.C., 
| ¥ Secretary, 

_ Royal Commission on Railways and Transportation, 
| Ottawa, Ont. 


By Right Hon. Mr. Meighen: 

. Mr. Fairweather, if those principles were appropriately embodied in the 

Act as the principles to be followed by the Commission, would their 

not likely be more effective?—A. Well, Sir Henry Thornton certainly 

so, sir; there is no doubt about that. 

Do you agree with him?—A. Only in this way, sir, and I cannot say 

S in disagreement really. I think the setting up of principles like that 

e desirable, but I cannot clear my mind of a suspicion that if those — 
ine only principles that were to guide, we would find ourselves perhaps 

oning lines, and then regretting that we had abandoned them. I can 
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(6) The highways from stations on the line proposed to be aban- — 
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speak with some knowledge with regard to that because we have befor 
investigated lines of railway and said in regard to a particular line, “ W 
tired of it. We have stood the loss on this line as long as we reasonably shoul 
If there is anything in this country it surely would have been developed | 
now.” Then just about the time we were making up our mind to abandon ft 
line the whole picture changed, and the line which we thought had no poss 
bilities turned out to have very distinct possibilities. That is the only resery 
tion I would make, sir. : 


By Hon. Mr. Calder: 
Q. That must be exceptional. 


By Right Hon. Mr. Meighen: 


Q. No; because Sir Henry Thornton in his letter covered that very ca 
He said that if the district has already attained its natural development, 
far as certain indications and knowledge will govern one in deciding, th 
subject to the other principles you bring out, that line may go. Now, w 
is that not done? If you are going, say, to watch the stars fall from Heave 
or expect something else may happen, why, you would not abandon anythi 
—A. It must always remain an element of judgment, I agree with you, 
except in the cases where you have a very long history of lack of develo 
ment of a line of railway, and lack of a real functional need for a line of railwa 
I would be very chary of being too dogmatic about it, sir. That is all, . 

Q. Keep in mind that the railway business has been for years and w 
be for years to come a diminishing business relative to the aggregate bus 
of a country, and other facilities for taking care of traffic are always impro 
we are likely to go too slow rather than too fast in the matter of aban 
ments.—A. Well, sir, all I desired to make clear was that I think princip. 
of that character, if incorporated in legislation, would certainly make it e 
to abandon lines of railway. The reservation which I placed upon it 
simply a general reservation that, overriding everything, there is this 
possibility which should be taken into account. 


By Hon. Mr. Dandurand: 
Q. But this surmise as to the future development would come before 1 
board necessarily?—A. Quite, sir. P 


By Hon. Mr. Haig: . 
Q. Apart from mineral development or anything else that looks like 
development, which the board could not see at the time?—A. I would not 
to be too definite, sir, because I have in mind a case like this. It may soul 
rather far-fetched, but I know it is a typical case. For instance, I ha 
mind the case where an industry based on kelp off the shore is under consi 
tion in certain territory. If a person did not know about that, it woul 
almost an absurdity to talk of an industry being based at a point where 
would have to go out to sea, gather the kelp and turn it into fertilizer 
distribute the product by rail. I do not want to be too definite abou 
possibilities of industrial development in any particular part of Canada, be 
I do not think you can say with absolute certainty that there is no ¢ 
for development. But, on the other hand, I do not want to say that 2 
economies should not be put into effect. All I want to say is that we shou 
not put down too hard and fast a formula by which this should be judge 
That is all. A 
[Mr, 8. W. Fairweather. ] “a 
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By Hon. Mr. Calder: 
_Q. Mr. Fairweather, as I understand the situation at the present time, the 
rovides that the board shall take into consideration the question of public 
e and convenience in very general terms and, I presume, in very brief 
ms.—A. Yes, sir. . 
_ Q. Now, suppose the principles laid down in that letter were applied to 
overn the abandonment of railways with power to modify those principles, 
ay aiter approval by Order in Council, to meet very exceptional circumstances 
-[ am only giving you a rough idea of what I have in mind. At present the 
ard is required only to take into consideration public service and convenience, 
nd that may be interpreted by the board in any way they please. My own 
w at the present time is that if the law were extended in such a way as to 
10w the clear intention of Parliament as to what should be taken into con- 
deration more in detail in connection with the abandonment of these lines, 
mt you think you would get along a little faster?—A. Yes, sir. You and 
ator Meighen have really put my thought much more clearly than I did. 
think such a thing would be desirable. 

Q. And if some principles were laid down to govern the board, principles 
hich they would be empowered to change from time to time as necessity arises 
as they get a better knowledge of the whole situation, such change to be 
proved, if necessary, by the Governor in Council, don’t you think it would 
2 advisable?—A. Yes, sir, I see your point, and I agree with you. 

Psi 
|. By Right Hon. Mr. Meighen: 


‘ Q. Mr. Fairweather, on another phase I should like to get some data, that 


as to whether or not the C.N.R. is overloaded in the matter of employment. 
have letters on the subject arguing strenuously that they are. I know there 
Some difficulty in getting a basis of comparison, for the reason that parts of 
e C.N.R., and large parts, were built from the standpoint of public policy 
er than with the objective of direct earnings—profits. But to take a basis 
ch would be to your advantage rather than otherwise, just for that reason, 
_the basis of mileage, could you give the committee the average number of 
aployees per mile on your road over the whole system?—A. Yes, sir. 

~ Q. You have not it here?—A. I am not certain. 

oh 
% By Hon. Mr. Dandurand: 

OQ. Have you given a point of comparison? 


By Right Hon. Mr. Meighen: 


Q. I do not suppose they could give the other system’s. I intend to ask the 
hers for theirs—A. Of course, Senator, right there you are up against this 
estion of comparability. 

Ho. I am taking a basis that would be in your favour. You have far the 
er mileage—A. We have more mileage. 

. You have far larger mileage per unit of traffic, so that you should have 
iderably fewer employees per mile than the other system, should you not?— 
will say this, sir. I have endeavoured to compare the performance of the 
adian National Railway system with other systems, both in Canada and 
he United States, with a view to developing whether or not there was any 
‘indication of the Canadian National being better or worse than other lines. 
as been part of my job to advise the executives on that particular matter. 
, I want to warn the committee that there is no more tricky question could 

up to an analyst than a comparison of two lines of railway, when he 

ly knowledge of details of one, and particularly when he is not sure that 
€ accounts he has to deal with are set upon a strictly comparable basis. It 
very tricky— 
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By Hon. Mr. Parent: MN eat sean 
Q. Is it not a fact, Mr. Fairweather, that in a good many cases yo 
run by the authority of the labour organizations so far as employment 1 
~ cerned?—A. Of course, that is common to all railways. a 
: Q. Then the comparison, for instance, between the C.P.R. and the C.N 
would be about equal so far as that is concerned?—A. It gets into a great 
phases, sir. I was going on to say this, that it is a very tricky matter. I] 
done my best with it over a period of years, and for what it is worth I w 
this, that I am perfectly convinced that the Canadian National Railway syst 
is not overstaffed, having regard to the problems that it has to face, and tha 
it is efficiently operated as compared with other railways. q 
By Right Hon. Mr. Meighen: 4 
Q. You could not give us the employees per mile?—A. Yes, sir, I can gi 
you the employees per mile of our line, and I can give you the employees { 
mile with what that term means. But when you get that term “employees 
mile,” back of it is a long history of the apportionment, for instance, betw 
How are you going to count your employees? Are you going to count t 
when they are on capital work the same as when they are on operating? 
you going to count employees engaged in subsidiary operations, or are you g 
to confine your answer to those who are just railway employees? I can give 
ficures, sir, and I can give our definitions. Our definitions are the definitions 
the Interstate Commerce Commission. a 
Q. I would certainly leave out capital employees. Give us those engagt 
in railway operations.—A. I do not want to get into a lengthy argument, ” 
but here, say, we are putting in a bridge. The cost of that bridge is 
chargeable to operation and partly to capital. Here you have perhaps 250 
working on that bridge. You are necessarily pro-rating on a basis of man h 
Q. You would have to adopt the same method there in the one system as 
the other. There should be no difficulty about that—A. Unfortunately I 
not think it is quite as simple as that, but I can give you our figures, sir. — 
Q. And the basis on which they are arrived at?—A. And the basis on whie 
they are computed. 4 
Q. I should like to get it—-A. With your permission, sir, I should like 
file that statement, because I should like to be perfectly certain it is put 1 
properly. a 


of 


By Hon. Mr. Parent: 3 
Q. And you will not make it a condition that the other railways do th 
same?—A. You can. 4 

Right Hon. Mr. Metcuen: I will make that condition. y 


By the Chairman (Hon. Mr. Beaubien): i 

Q. I do not think perhaps it is necessary to go to that extent, but I} 
some people would like to be enlightened'on the subject of wages. The 
the same on both railways?—A. Yes, sir. 
Q. There is no doubt as to that?—A. There is no doubt as to the ho 
wait a minute. One has to be a little careful even there. Generally sp 
the wage agreements with organized labour are the same on the two ra 
with minor exceptions, but of course there is a great body of employme 
‘does not come under wage agreements. So you see, sir, there would have to] 
a reservation there also. i 
Q. Would you be prepared to give an opinion as to that last portion 
labour not coming under the wage agreement?—A. Yes, sir, I would giv 
It is my opinion that with respect to the general clerical staff, which is not 
to wage agreements, the rates of pay and conditions of employment are 
(Mr. 8S. W. Fairweather.] 


Nate 


| * “RAILWAY CONDITIONS ~ 349 


With regard to supervisory officers, so far as any records that I have 


show, the Canadian National is on a lower basis than the Canadian Pacific 
he average. 


By Right Hon. Mr. Meighen: 


Q. How are they as to the numbers of those supervisory officers?—A. So far 
can tell, they are roughtly proportional to the mileage of the railway. 
Q. The traffic is proportional to the mileage? 


speri a, any 
would show very remarkable 


Ovements in the gross earnings and the net earnings of the Canadian 


onal system—very remarkable. 
_Q. Unless you continued to go up in expenses.—A. There is the point. 
 Q. While you are going up in expenses on lower business, what are you 
to do if business improves?—A. I suppose you are referring to the first 
months of this year?— 
Q. Yes—A. That is a very logical explanation of that. It was good busi- 
to have our expenses go up in the first three years except as regards the 
on of it due to wage increases. Measured by every measure of business 
ment, it was good business to have our expenses go up as they did, and I 
ell you very simply why. We—that is the Canadian National Railways— 
i traffic starting to slip away last fall. We also saw wages increasing, with 
hedule of wages where, as the period went on, the wage restoration was given 
K gradually to the men. We also saw material prices increasing. Now, if 
hort term view of the situation had been taken, and if you desired to make a 
reduction in your expenses, it would have been possible to have done that, 
ticularly in the matter of our shop employees—to have closed down the 
8. But if you approach the matter from the standpoint of sound business 
ninistration, you get a somewhat different picture, because we had locomotives 


ars which could be repaired. We knew we did not need those cars and 
motives at the moment. 


efore you pass to the humanitarian reasons, the inference must be 
he other system did not use the same sound judgement that you did — 
, It would not be proper for me to say anything except in regard to 
ational Railway system. I simply say that we had cars, and we knew 
repaired them subsequently we would have to pay higher wages and, in 
probability, higher prices for material. So we deliberately elected to x0) 

e first three months of 1938 with an unfavourable showing, knowing that 

it we were pursuing the policy of sound administration. 
4 
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— Q. Would not that depend on how long you would have to w 
utilize this improved equipment?—A. Yes, sir, it does to some extent deper 
on that. And that was taken into account. Even if business continued 
‘a. low level of traffic, all that would have happened would have been ‘the 
in the summer we could take the action that we might have taken 
the previous fall, and all we had in jeopardy was the interest upon the mon 
which we had expended, perhaps a million and a half dollars, in keeping t 
shops open and busy during the winter. Because there can be no sound e 
nomic justification for maintaining equipment simply to give employment. 
have to maintain the equipment for use, and if the use does not come, th 
the shops will have to be restricted in their output. But I do submit, sir, tk 
it was perfectly sound administrative policy for the Canadian National 
ways system to do what it did in this particular instance. I repeat, it 
good sound business judgment, although when it was gone into 1t was v 
definitely known that the result would be a very adverse showing in the fi 
three months of 1938. But we knew it was impossible to lose on ‘account 
the wage and material price situation. We stood to gain because if it 
happened that business recovered in the last six months of 1938, we would 
in a favourable position, for we would have a lot of class A cars and 
motives to handle that business with. Whereas if we had curtailed we m1 
find ourselves quite short of equipment and have to hire it from United S$ 
railways, and it might not have been available, and we would be in a pret 


pickle then. 


By Hon. Mr. Ballantyne: 

~Q. Can Mr. Fairweather tell the committee how much cost of matenm 
has gone up since the Canadian National decided to make these repai 

compared with the level then?—A. I really could not answer that offhand, $ 


By Hon. Mr. Parent: 

Q. They raised salaries in one province, so it would cost higher there 
know we budgeted for 1938 for an increase in material costs of 8 per ¢ 
over 1937. 4 


By Hon. Mr. Gordon: 

Q. In material costs?—A. That is, the average price of materials — 
ficured in 1938 would be 8 per cent above that in 1937. 4 
Q. Of course, now it ought to be less.—A. It has not shown that tendel 

Q. The tendency is to be less.—A. It has not shown that tendene 
Then, of course, you must also remember this, that the things whie. 
reflected in our expenses are really the prices—there is a lag due to th 
that we do not buy and use equipment the day we buy it. It has to be ta 
into stock and then charged out. ’ 


By Right Hon. Mr. Meaghen: 

Q. But there is as a matter of fact a lower level of commodity and mate 
costs now than there was in 1937. All metal costs are down—aA. The situa 
with regard to that is simply this. As to labour, there can be no pi 
doubt that under the wage agreement the increases were there, and they 
there to be faced. They ran out in the spring, and any work we did 
to that we had distinctly the advantage in lower wages. With regard to pm 
of material, such information as I have is that we had the advantage there t 


By Hon. Mr. Sinclair: 

». On page 6 of the proceedings our counsel tabled an exhibit, 

In the table attached thereto, which refers to grain and grain products 10 
[Mr. S. W. Fairweather. | — 
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Prairie Provinces, it gives the tonnage from 1923 to 1937. The five-year 
rage previous to 1928 ran about 14,000,000 tons. This has been reduced in 
7 to 6,000,000 tons. I take it this table represents products that do not 
in very much for highway competition. It is strictly rail business, as I 
erstand it. I should like to ask Mr. Fairweather what result it would have 
the earning power of his road if we were to return to normal production 
those provinces. I should like him to give us a review in perspective of 
at the future has in store—-A. It seems to be my fate that I have to make 
timates. 

' Q. Educated estimates—A. We will call them educated guesses. But as 
art of my job I have to carry on studies just such as that indicated by the 
uestion. I did make a study of this particular question. This study was 
esigned to show the direct and indirect effect upon the Canadian National 
ailways of what might be called a reasonable average crop and of a bumper 
op, as compared with the crop failure which we experienced in 1937. When 
ou get into these estimates you have got to deal in millions, because you 
annot touch any problem of the transportation economy without dealing in 
ery large figures. I set as a minimum crop the crop of last year, 165,000,000 
ushels, and I compared that with a crop of 400,000,000 bushels. Now,, in 
e direct movement of grain and grain products, I estimate that the difference 
a year—that is the effect of that crop, the difference between 165,000,000 


ad 400,000,000—would represent for the Canadian National Railway System 
7,000,000 of gross revenue. | 


By Hon. Mr. Calder: 


_ Q. That is on hauling the grain alone?—A. That is the grain alone. But 
at only begins to open up the picture, because if you assume that a 400,000,000 
shel crop is harvested in Western Canada and marketed, the wealth that is 
oduced by that crop will permeate the whole economic fabric of the country, 
id the railways will respond to that condition, because everybody will be travel- 
1g in some degree, and will be shipping goods, because they will be buying more, 
lling more and producing more. Now, it is interesting to note that that secon- 
wy effect of the distribution of wealth is more important than the primary 
ovement of the grain. It amounts, according to my figures—I am trying to 
ve the touch of, I won’t say reality, but trying to bring it down to perspective 
it amounts in my opinion to about $20,000,000 additional of gross revenue, so 
at the two things combined would produce $37,000,000 additional gross. 

_ Of course, that is not all of the picture, because you have the cost to con- 
ler, and on the movement of grain we have, in the interests of the national 
onomy, shaved the freight rate on grain down pretty thin, with the object of 
aving as much wealth as possible in the hands of the farmers. The result is that 
that $17,000,000 of additional direct revenue, after charging the out-of- 
cket expenses that would go with it, I estimate that approximately $1,500,000 
wuld be left. But with regard to the other $20,000,000, that is traffic in which 
€ rate is much more profitable; and on that business we would get, In my 
inion, over $10,000,000. So, to sum it up, we would get an increase of about 
7,000,000 in gross revenue, and an increase in net of about $12,000,000. That 
on the basis of an average crop. If you come to a bumper crop—and a 
mper crop I define as 560,000,000 bushels—the figures would show a total 
srease in gross revenue of $62,000,000, and in net revenue of $20,000,000, 
d that lends point to what I previously was saying as to what would happen 
the Canadian National if traffic really should come back to something like 
lat it used to be. 


By Hon. Mr. Sinclair: 


Q. The rates you charge for carrying wheat are not lower than the rates 
ved by the Board of Railway Commissioners?—A. Oh, no, but they are 
2 lowest rate on which agricultural products move in any country in the 


_ 
“— 


a 


world, and I think I am correct in saying that they are just about 50 pe: 
of the rates in effect in similar territory in the United States for a s 
distance. I am not complaining about that. J think that is perhaps a 
arrangement. 


on ee it has to move to water. The rates to. which I refer are all-rail to 


- unfavourably. 
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Q. To some degree it is a competitive rate?—A. No, sir, not in this 


For instance, there is the rate to Chicago in the United States, or New Orlea 
or Galveston or Portland, and in Canada the rate to Vancouver, to the heg 
of the lakes or the Hudson Bay terminals. 


By Hon. Mr. Murdock: a 

Mr. Fairweather, could I ask you a question? You dealt rather cor 
clusively with the falling off of revenue and the increase of expenses in the firs 
three months of this year. May I read a short item, and then ask the questior 
“This is the item from yesterday’s paper:— 


a 


April Railroad Gross Off in United States : 


Washington, May 13.—Preliminary reports from eighty-nine Class 
railroads show that those carriers in April had estimated operatil 
revenues totalling $212,144,487 as against $280,840,733 in April, 1937, | 
decline of 244 per cent, the American Association of Railroads announ 

The eighty-nine roads estimated April freight revenues at $165,7 
624, as against $229,635,923 in April 1937, a drop of 27% per 
Passenger revenues in April declined only 5349 per cent below April, 198 
totalling $25,943,513 as against $27,392,043 last year. a 

The eighty-nine reporting roads represent 79949 per cent of tot 
railroad operating revenues. gy 


May I ask the question now, what is the business’ of the Canadian Nati 
Railways in April compared with the showing -A. Well, I would havemt 
refer to records to answer accurately. I could not answer offhand, Senator. © 


By the Chairman (Hon. Mr. Beaubien) : 
Q. Will you give your answer?—A. I could not answer offhand. 


By Hon. Mr. Murdock: 
Q. It is a rather interesting statement of practically 80 per cent of the 
roads in the United States in April. We know fairly well what happene 
Canada for the first three months. What happened in the Canadian Nati 
in April of this year in comparison with those figures?—A. Well, sir, I d 
want to give an answer without being perfectly sure that it is correct, and 
not know the exact detail of this particular answer. My general impressic 
that the decline in business was not as acute in Canada as it was in the U1 
States. I know that to be a fact with regard to our United States connectl 
The business there has declined much more than the Canadian business. 
Canadian business has not slumped as much as the United States business, 
far as gross revenue is concerned; therefore I do not think it declined as mut 
as in the United States. / ; 
With regard to our expense picture, it, of course, is affected very mater 
py the deliberate policy of maintaining the shops in work, and I would hes 
to say just how our net revenue from operations is as compared with the 
railroads in the United States. But I do say this, that if allowance is m 
that factor, I do not think the Canadian National Railways would show 4 
rh 


[Mr. S. W. Fairweather.] a. 
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By Hon. Mr. Buchanan: 

. You were following that policy in respect of shops in April. Is it still 
carried out?—A. It is my recollection that it will continue—i 
1 but in reduced amounts—and that Mr. Hungerford, knowing the situa- 
nd knowing that it was reasonably good business practice to do what we 


r men out of employ- 
But that was adjusted, I think, up to the 1st of June. 


Starting with the Ist of April the shop staff was diminished either in hours 
7 men, and unless business shows a very 
ite upturn there will have to be further recessions in shop work, because it 
utterly senseless to maintain more than a reasonable amount of equipment in 


. Before we get away from Senator Sinclair’s question, let me ask you 
grain and the revival of 


amployed railway men, some of whom may be on relief. Would there be a 
er considerable revival of employment throughout the country as a result 
€ crop?—A. Every dollar of wealth that would be created by such a crop, 


pared to a scant crop, would be translated of necessity into the applica- 
1 of human labour to human needs. 


By Right Hon. Mr. Meighen: 


-Q. To the extent of 90 per cent?—A. Yes, sir. I have quoted figures of 
000,000 as what a bumper crop means to the Canadian National. What it 
ns to the people of Canada would be measured in hundreds of millions. 


By Hon. Mr. Hugessen: 


I wanted to ask a question in reference to the evidence you gave at 

St session of the committee about the C.P.R. estimate given to the Royal 

amission of a possible abandonment of 5,000 miles of railway. That; 1 

90Se, was predicated on unification, was it?—A. Well, yes, I think it must 

e been. 

Q. Was it accompanied by any estimate of total savings which might be 

ted by unification? Was any estimate submitted to the Commission by 
P.R., and if so, I should like to know what those items were, and how 

h the abandonment item accounted for in the total. 

ton. Mr. Hare: Is not that a C.P.R. question? 


lon. Mr. Hucessen: I am asking what the C.P.R. submitted to the 
sion. 


. Mr. Hate: We can get the information in the report. It is in the 
Hon. Mr. Hucrssen: I was going on to ask Mr, 
vas in the light— 


on. Mr. Hata: Would it not be better to hear the C.P.R’s case first, 
hen ask him? I think it would be fairer to Mr. Fairweather. 


Fairweather what his 


was asking whether, as a matter of fact, they did make an estimate 
and what that estimate is now in the light of the conditions that 
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have evolved during the last. six years?—A. Well, of “course, rib as 0 
knowledge that the Canadian Pacific did present a plan to the Royal Cc : 
sion, and that that plan purported to show economies of $75,000,000 a yeal 


By Hon. Mr. Cote: a 
Q. That is as compared to $56,000,000, which was your figure?—A 
would not say as compared with my figure, because my estimate of $56,000, 


had qualifications attached to it of which the Commission was well aware. 


believe the Canadian Pacific estimate was presented to the Commission 
I never presented an estimate to the Comm 


applied to the railway situation in Canada, that in my opinion it is 
reliable. I said that to the Royal Commission with regard to my $56,0 
estimate, and I would say it with even more force with regard to an estin 


that gave a larger figure. 


By Hon. Mr. Calder: 

Q. Do you think the abandonment of 5,000 miles is possible ?—A 
evidence the other day should be very clear on that point. I say 
contrary to a widely spread view, the amount of mileage that can be 
lifted and which can in any sense be said to be a result of duplicate ra 
pbuilding, is limited. Canada, as a matter of fact has not got that treme 
excess of functionally duplicate lines which has sometimes been indicated. — 


By Hon. Mr. Hugessen: 

Can you answer this question? Do you know what proportion of 

total estimated savings of $75,000,000 were represented by the pro 
abandonment of 5,000 miles?—A. Well, it runs in my. mind as I reca 
evidence presented by the Canadian Pacific, that they requested an allo 
of their $75,000,000 to line abandonments. I am not quite certain of this, t 
I think they allocated $16,000,000 a year to the abandonment of those 9} 
miles of railway, or somewhere around $3,300 a mile. I may not be accu 


in that. 


By Hon. Mr. Calder: 

Q. On what has already been abandoned, if my recollection is corr 
the estimates you have given us the savings are placed at about $1,000 a 
—<A. Yes, they have been, and that figure applies with equal force © 
abandonments made of duplicate lines, and also to lines which are not dup 
but which are simply thin traffic lines. Of our program of 600 miles 
which we put in to the Board of Railway Commissioners, it runs in my 
that our average estimated economy was of the order of around $800 a1 
and that with regard to the functionally duplicate lines where we have r 
agreement with the Canadian Pacific, the figure is approximately the sé 


By Hon. Mr. Parent: i 

Q. Of course you find no instance where you have abandoned lines 
have afterwards proved to be of benefit to the C.P.R. For instance, if 
to call attention to the fact that from the Quebec bridge to below the Cha 
monument in the city of Quebec, the Canadian National has abandoned. 
which is now being used by the Canadian Pacific, are we from that to 
the conclusion that the C.P’R. is better managed than the Canadian Na 
__A. There is a story attached to that. At the time when the Canadian Pa 

_ [Mr 8. W. Fairweather.] a 
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idering the construction of a tunnel connecting their lines in Quebec 
s Cove, which they did construct, we thought—and this was long before 
N.-C.P. Act—that an economy would be indicated; that if they would 

line down there it would save them the cost of a tunnel and allow us 
a little revenue from this line. I know I suggested to Sir Henry Thornton 


e approach the Canadian Pacific with a view to having them use our line 
id save the expense of-the tunnel. But apparently nothing came of it. 


By Hon. Mr. Calder: 


-Q. As I understand you now, you state this: that where abandonments 
e taken place up to the present time the average saving is in the neighbour- 
of $800 a mile?—A. Yes, sir. 

Q. Suppose we put it at $1,000 per mile for the whole 5,000 miles referred to, 
vould get a gross economy of $5,000,000?—A. Yes, sir. 

 Q. Now, if that statement is correct, it seems to me about time the public 
ould know it. We have all had in our minds, and I am certain the public has, 
e idea that enormous economies would be effected by abandoning portions 
the railways. That is what the public have been led to believe, and they 
lieve it to-day. Yet, we have a statement that the railways already have 
ndoned so many hundreds of miles—both the Canadian Pacific and the 
adian National—and the net saving is only estimated as being in the 
hbourhood of $800 per mile. Now we have the statement deliberately made 
‘if the whole 5,000 miles that were in contemplation were abandoned, the 
| saving on the part of both railways would be only $5,000,000. To me this 
xtraordinary. 


very serious consideration to, and I want to tell you frankly, and you 
believe it or not as you please, that if I thought unification would result 
le lessening of the transportation burdens of this country, and that such a 
ng could not be achieved in any other way, I would be a unificationist. 
is my considered opinion that so far as sane and sensible economies are 
ned, they can be made effective without running the risks which everybody 
attach to unification. Now, I want that plainly undefstood. 


By Hon. Mr. Cantley: 


What is that risk?—-A. Well, that risk is very great. In the first place, 
re is the risk that you go into unification with the thought that you are going 
get large economies, and you do not get them. And that is a very real risk. 
vould like to illustrate what I mean by reference to another country, because 

been talking about estimates in Canada. We are not the only country 
h this question of unification has been held up as a cure-all of transporta- 
. In the United States it has had a following, a following which has 
dentified with the security holders. They had a man by the name of 
design a princely plan. That is my weak little pun. It was a most 
te plan. It aimed at achieving not $75,000,000 but $750,000,000 a year of 

i 1 . It was presented in detail, and was put forward 
good deal of force, and a good deal of propaganda, I would say, was 
ed to it to make it attractive. It was laid before the Government, and 
Government through the instrumentality of the Federal Co-ordinator, Mr. 
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Eastman, turned that Prince plan over for detailed study. That detaile 
- earved the estimated economy down from $750,000,000 a year to a figur 
think, about $215,000,000 per year. That is how much it shrunk when 1 

into the hands of people who knew the details of railroading. op 


By Hon. Mr. Hugessen: 
Q. Who made the study?—A. A man named Prince. 4 
Q. Who made the examination?——A. The committee set up under ¢ 
jurisdiction of the Federal Co-ordinator. | 


a 


By Hon. Mr. Buchanan: { 

Q. Made up of railway men?—A. Oh, yes, representative railroad 1 
charged with the duty of looking at this thing impartially. They were wo 
ing for the United States Government, not for individual railroads. It - 
a select committee representing every branch of railroads, to put the aci 
on this $750,000,000 plan. Well, as I say, it shrank in the process to $215,000, 


By Hon. Mr. Cote: 
Q. I do not like to interrupt you, but it seems to me you have not answe 
Senator Cantley’s question. It was predicated on your statement that 1 
thought that the only way of making savings would be to have unification 
would be in favour of unification, notwithstanding the risk?—A. Yes. 
Q. Then unification, according to that statement of yours, was pred 
on the savings being made. I was interested in Senator Cantley’s que 
and I think he wanted to know, assuming we are going to make savings, wi 
are the risks of unification. And your answer is that there will not be- 
savings. That is begging the question—A. That is part of my answer, t 
first part. 4 
Hon. Mr. Ropryson: Some of us would like to hear this answer. 
Hon. Mr. Carper: He is coming to the other. i¥ 
The Wirness: This estimate, then, lay in that position, that $750,000 
had shrunk to $215,000,000, and of course it was still on paper. Now, h 
Gormley, the executive assistant ito the AA.R.—The A.A.R. is an institul 
comprised of railways in the United States faced with a very pressing pro 
And he in a public address, referring to the Prince plan, said that it w. 
personal opinion that only $125,000,000 could be said, under present 
tions, to be realizable. All I ask you to do is to survey those figures. 
the $750,000,000—take these figures in relation to the proportion be 
Canada and the United States. The $750,000,000 compares roughly—it is 
ten times as great as the estimate which was put before the Royal Co: 
sion. And it also compares roughly with my estimate of $50,000,0 
$56,000,000, that is with the lid completely off, completely ruthless. Th 
estimate, $215,000,000, compares with the estimate that I made to the 
Commission of around $24,000,000, the $35,000,000 and the $24,000,000 
mate, as being one of those things where a railway man would say, ° 
now, this is something that we really can go at.” 


By Hon. Mr. Buchanan: 

Q. But you do not think that $24,000,000 is possible now?—A. I am | 

to that. Under present conditions and having regard to the lack of ¢ 

to make these things effective, if you take Mr. Gormley’s estimate of $125 

you get approximately a comparable figure with my estimate of $10,0 

I should like to show you that it is a veal pressing situation, especial 

reference to your last question. Speaking of things that can be do 
present day conditions, the A.A.R. in their railroad program— 

(Mr. 8S. W. Fairweather.] 
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_ By Hon. Mr. Calder: 

Q. What does A.A.R. mean?—A. Association of American Railways. They 
this: “Many of these proposals have upon investigation proved to be 
racticable as calling for prohibitive capital expenditures and sacrifices of 
ts of property.” I simply mention that as showing that there is a factor 
at qualifies any large scale estimate of economy. Now, with regard to the 
sks attached— 


- §6By Right Hon. Mr. Meighen: 

. Q. Before you leave that, though, have you not left out a very important 
ctor, that our mileage of railway in Canada is now—I do not know how 
any times, but some times the mileage per capita that of the mileage of the 
nited States?—A. It is about double, sir. 

_ Q. That would indicate that the opportunity for saving in Canada would be 
uch greater than theirs—A. But on the other hand, our transportation per 
pita, the ton miles per capita, is the same as that in the United States. It is 
Bus thing that that is so. . 

_ Q. The ton miles per capita, yes. Our traffic may compare evenly with 
eirs, but our mileage is bigger?—A. Our traffic is more thinly spread than 
eirs in a geographic sense, that is per mile of line. But per capita, as related 
the wealth production of the people of Canada, we use railroads as much as 
ey use railroads in the United States. And far from making it easier to make 
é€ economies in this country, it makes it more difficult, because the wealth 
oduction in Canada is found upon these thin traffic lines all over the country. 
ad if you go to work and tear those up you will have a big disturbance to the 
alth production of the country. So I cannot agree that the opportunity for 
onomy is greater in this country than in the United States. Moreover, you 
ve to consider this, that in the United States you have—I have forgotten how 
any—lines that have not been consolidated; but in this country we have 
rried the principle of consolidation down to its logical conclusion. If you are 
ing to keep competition in the picture at all, we have carried consolidation 
wn to the logical conclusion of having two competing systems, and naturally 
the process a great deal of economy, or opportunity for economy, has already 
en explored. That, on the face of it, would seem to be fairly obvious. So I 
mhot agree that the opportunity for economy in Canada is relatively greater 
Telation to railway activities, than it is in the United States. I would think, 
a contrary, that on balance it would be found to be less. 

‘i By the Chairman (Hon. Mr. Beaubien): 

-Q. You have no hesitation in saying that proportionately to production the 
Ieage in Canada is not greater than the mileage in the United States?—A. I 
id, sir, that the use we are making of railways per head of population is the 
me in Canada as it is in the States, That is, we use per capita the same amount 
jn miles as the average citizen of the United States. And itis a very remark- 
le situation, because both Canada and the United States stand head and 
oulders in that regard over any other country in the world. There is no other 
untry in the world that even comes within an approximation of these two 
antries in the use they make of railways. 


By Hon. Mr. Cantley: 


Q. Mr. Fairweather, I do not think you have answered my question yet. 
hat is the risk?—A. The risks are many. I have spoken of one, that in my 
€ opinion, is this, that rather than a set of economies that you are looking 
‘you would get increased expense. Is that a big enough risk? I maintain 
that you see the evils of competition between railways and you are apt to 
me that there are no benefits. But it is my humble opinion that the benefits 
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of competition, of a reasonable amount of competition, far outweigh the 
of competition, and that if you take away from the transportation pictu 
- this country, in railways, the cleansing power of competition you are g 
see things happen in expenses after a period of years—when the surge 

- present training of personnel is passed—you will find things happen to th 
ways that you never dreamed could happen. I.can only say again that 
been a student of railways for a great many years. I have looked all o 
face of this world; I have found lots of places where they have unification @ 
where competition is not in the railway picture and where there would be 
opportunity for producing cheaper transportation, but I have been unable 
find any place in the world where the conditions are at all comparable to @ 
conditions in Canada, where transportation costs as little as it does in Ca 
Therefore I say that, having that as a background, there is a very decided 
that if you go and unify these properties you will find yourself in a position 
instead of getting these economies which I have already indicated are 
doubtful, and in my opinion utterly unrealizable in very large amount, you 
have at one stroke violated the premises under which the whole railway 
tions; and you cannot be sure that the railway under unification will fun 
as it did under competitive conditions. And I think that is a very real ris 
know a little something of how railway employees of the Canadian Nat 
have deliberately climbed out on the end of a limb in their enthusiasm fo 
Canadian National Railways—I am putting it colloquially—and sawed the 
off behind them, because in doing that they had pride in knowing th 
National Railways were doing a good job of work. I know that as a fact 
I do not want to press the point. The man who says that competition 
evil, that there is no good in it, that-he cannot see any benefit in competi 
well, I simply refuse to agree with him. I think that the loss of the compe 
incentive of the organizations struggling, for the most part in a friendly 
of rivalry and at times in a bitter sense of rivalry, while it produces on th 
hand a waste, it produces on the other hand something that is much gr 
something very valuable. } 


By Hon. Mr. Buchanan: . 

Q. Has the agitation in respect to unification or amalgamation had 
effect on the morale of the employees?—A. That is a difficult question fo 
to answer, but in my humble opinion it has. But I will say this, tha 
Canadian National employees are a very loyal lot and a very enthus 
body of employees. And naturally no body of employees likes to be contim 
ally accused of being something which they are not. “f 


By Hon. Mr. Parent: 

Q. Perhaps the C.P.R. men have the same ideas?—A. I cannot speak | 

far as the Canadian Pacific is concerned, but I do know this, that the Cai 
dian National Railway is staffed with an enthusiastic and loyal staff and 
they do resent the attacks that have been made upon the property and upt 
them. As to how much effect it has had upon the morale, it may be that 1 
stiffened them in their desire to do their work even more industrious! 
share that resentment; I do not like to have half truths stated about the ] 
erty. I do not like to have a financial picture which has no relation at | 
this condition laid as a responsibility upon the employees, nor do I feel 
when the National Railway is used as an instrumentality for the dev 
ment of Canada that the necessary cost of that, which appears as a d 
against the Canadian National, should make it an object of scorn. I 
that is unfair. I know, for instance, that last year we hauled 250,000 
Sydney coal from the Maritime Provinces up to the centre of Canada. A 
rate? At a rate of half a cent a ton a mile. And we had to haul it dow 
[Mr. 8. W. Fairweather. ] 
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y over grades that were very adverse; we had to ferry it over the Strait 


0, and haul it from there until we got to Moncton, where we could 
with the National Transcontinental, over grades that were very unfav- 
ble. We lost money on every pound of that coal that we moved, but in the 
mal economy it was desirable that it be moved. And it was moved, and 

; we did a good job. But the loss appears in our deficit account. ‘That 
cent a ton will no more than pay for the repairs to the cars and the 
e burned, if it pays for that, because every one of those cars had to come 
mpty. But that was done for the benefit of Canada. 


By Hon. Mr. Cantley: 
a Not every car went back empty?—A. Every coal car went back empty, 
in 


4 By Hon. Mr. Hardy: 
_Q. Did the Canadian Pacific co-operate in that movement in any way?— 
fo sir, not in that movement. 


By Hon. Mr. Horsey: 


'Q. With regard to the estimated net saving that you spoke of, say under 
outside board, a saving that I think you estimated at $10,000,000— —A. That 
inder present day conditions, without spending capital. 
Q. Is that a joint saving or is that a saving net to the Canadian National? 
A. No sir, that would be in my opinion the net joint saving. 
Q. That would be divided between the two systems?—A. Yes. But it is 
t present day conditions and without the expenditure of a large amount of 
] 


A By Hon. Mr. Cantley: 
a. You intimated that all coal came west in open cars. That is not cor- 
A. This particular coal moved in gondolas. It would not be efficient 
move it any other way. 

_Q. A considerable proportion came in closed cars. I know, because I saw 
pass every day.—A. If it moved in closed cars, the only reason was that 
did not have open tops to move it in. 

“Q. That may be, but that is another story—A. The open top car for 
nsportation of coal is ever so much more efficient for transportation of coal 
the closed car. 


_ By Hon. Mr. Dandurand: 

Q. You spoke of the saving on the lifting of 5,000 miles as represented 

e Royal Commission to be $3,600 a mile. You have lowered it down to 

JOO. Even that original estimate accounts for only a fraction of the 

000,000 that it was estimated could be saved, say around $18,000,000. 
there a statement which showed how the $75,000,000 was made up?—A. 

‘sir, I presume there must be detail available somewhere, and it would 

very interesting to see the detail. 

Q. What were those details given to the Royal Commission?—A. I could 


excerpts from statements which were apparently filed. I could not find 
‘led statement. 


on. Mr. Murpocx: The Canadian Manufacturers’ Association, I 
e, will be here before we get through, and they have the details, 
ly. 
e Witness: Well, sir, I could not say as to that. 


By Hon. Mr. Cote: 
Have you eae | the list of risks?—A. No, sir. 


ay definitely about that, sir. All I found in the evidence as printed were — 
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pay oe. ed NG _ CHAIRMAN (Hon. ‘Mr. Beaubien) i Gentlemen, we t 
tremendous amount of work to do. I would like you, if you have an ( 
questions for Mr. Fairweather, to put them to him as quickly as possible. 


By Hon. Mr. Buchanan: : 

Q. Would unified management be able to deal with that pooling probl 
that is impossible under co-operation, that is with regard to the lines west 
Toronto on the Transcontinental? Would unified management be able to so 
that problem which co-operative effort has not been able to solve?—A 
answer is that it would be a problem which would face unified managem 
but I can see no reason why it cannot be solved under co-operation. 

Q. You do not think it is very likely to be solved under unified mana 
ment?—A. No, sir. I do not know of a single economy, I repeat, that - 
realisable economy that could be done under unification that cannot be do 
under co-operation. 1 

By Hon. Mr. Horsey:  - 

Q. If it was regulated and compulsory co-operation?—A. Yes, sir. . 

Hon. Mr. Catper: Mr. Chairman, I have a question that I should like 
ask Mr. Fairweather, but I rather think our counsel may be able to get- 
information from the Bureau of Statistics. We have been talking 
total railway mileage in Canada and the total population, the number of 
per capita, and so on. Personally I should like to have that broken up 
I think the Bureau of Statistics could do it. For example, I think Ca 
should be divided into, say, the Maritime Provinces, Ontario and Que 
leaving out of Ontario, say, the area from the head of the lakes—an 
population and mileage for those sections shown. If we had the popula 
and mileage in the Maritimes, in Quebec and in Ontario—leaving out 
Ontario, as I say, what is west of Port Arthur—and the same information 
the Prairie Provinces and for British Columbia, I think we would get a ¥ 
much truer picture of the relation between railway mileage and population 
Canada. So far as I can see, there is no comparable area in the United Ste 
where as much traffic originates in normal years as in our Prairie region. — 

Hon. Mr. Parent: I have no complaint to make about that. I doa 
know whether it would be fair to have Ontario and Quebec joined toget 
and compared with the rest of the country. a 

Hon. Mr. Hara: Isn’t that the way they are lined up now, politically? 

Hon. Mr. Parent: No. q 

Hon. Mr. Hara: What about your Premier? 

Hon. Mr. Parent: It would be better to take Ontario alone and Que 
alone, and compare these provinces separately. Then you would probabh 
that the province of Quebec has less railway mileage than the rest of Ca 

Hon. Mr. Cauprr: But you have the city of Montreal, which is doing 
the business of Canada. 

Hon. Mr. Parent: We have not the railway mileage that we shot 
have, compared with the rest of the country. Wy 

Right Hon. Mr. Murcuen: The part of Canada which has the 
mileage is the North West Territories. It has none at all. 

The Cuatrman (Hon. Mr. Beaubien): Have you any more questions 1 
Mr. Fairweather? . 

Hon. Mr. Roprnson: I suppose we shall have Mr. Fairweather here agai 
He will be at the disposal of the committee, will he? r 

The CHarrman (Hon. Mr. Beaubien): Yes. I suppose it is your dé 
that I should thank him? 1 ? 

[Mr. S. W. Fairweather. ] M4 4 
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iS me Aste Ser oae: Hear, hear. 

i The CuatrMAN (Hon. Mr. Beaubien) : Mr. Fairweather, I wish to thank 
for having submitted to a long omnia not without an exhibition of 
narkable ability on your part. 

Hon. Mr. Corn: Does that preclude Mr. Fairweather from completing his 
er to Senator Cantley’s question? 

The Cuarrman (Hon. Mr Beaubien): I thought he had completed that. 


There are some other points there of grave risk. I shall be very brief. A 
y grave risk attached to unification is the financial burden of debt which 
ould be put upon the people of Canada, whether they knew it or not. If one 
as had any criticism of the railway situation in Canada, it has been, perhaps, 
7 the way in which the financial burden of private enterprises was assumed 
y the Government, directly and indirectly. Now, under no plan of unifica- 
that I can conceive of would it be possible to avoid extending the general- 
r of the guarantee of securities to the Canadian Pacific securities as well as 
) the Canadian National, because the properties, if you are going to seek any 
e measure of economy, must physically be inextricably scrambled, and they 
ld not be unscrambled. The result is that if everything goes well, of course 
hing happens; revenues are large enough to pay the interest on fixed charges 
things like that. But if things do not go well, the fixed charges would still 
nain. I am now speaking of the fixed charges that would have to be met 
n the Canadian Pacific properties that would come into the enterprise. The 
ple of Canada might wake up one day and find that they had succeeded 
loading themselves with an effective structure of railway debt that would 
very large indeed. 


e 


ry By Hon. Mr. Black: 

a Q. Are you not confusing amalgamation and unifiaction of management?— 
. 1 am not confusing them at all. 

a Hon. Mr. Murpocx: What is the difference between the two? The diction- 
" says they are the same. 

Hon. Mr. Buacx: They are not in the minds of many people. You might 
ave unified management under the control of the Railway Commission, which 
‘ould be different from amalgamation. Unified management under the ‘control 
f the Railway Board certainly does not of necessity mean amalgamation or 
ne scrambling of the railroads. 
| The Wrrness: In my opinion it means an inextricable scrambling of the 
erties. If you are going to seek any of those economies you speak about, 
fu are going to re-route traffic, tear up lines and all of those things, and 
‘hen a man comes and says, “You are not paying interest on my bonds, 
lve me back my bonds,” what are you going to say? 


pee ® 


By Hon. Mr. Black: 

'Q. You say that unified management of necessity leads to amalgama- 
1?--A. I do not say that, sir. I say that if you go at unification from the 
aint of view of merging the properties with the objective of getting economies, 
u will produce a physical result which you cannot possibly untangle. Once 
you are in for keeps, and when you are in for keeps you are not in a 
ition to free yourself of the burden of debt. 


1% By Hon. Mr. Sinclar: 

- Q. And it would involve a very heavy capital expenditure?—A. Running 
‘to hundreds and hundreds of millions. 

_ Q. Of new expenditure?—A. It would not run into hundreds and hundreds 


Re SPECIE COMMITTE. bein) 
‘it cannot meet its fixed charges, there is a simple remedy; but if you scram 


: thing to take care of, but I would not agree that it is impossible, becaus 
~ could easily have a system of management and of abandoning lines, even di 


| pany for years. You know that Mr. Ruel ‘holds opinions absolutely opposed 


Noe Hon, Mr. dies Bo De eat) 
Q. Where is it now?—A. It is on a ya now in valetiod te whi 


with the people’s property, try it then. 4 
Right Hon. Mr. Mrtanen: I do not dispute at all that it is a very aif 


ing them up, and a system of protective guarantees following that which wou 
figure all the equities fairly as between the different bondholders and betw e€ 
the Government on the one side and the road on the other. It is not worth wh 
going into that at the present time. I just want to go on record that I com not 
agree with you that it would be an inextricable thing, as you describe it. 
Hon. Mr. Rozpinson: How about the issue of new bonds? q 
Right Hon. Mr. Mrrcuen: That would have to be taken care of too, with 
provision for the taking care of them all out of earnings in the shifting plan ¢ 
the guarantees. It is complicated, but I think it could be done. I do not meg 
by that it should be done. I want to be persuaded first that the object is worth 
while. q 
By the Chairman (Hon. Mr. Beaubien): . 
Q. Mr. Ruel is a very excellent lawyer, and was vice-president of your co om 


yours on the subject?—-A. I am not in the confidence of Mr. Ruel. 

Q. You do not know that he gave a deposition before this commit 2 
which he stated that unification of management did not at all lead to amalgameé 
tion, and further on to unscrambling?—-A. Oh, yes. Mr. Ruel paid me a very 
high compliment before the Royal Commission. They said, “ You make this a 
generality. Who would turn it into a particularity? Who would do 1 
things?” And he said, ‘ Well, Mr. Fairweather of the Canadian National 
highly equipped to do it.” 

Q. Evidently you do not know how you would interpret his idea?—A. 
yes, but that——— ‘q 

Hon. Mr. Danpuranp: Would you like Mr. Fairweather to answer M 
Meighen? 4 

The Witness: I do not think I should care to oppose my opinion to th 
of Mr. Meighen on what is a legal problem. i 


By Hon. Mr. Parent: 


Q. What is the difference between amalgamation and Unification? am 
my opinion there is absolutely none. You can call it what you please and 
to surround it with agreements and things of that character. Frankly, I am 
this position as distinguished from the legal position, which of course I co 
not be presumed to speak upon, that I can see no difference whatever betw 
unification and amalgamation if you are going about unification as it was sub 
mitted, I understand, to the Royal Commission. After reading Sir Edwa: 
evidence I can see no difference between the two. | 


By the Chairman (Hon. Mr. Beaubien) : i 
Q. The Canadian National is composed of perhaps 100 companies?—A. ~ 
over 100. 
_ Q. All functioning under trustee por serientst am Yes, sir. 
Q. Each Sonpany conserving its Peeper 7 tas No, sir, 


we should pursue at this moment, but that i is not a PARES statement. 
Now, if I were to resume my points, these risks—— 
[Mr. g. W. Fairweather.] 
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By Hon. Mr. Calder: , 

Before we pass. There is talk of unification, and of unification of man- 

nent. Are those the same?—A. Well, I really could not say. I cannot 
these distinctions. All I can see is two properties merged together, with 

staffs merged and a reallocation of the whole traffic, and the closing of 

10ps here of one company, and lines and stations 

_ Q. That is amalgamation—A. That is amalgamation, and I cannot see any 
(ference. Unification of management, if it does not go any further than that, 
not mean anything. It is only when it is transferred into the physical 
anner in which you run the railway. 

Q. You could have unification of management without having amalgama- 
2 atall. In other words, instead of the Canadian National Railways manage- 
nt operating their railway as they do now, and the Canadian Pacific manage- 
nt operating theirs, you could form a new company and put from that new 

pany a management in charge of the Canadian National, and a manage- 
from the same central body in the Canadian Pacific, but you would not 


| Q. So you would not get anywhere unless there was amalgamation?—A. 
lat is right, sir. 


By Hon. Mr. Buchanan: 


HO. If unification meant a joint board of representatives from both railroads, 
ld you get any further than you have got with the co-operation committees? 
.. If the Canadian National representatives were. looking after the Canadian 
tonal property, I would say no. I am only speaking for the Canadian 
ional. That may be a blunt answer, but in my opinion it is the correct one. 
le thing about it that I have tried to make clear is that there are sane things 
i could be done, but that should be done in a sane and sensible manner, 
€0-operation. 

Ow, speaking to these other risks. There is this very thing the Chairman 
ed to, namely, the formula which would divide the future earnings and 
sate the equities fairly to each property. The risk attached to that is very 
(siderable. I have read the Royal Commission evidence, and I have found in 
fre a statement that the burden of debt on the Canadian National Railways 
: not in any degree be.assumed. You will see, therefore, that it was quite 


\dent, if that statement is correct—and it is in the evidence—it must mean 
it the Canadian National throws all its property into the pot free from any 
mbrance. And it has a very great earning power. 


By Hon. Mr. Hugessen: 


Q. Who made that statement?—A. That was made by the C.P.R. Now, 
ust be very apparent to anybody that if you approach a formula for dividing 
equity, the very basis of saying the said properties go in free and the funded 
of the Canadian Pacific shall lie over the whole, you will have something 
ds a distortion of fact. 

Right Hon. Mr. MrigHen: That is manifestly absurd. 


he Witness: Yes, that is manifestly absurd. Now, that is a very decided 
nd therefore the formula with which you approach this thing is something 
ave to be very careful about. Here we have in Canada the Canadian 
than the Canadian Pacific on the whole, 
S$ potentialities untested or largely untested. We know its potentialities 
‘apt to be very large. I know that certain prominent men from other coun- 

fter viewing the situation have been very much impressed with the 
Ntialities of the Canadian National Railway System. You cannot judge 
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s i. earned somewhere about $50,000,000, and paid all our fixed charges, 
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It is true that 3 


those potentialities by any yardstick in the past. 


does not test the potentialities, and there is a very grave risk attached + 
Then I have only two other very short points. One would occu 
economist. It is that you must not mistake the concrete reality of an esti 
figure as being the picture of the national economy when you undertake 
something. For instance, a man comes along and says “T can save,” let u 
“any amount of money you please,” and an estimate is prepared on the 
on which an engineer or an operating man would prepare his estimate, an 
might go ahead and proceed to divide up such an economy between a p 
company and the Government. But let us see what happens. Loaded in 
cost figures that are going to be done away with are elements of the c 
running the country, paid for in taxes, and which in no degree will be ch 
by the proposed action. For instance, the cost of this honourable body 
in taxes over the country, amounts to a very considerable proportion of the t 
over. Consequently, if you get a turn-over of $100 and find that taxes, ¢ 
and indirect, eat up $20 of that, that $20 is not a direct economy, so $80 a 
will have to be distributed over the remainder. Here is a set economy. 
divide it, say, 50-50. But out of that expenditure of $100 there was loaded 1 
there $20 representing direct and indirect taxes going to the cost of government 
Let us say the Government gets the $50. In getting the $50 it has lost the 
That is perfectly obvious. ; ‘oa 
But that is not all. Included in that $100 also is the element of profit ¢ 
industry—the people who supplied coal, sold lumber and ties and rails—andq 
the extent that there was an element of profit in that $100, all you have ¢ 
is to change the incidence around the country of an amount of money. — 
have not made an effective economy at all. = | 
I simply mention that to show how tricky, extremely tricky, figures 
when they are put down in estimates. You think they mean what they say 
you find they do not. When you get into them they mean something else. 4 


By Hon. Mr. Horsey: 

Q. This would apply under co-operation too?—A. Oh, yes. Anybody 
looks into the thing will find that I made that reservation to the Royal 
mission. When you sit down to make an engineering and operating estim 
something that touches the country as a whole, you have to put reservation 
it, and those reservations interlock so with the tax burden of the industry 
country that you have only a fraction of the thing which you can say i 
economy from the standpoint of the nation. ; 
I have only one other thing to refer to. It is the disturbance to labour 
industry. The disturbance to industry I have already touched upon, and — 
not think I can say much about it. But if you start tearing up lines a 
these things you are going to lay a burden on industry, and that is 
significant economy. Now, with regard to labour, I may say that r 
labour is a specialized type of activity, and if you proceed to say that 
no longer be ruthless but that we have to compensate labour, it is obvio 
the amount of money you put out is just the equivalent of a capital expend 
to make the chief economy, and it becomes a very serious burden. And if 
admit as a principle that labour has a vested right in employment, ther 
have to further diminish from the national standpoint these economies, b 
all you have really done is to transfer a burden from one place to another 
That, I think, summarizes my statement of the risks that are attac 
unification as compared with co-operation. Co-operation in my opit 
sensible. i 
(Mr. S. W. Fairweather. ] 
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: But your last argument applies to both unification and amalgamation, 
o to economies generally?—A. Oh, quite. I am pointing out that when 
re facing an estimate you must not ‘be too sure that it is all real. 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Is that all you want to say?—-A. With your permission, in order that my 
ord may be clear, I should like to answer a question put by Senator Calder 
ich I did not have a chance to answer previously. He asked me wherein the 
sent law and all the other machinery is defective in bringing the element of 
mpulsion into co-operation, and what must be provided in the law to make © 
¢ain that compulsion will take place. My answer is that it is difficult for me 
) attempt an answer to this question, because I have not had legal or legislative 
jaining. In my evidence I endeavoured to make it clear that for the initiation 
ad pursuit of co-operative economies, my mind turned towards the creation of 
i outside body or authority. In my opinion Mr. Eastman’s suggestion that 
ich a body should have no power to enforce its decision but that the compulsory 
pwer should be vested in a body like the Interstate Commerce Commission, with 
ilarged powers, or, as regards Canada, the Board of Railway Commissioners, 
ith enlarged powers, has ‘much to commend it. 

| The CuHatrman (Hon. Mr. Beaubien): Colonel Biggar has a statement to 
‘ake before we adjourn. | 


Mr. Bicear: The next witness will be Mr. Armstrong, who was a member 
the Joint Co-operative Committee and Mr. Fairweather’s opposite number. 
Jowing him I would suggest that the committee go on to hear Sir Edward 
itty with regard to his proposals. I saw Sir Edward Beatty and Mr. Hunger- 
d during the recess, and it was arranged as between them that Sir Edward 
uld go on first and should be followed by the other members of his staff, who 
deal with the specific proposals which he will deal with in a more general 
y—and I am told that there will be eight or ten of those witnesses—and then, 
en there is laid before the committee the specific proposals with regard to the 
ure, we will go on and have those proposals subjected to as rigid a criticism 
possible so that the whole situation will be before the committee. 


| Hon. Mr. DanpurAnp: Would you allow me to speak to a matter which is 
md to come before us? I would like to confer with the Joint Chairmen and 
ir. Meighen, but I may as well give my views as to what should be our 
‘ocedure so that the matter may be tested here. Numerous communications 


claimed that they can suggest savings in the operation of the it railways, 
eyo ask to be heard. As three weeks will be given to the work which has 


icy, for those Ssneed who Rant to be ee I think the best way of 
(sposing of any outside suggestions would be for the committee to law down 
is rule, that any outsider who desires to come before the committee and suggest 
irtain savings to the two railways should do so in a concise statement addressed 
chairmen of the committee. Then they, in conjunction with Colonel Biggar, 
ecide whether it will be worth while to bring any such suggestions to the 
ention of the committee without asking its author to appear. Otherwise, if we 
n the door wide to parties who want to come before us from the Atlantic 
the Pacific, we shall be here until next January. 
The CHarrMan (Hon. Mr. Beaubien): Does that meet with the approval 
the committee? 
Some hon. Memsers: Carried. 


“he committee adjourned until 10.30 to-morrow morning. 


EXHIBIT No. 44, 


. . Rys. Distress Budget. Five-year period (1932-1935). Not printed. 


EXHIBIT No. 45 


ne abandonments, Details of various programs. Not printed. 
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COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION 
q AND FINANCIAL BURDEN CONSEQUENT THERETO 


No. 10 


The Right Honourable George P. Graham, P.C., and 
_the Honourable C. P. Beaubien, K.C., 
Joint Chairmen 


WITNESS 


Mr. John E. Armstrong, Asst. Chief Engineer, 
Canadian Pacific Ry. Co. 


EXHIBITS 


47. Memo to the Joint Executive Committee from the Joint Co-operative 
ee, requesting clarification of certain instructions re preparation of agree- 


- 48. Exhibit F filed by C.P. Ry. before Royal Commisson on Transportation 
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ORDER OF APPOINTMENT 
acts from the Minutes of Proceedings of the Senate for March 30, 1938) 


Resolved —That a Committee of the Senate be appointed to enquire into 
[| report upon the best means of relieving the country from its extremely 
ous railway condition and financial burden consequent thereto, with power 
‘send for persons, papers and records, and that the said Committee consist of 
y Senators. ; 


_ Ordered that the said Special Committee be composed of the Honourable 
‘mators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 

m, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, 
t, Robinson, Sharpe and Sinclair, 


MINUTES OF EVIDENCE 


Tue Senate, 


WEDNESDAY, May 18, 1938. 


The Special Committee appointed to inquire into and report upon the best 
s of relieving the country from its extremely serious railway condition and 
cial burden consequent thereto, met this day at 10.30 am. 


Right Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 


; Col. O. M. Biggar, K.C., Counsel to the Committee. 


_ Mr. Bicear: If the committee approves, we shall go on with Mr. Arm- 
ong first this morning. 

Right Hon. Mr. Mrtguen: Mr. Chairman, we all have noted the absence 
enator McRae, and I thought I owed it to him to say that he is not stay- 
away of his own will. He has been ill down south—not seriously at al} 
it expected to be here yesterday and was unable to come. He is now con~ 
nt that he will be here on Monday morning. 


_ Jou E. ARMsTRonG was called as a witness and took the stand. 


+ i By Mr. Biggar: 

~Q. Mr. Armstrong, you are the Assistant Chief Engineer of the Cana- 
| Pacific Railway, are you not?—A. Yes, sir. 

Q. And you have been so for a number of years?—A. Since 1928. 

Q. And during the interval from 1932 to the present day you have been 

member of the Joint Co-operative Committee?—A. I have been a member 
Canadian Pacific section of the Joint Co-operative Committee from its 

on in December 1932 until I was relieved of those duties in February 

year. 

Were you with the Canadian Pacific before 1928?_A. Yes, sir, I have 

n the Canadian Pacific since 1912. 

_Q. During part of the time that you were a member of the Canadian 
Joint Co-operative Committee you were Chairman of that section, 

ou not?—A. Yes, from May 1934 on. 

_Q. What proportion of your time was taken up with the work of the Joint 

“Operative Committee during the time you were Chairman of it?—A. From 
beginning, from 1932 on, I gave a substantial portion of my time to the 

f of the committee. From 1934 on I gave practically all of my time to 

committee, and from October 1935 on, at the time that the committee 

assigned the duty of preparing the co-operative agreements, and I was 

fed of my other duties and gave my entire time to the work. 

. That was when the Joint Headquarters Committee came to an end? 

Yes, when it was disbanded and wien its duties and others were assigned 

e Joint Co-operative Committee. 

And what about the other members of the Joint Co-operative Com- 

during that time, from the autumn of 1935 onwards? Were they devot- 

| considerable part of their time to the work of the committee?—A. They 

devoting all the time to the work of the committee that I required of 

- They had other duties, and I called them as required to keep the work 

ng. 
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Within the Canadian Pacific organization what were the arrangeme 
with regard to these co-operative negotiations?—A. The organization of. 
Canadian Pacific railway for handling co-operative work was substanti 
the same as that of the Canadian National Railways, in that the Joint Ex 
tive Committee was a joint committee, the Joint Co-operative Committee » 
a joint committee, the joint local committees were joint committees, and di 
ing its existence the Joint Headquarters Committee was a joint commi t 
That is, briefly, a statement of the organization. I think probably it has 1 
yet been brought out how that organization worked. It may be of inter 
io the Committee to know the steps through which it was necessary to Cal 
co-operative projects. May I present that information? 4 

Q. Yes, by all means—A. Generally co-operative projects originated W 
the joint executive committee and were assigned to the joint co-operative co 
mittee for study. That was not invariably true, but it was generally tf 
Upon receiving an assignment from the joint executive committee the jc 
co-operative committee went over it, decided what required to be done, fra: 
a questionnaire from whatever lines might be required and referred to 
joint local committee for study. I am speaking now of any single projec 

Q. Yes—A. The joint local committee made such preliminary study as 3 
necessary to determine whether or not the project gave promise of produe 
economies. Whatever they discovered, they returned that information to: 
joint co-operative committee, and the joint co-operative committee exam 
this information, added to it any other necessary information of a general ¢ 
acter which might not be available to the local representatives, and prepa: 
report to the joint executive committee, which would be submitted as a st 
ment of probabilities, we will say, of economy. If the joint executive commi 
approved that report—and I think in every case they did approve the repor 
the joint co-operative committee—perhaps I should qualify that. There ~ 
cases where the joint co-operative committee concluded there was no econ 
and so reported. Those reports were signed by the chairman of both sectior 
the committee, and invariably those reports, unfavourable as well as fav 
able, were passed on to the joint executive committee. On approval of a re 
the joint executive committee returned it to the joint co-operative commi 
develop the necessary details and prepare an agreement covering the projec 

Q. That would be between 1934 and 1935, when the joint headquarters 
mittee was in existence?—A. Yes, sir. This has to do with the time subseq 
to October, 1935. A little later I will state explicity how the joint headq 
committee came in and passed out. 

Where the joint executive committee referred an approved report bae 
the joint co-operative committee for furtherance, we will say, at that point, 
either company been working alone, not co-operating, it would have been 
position to start immediately to prepare an application to the Board of | 
way Commissioners. That would have been the practice, and it was with 
Canadian Pacific the next step in connection with the exclusive thin traffie 
abandonments. The economy was in sight and the matter went to the 
as soon as possible for action. With the two separate companies invo. 
these co-operative projects, it was not possible to agree on expecta 
economy. It was necessary to develop in considerable detail just wha 
economies were, just where they arose, so as to determine the equitable d 
tion of burden and advantage, as required by the Canadian National-C 
Pacific Act of 1933. The joint co-operative committee then would prep: 
additional questionnaires necessary in connection with the information re 
and would refer the matter back to the appropriate local committee for 
examination, which would be a much more thorough and careful exam 
in every way than the original jomt local committee report submitte 
joint executive. For agreements other than line abandonment agreeme! 

{Mr. John EH. Armstrong. ] i < 
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rence was ordinarily to a single joint local committee. For line abandon- 
nts the reference back to local committees was to two committees, one called 
int operating committee, which was set up to consider all matters of expen- 
e, that is, all matters in which the railways were presently engaged in 
enditures on the line or lines under discussion; and the other the joint traffic 
mittee, so-called, which dealt with the present. traffic situation. As one 
dled expense, so the other handled operating; two distinct parts of the 
amination. They were to handle not only the present situation—when I say 
a situation” I mean under the test period agreed upon while both lines 
ere in operation—but they also handled the investigations of the prospect 
tuation after the abandonment. They had to forecast the condition which 
ould exist in the future after the abandonment had been effected. 

Q. The period was generally how long?—A. Generally a year. 


A 
: By the Chairman (Hon. Mr. Beaubien) : 

‘ Q. Mr. Armstrong, those were two local committees, I suppose?—A. Yes, 
r, two joint local committees, known as the joint operating committee and the 


s 


int traffic committee respectively. 


vw 

% By Mr. Biggar: 

_ Q. Then, as I understand, these joint committees had to ascertain the 
tual facts in regard to this period of use?—A. Yes, sir. 

_ Q. Both with regard to expense and economy ?—A. Yes, sir. 

_ Q. Then they made certain estimates on the basis of the information 
cured in the event of an agreement being reached?—A. Not in the event of 
| agreement being reached; but in order to develop figures necessary before 
eparing an agreement. 

 Q. Not a forecast on the basis of there being an agreement, but a fore- 
st on the basis of the situation continuing unchanged?—A. No, sir, not agree- 
ents. I am speaking of agreements for territory abandonment; they are 
ore simple to explain. A money figure was set up in the agreement which 
é railway would pay to the other railway to balance in perpetuity the dis- 
lance of burden and advantage. That is to say, the conditions as they 
isted to-day or in the test period had to. be determined, the change in con- 
ions as they would be after the abandonment had to be determined. Then 
ose two had to be compared iand the balance of burden and advantage 
veloped, and that converted into a dollars and cents figure, which would be 
luded in the agreement. Therefore this was all in anticipation of the prep- 
ation of the agreement. Is that clear, sir? 

 Q. I think I understand it, yes—A. After this information was developed 
the joint traffic and joint operating committees it was sent to the joint 
“operative committee for development of any required figures for use in the 
reement. With the assistance of the law departments the joint co-operative 
mmittee was responsible for the preparation of those agreements. When they 


d been prepared they were referred to the respective executives of the two 
mpanies, not the joint executives, for execution. If they were satisf actory 
le executives, they were executed and referred to the law departments for 

ruher ‘action. 
_Q. What would be the nature of that further action? —A. That was the 
st step. The law departments then would take up the agreements with the 
ard of Railway Commissioners for such consideration as the Board might 
juire, and secure either approval or rejection of the agreements by the 
d. So far the Board of Railway Commissioners has approved all the 
ements laid before it. 
Q. Co-operative agreements?—A. All joint co-operative agreements laid — 
Pe it. 
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By Right Hon. Mr. Meighen: Mo 

Q. Mr. Armstrong, was that joint co-operative committee as distinc 
the joint executive ever more than a fifth wheel?—A. Oh, I think so, § 
Tt was the committee which was doing all of the general work. q 

Q. It was doing it, but it seemed to me to be just a duplication o: 
- joint executive. There was no need of it whatever from the beginning.—. 
think not, Senator. The joint local committees of whatever nature they y 
would assemble local information dealing with facts of that particular lo 
situation. Now, that was not assembled in anything like agreement form. 
was simply an assembly of facts, and was not complete, because many of 1 
facts were beyond the knowledge of the joint local committee, having to™ 
with system matters lying beyond the control of the local people. e 

Q. They would be within the knowledge of the joint executive ?—A 
doubt: but the joint executive would not undertake an analysis of its 
assembly agreement form and act on that. 

Q. You have this joint co-operative committee now?—A. Oh, yes. 

Q. It does not perform any functions, Mr. Fairweather said—a. Are ¥ 
thinking of the joint headquarters committee? a 


Hon. Mr. Murpocx: You are thinking of the joint executive committee 


Right Hon. Mr. Mricuen: There is the joint executive, the joint © 
operative and the joint headquarters committees, and then two local comm 
tees. If that is not a redundancy of committees I don’t know what could 
A. I think you have a misunderstanding of the functions of those committ 

Q. I know the functions as you define them; but it seems to me the 
thing was clogged with a multiplicity of committees—A. They had sep: 
and distinct duties, none of which any other committee was able to disch 
with the exception of the joint headquarters committee. 

Q. It was only a fifth wheel?—A. Not as we understood it at that ti 
Our experience led us to that conclusion, and we abandoned it. P 


By Mr. Biggar: 
Q. You said you were going to deal with the situation as regards the 
headquarters committee?—A. Later I will deal with that in another co 
when I come to speak of the arrangement since 1935. 
Q. You had got to the point of submitting your agreement to the Rail 
Commission?—A. Yes, sir; and they had approved the agreement, we will § 
The next step is for the Board of Railway Commissioners to refer it t 
Governor in Council. When an approving Order in Council is issued, that 
back to the law departments of the railways, and they in. turn conve 
necessary information to the operating managements, and then the oper 
managements take the necessary physical steps on the ground and giv 
necessary public notice, and so forth, practically putting the project into’ 
In fact they do put it into effect. a 
Q. I see—A. So there are a number of steps necessary in the co-opel 
matters which would not be and were not necessary for either company in 
preparation of the same kind of line abandonment if it was an exclusiv 
abandonment. But in either case it would still have to go to the board. 
Q. But all that interval between the original approval by the executi 
the road and the final application to the Railway Commission would be on 
in the case of the single exclusive line?—A. Just so. 
Q. Can you, then, deal with the reason why there was a delay in p 
these agreements into effect or giving effect to the reports of the join 
operative committee?—A. Mr. Biggar, I must agree whole-heartedly wit: 
Fairweather’s statement that there have been serious delays in puttin 
projects into effect. In Mr. Fairweather’s evidence he left this hon 
[Mr. John E. Armstrong.] Bs 
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ittee, I believe, with a fixed impression that the Canadian Pacific had done 
hing in its power to avoid carrying out the requirements of the Canadian 
jonal-Canadian Pacific Act of 1933. 


_ By Hon. Mr. Dandurand: 


q ©). I did not hear such a clear expression of opinion from Mr. Fairweather. 
-A. It is my recollection that he said at times the C.P.R. refused to co-operate. 
iat 1s pretty definite, I think. 


| By Hon. Mr. Parent: 
 Q. But he qualified his statements. For instance, in one particular case 


ihat he mentioned—the line from Winnipeg to Moncton—he said the CPN, 
iad tried to have that line removed—A. Not under co-operation, senator. That 
ime has not been considered under co-operation at all. 

_ Q. He mentioned that and qualified his statement that in his own view the 
ine was a proper one for the country to keep—A. I think that statement is 
orrect, and I would point out that that matter was not under co-operation. 

_ Q. How can you co-operate if you do not agree? 

_ Hon. Mr. Hata: It was never considered at all. 


_ The Wirness: It was never considered at all. It was not a co-operative 


hid : By Hon. Mr. Calder: 
_ Q. That was included in the 5,000 miles?—A. Yes, sir. 


| Q. My understanding is that so far as certain lines are concerned, on which 
here was agreement, an attempt should be made to make some economies. 
-here was no criticism against the C.P.R. as to their attitude. That is, there 
cM many cases where you both agreed, and in all those cases there was no 


riticism as far as anyone is concerned against the C.P.R., that I recollet. 


_ Hon. Mr. Hucessen: I remember Mr. Fairweather stating, when discuss- 
ig this question of abandonment of lines specifically, that there was no dis- 
greement between the two railways. 
Ki, Hon. Mr. Cauprr: There was the utmost co-operation. 


Wi By Hon. Mr. Hugessen: 
_ Q. His criticism, whatever it may have been, related to one point where 
2e Canadian National Executive suggested grouping a few lines, and the C.P.R. 
*fused to agree to that. And his further criticism was that they never agreed 
) consider any portion of their main line as being available for abandonment. 
i. I think, with Mr. Fairweather and me both admitting serious delay in 
utting projects into effect, that someone must have been responsible for that 
elay. 


=e 


Ay 
__Q. I think Mr. Fairweather accepted his part of the responsibility, and I 
oderstand you are now accepting yours?—A. I admit responsibility in only 
te instance. 


_ I want to bring in the matter of the Joint Headquarters Committee, if I 


By Mr. Biggar: 

| Q. Right.—A. Prior to December, 1933—I think you gentlemen probably 
uve before you a list of the 62 reports submitted by the Joint Co-operative 
ommittee to the Joint Executive Committee— 

~Q. Yes. That is Exhibit No. 29-——A. Prior to December, 1933, the various 
rts submitted and approved of dealt with more or less normal inter-railway 
ons, and it was possible to have the agreements prepared through the 
al inter-railway channels. There was nothing specially peculiar about them 
ny way. Commencing in December, 1933, the Joint Co-operative Commtt- 


“a 
cag 
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tee began to submit line abandonment reports. Now, the Joint Co-oper, re 


came later—to know those reports could not be prepared under the norma 
_ inter-railway channels. In its first report on line abandonments, which > 


ed a Headquarters Committee for the purpose of preparing line abandonm 


reports to the Joint Executive Committee, and this committee was set up 
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Committee already had sufficient knowledge of what it was proposing un 
report 23, which was the only report in effect at that time—report No. 


No. 25, it recommended that a Joint Headquarters Committee be establishee 
to undertake the development of agreements. af 

Q. That would be a special committee to deal with these co-operatn 
agreements?—A. Yes, sir. That recommendation was made only in connectio 
with line abandonments. By March, 1934, there were four of those line abandot 
ment agreements approved, and in May, 1934, the Joint Co-operative Committe 
adopted the recommendation of the Joint Co-operative Committee and appoin 


agreements only, not other agreements. It has been suggested that the commi 
was essentially a delay mechanism. It certainly was not intended to be so wher 
it was appointed. The Joint Co-operative Committee was very busy preparit 


take over the preparing of agreements under approved reports in connec 
with line abandonments. They went to work at once, and it was decide 
investigate the line abandonments under report 23, joint use of the retained 
one abandonment for each company so there would be a balance and both s 
would have the same problems confronting them. And reports 25 and 31 
taken as the two reports to be studied. 


By Hon. Mr. Parent: 
Q. Are the two reports you refer to filed as exhibits? 
Mr. Biccar: The two reports are not here, but if you look at Exhibi 
you will see them dealt with. Exhibit 37 is at page 174, and the reports al 
No. 25 and No. 31, the first and third in the list. ‘ 
By Mr. Biggar: 3 
Q. Yes?—A. The first problem confronting the Joint Headquarters Cor 
mittee was to discover a means of making the principles of report No. 23, w 
‘was somewhat involved, applicable to these two cases. They went at that 
succeeded by August 1, 1935, in the Iberville-Farnham case, and Octobe 
1935, in the Cyr-Edmundston case, in developing agreements for those two I 
They had to go through the process I have been outlining that the Joint 
operative Committee goes through now—that is, getting the detailed infor 
tion from the line and applying the necessary figures for equitable distributi 
of burden and advantage. They had a very serious task in my Opinion. 


By the Chairman (Hon. Mr. Beaubien): 

Q. There is a year’s lapse between the attempt made to come to an 
ment on that basis and the final decision of the committee when that agree 
had been obtained. There was a period, I suppose, during which you st 
the effect on the line. How long would that be?—A. The period from the 0 
ing of the Joint Headquarters Committee to the conclusion of the later of the 
two agreements, was from May, 1934, to October, 19365. .. 
Q. Almost two years?—A. Just seventeen months, and it is two montl 
less than that for the first agreement, fifteen months. q 
Now, if you gentlemen care to read agreement No. 23, which I think | 
beer filed as an exhibit, you will see the problem the Joint Headquarters © 
mittee was up against in making that agreement applicable to specific cases. 
was setting forth principle only. “a 
(Mr. John HE. Armstrong. ] 
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By Mr. Biggar: 


‘a Q. And it involved an examination of this test period?—A. A detailed 
nvestigation, yes, sir. 


; By Hon. Mr. Dandurand: 


: Q. You are working on two very small lines—A. The small lines were taken 
or the purpose of simplicity. If the Joint Headquarters Committee had begun 
m a complicated case, I do not know when they would have got through it. 
_ Q. You were in search of a principle?—A. We had the principle in report 
Yo. 23. The difficulty was in making it applicable in simple cases, so they 
ould take the simple cases as a start. I think they did a very good job in the 
eriod given them. 
i By Mr. Biggar: 

@. And the agreements are very elaborate agreements.—A. If I recall 
orrectly, they are some 40 pages of foolseap. 


By Hon. Mr. Dandurand: 


_ Q. Did you succeed in finding a simpler formula?—A. In working out the 
etails of the application of these principles, it became apparent that the Joint 
leadquarters Committee was having to acquaint itself anew with the informa- 
ion the Joint Co-operative Committee already had in its mind in connection 
ith the reports which the Joint Co-operative Committee had submitted to the 
oint Executive for approval. They were having to immerse themselves in 
mmething in which the Joint Co-operative Committee were already immersed. 
hat is where it developed that they were a fifth wheel. For that reason, and 
1 the hope of speeding up the work, the Joint Headquarters Committee was 
bandoned and all the work of preparing not only line abandonment agreements, 
ut all other agreements under co-operation, was handed to the Joint Co- 
perative Committee. That was done in October, 1935. Perhaps you gentle- 
len would like to have the chronology of these two agreements after the date 
f agreement. There were not in effect then. Perhaps I had better drop back to 
lat and close them up. 

a By Mr. Biggar: 

® Q. Yes.—A. The applications were made to the Board of Railway Commis- 
oners for these two agreements—they were submitted at the same time—on 
ovember 20, 1935. The Iberville-Farnham agreement was an 11 mile abandon- 
ent by the Canadian National, and the Cyr-Edmunston was a 28 mile abandon- 
ent by the Canadian Pacific. The Board of Railway Commissioners approved 
e Iberville-Farnham agreement. The Cyr-Edmunston— 


By Mr. Parent: 


Q. What line do you refer to?—A. The line between Cyr and Edmunston. 
_ Q. You did not mention that at all in your statement. You mentioned 
st a few words, but did not mention the line at all. And what other line has 
e Canadian National abandoned?—A. Those are two lines taken into con- 
Jeration at the one time by the Joint Headquarters Committee. 

_ Q. And one started where?—A. One was under report 25, and- was an 11 
ile abandonment by the Canadian National between Iberville and Farnham. 
_ Mr. Biccar: You will find all that information on page 174, in the schedule, 
art IT 

~ Hon. Mr. Parent: It comes to what I said, that if the exhibits had been 
inted we would know much better where we were at. 

- Hon. Mr. Danpuranp: You have the statement. 


Hon. Mr. Murpocx: It is right in front of you, page 174. 
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By Mr. Biggar: ‘ 

Q. Yes?—A. The principle of abandonment was approved by the Board ¢ 
Railway Commissioners on February 14, 1936, and the Cyr-Edmunston, 6 
January 22, 1936. Those were then referred to the Governor in Council and tl 
Order in Council in connection with the Cyr-Edmunston agreement was issu 
approving that in February, 1936, and the Iberville-Farnham agreement 
April, 1936; and the projects were made effective—the Iberville-Farnham, C.. 
abandonment, on April 26, i936, and the Cyr-Edmunston on July 1, 1936. The 
seems to have been very little delay in the Iberville-Farnham case between th 
approval by Order in Comncil and the effective date of the project. 4 

Q. The effective date of what?—A. The effective date of the project. Am 
considerable ore delay, if you choose, occurred between the final approval a 
the effective date of the Cyr-Edmundston. The reason for that is this: Y 
will notice that in the Iberville-Farnham case it was 22 days from the fin 
approval until the effective date. There was very little work to be do 
there to bring that about; the connections were practically all in, there w 
no serious work to be done at all, and the approval was given in the sp 
when whatever work had to be done could be done. But in the Cyr-Edmun 
case final approval was given in February, 1936, and it became effectiv 
July 1, 1936. To put that project into effect it was necessary to build a 
siderable length of railway connecting the two in the vicinity of Edmund 
Tt. was not considered desirable by either railway to go in there in wint 
weather, in February and March, and make this construction under fro 
conditions, and the actual work of building this connection was deferred unt 
spring. That is the reason for that lapse of time. The Joint Headqua 
Committee had started the consideration of abandonments under Report 
before they were disbanded. , 

Q. That is the general report which is in as an exhibit?—A. That is 
report setting forth the principles of territorial abandonments. They had start 
off but had not completed any agreements under it and had not fin 
developed principles in connection with any specific lines. The Joint Execu 
Committee, in dispensing with this committee that had apparently devs 
into a fifth wheel, or at least was a committee that could be dispensed 
instructed the Joint Co-operative Committee to bear in mind that it w. 
wish of the Joint Executive that all agreements be as simple and direct as possih 
I imagine this arose from the fact that the two line abandonment agreement 
that they had had before them were so extensive and so involved. The 
Co-operative Committee, fearing that the Joint Headquarters Committee 
advanced the principles of the Report 23 type of agreements to a consid 
extent and that we had something ready to start to work on, undertook fi 
to simplify if possible the application of the Report 23 agreements. a 

Q. For the purpose of going on with the others?—A. For the purpos 
going on with other Report 23 agreements that we had before us. It beg 
study of that and then the situation became complicated somewhat b 
Canadian National section advising the Canadian Pacific section, in Feb 
1936, that it had received definite instructions from its executive that 
only to consider the preparation of line abandonment agreements for lines 
were substantially in balance as between the two companies. 

Q. Develop that a little. What does that mean?—A. I have neve 
quite clear as to what that means, Mr. Biggar. It seems to imply a substa: 
balance of mileage to be abandoned, employees displaced, traffic diverte 
the various elements. Ki 

Q. What was the practical effect of this on the consideration of : 
Nos. 30, 33, 36, 40, 41, 51, 55 and 60?—A. The eventual effect of tha 
these reports was that it resulted in considerable delay. I will develo 

[Mr. John E. Armstrong.] 
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int in more detail presently, if I may. I may say this was the first inti- 
ion we had had of the necessity of substantially balancing agreements at 
is time, substantially balancing the study of the lines for agreements at this 


_ Q. And what was the date of that, again?—A. February 28, 1936. In the 
eparation of Report 32 it had been suggested that where two lines were con- 
dered to be substantially in balance, that those two lines should just be in 
fect exchanged for each other and no detailed agreement of any kind drafted. 
- Q. No particular figures of burden and advantage ascertained?—A. Right. 
he Canadian Pacific was quite prepared to go along with that after it had 
en shown that lines were in balance. Frankly, the Canadian Pacific did not 
low how to look at two different pieces of line and say that they were sub- 
antially in balance. The Canadian Pacific did not receive any instructions 
mm its executive in regard to the balancing of lines in this manner. Never- 
eless the Canadian Pacific did endeavour to go along with the Canadian 
ational, and we struggled for some time. And finally the Joint Co-operative 
mmmittee—I mean the two sections working together—on May 15, 1936, 
bmitted a memorandum to the Joint Executive Committee asking for further 
structions in regard to the matter. 

_ Q. Is that one of the reports that is in exhibit 292 What is the date of 
at?—A. May 15, 1936. That is a joint memorandum to the Joint Executive. 
- Q. I do not think it is here—A. It was simply a request to know whether 
es substantially in balance must be determined before the information in 
yard to individual lines was developed for agreement purposes—just what did 
mean? The Canadian Pacific section had no instructions; the Canadian 
ational section had definite instructions, and we were getting nowhere with it, 
we put it up to the Joint Executive for further instructions. 

_ Q. We can have a copy of that memorandum?__A. Yes, that can be filed. 
Hon. Mr. Parent: That will be Exhibit No. what? 

_ Mr. Biacar: We shall wait until we get it, I think, Senator, to give it a 
finite number. | 

QQ. Yes?—A. Having gone as far as we could, apparently, with Report 23 
iplification at that time, and the Canadian Pacific always being convinced 
it the Headquarters Committee had done a job in determining the practical 
plication of these principles that the Canadian Pacific section of the Joint 
-operative Committee was unable to simplify, we went on to the considera- 
n of the simplification of Report No. 32 principles, the other group, that 
ng territorial abandonment agreements. In that we did discover a means of 
wplification. The actual application of that is not nearly so complicated in 
ality as Report 32, which I believe is filed as one of the exhibits, indicates. 
é original Report 32 required perpetual accounting for the distribution of 
ges. But that was simplified down to a fixed payment to be made by one 
opany to the other, without accounting. 

~Q. Perhaps you might, if you will, turn to Report 32 and indicate to us 
‘part of it that you were able to simplify in this way. The report is not 
y No. 32 but it is also Exhibit 32—A. Can you give me the page of that, 
onel? 

—Q. It is at page 123 of the printed proceedings—A. Under Revenues, para- 
ph (a) was left in effect; paragraph (b) was left in effect; paragraph (c) was 
ied. That is where the complication in the perpetual accounting began to 


was retained. Now perhaps I 
ut I am speaking of the prin- 
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- Q. That is where the difference came in?—A. Yes. Instead of carryi 
on the basis of what proportion of the gross revenue should be paid by 
company to the other, which required perpetual accounting of those revenues 
a fixed figure was determined and frozen. \ 
Q. The result of this simplification is as set out in these Exhibits 38 ane 
39, the schedules to those two agreements?—A. Yes, sir, these lead to a fina 


figure, an annual or monthly or capital figure. 4 
Q. They are at pages 176 to 178, and they lead to a monthly figure that ha 


to be paid by one railway to the other?—A. Yes. 

- Hon. Mr. Cauper: Mr. Biggar, you are to get a copy of that memorandum 
that was sent to the Joint Executive? 4 
Mr. Bicear: Yes. 
Hon. Mr. Caper: I think at the same time if there was a reply to thai 
memorandum you ought to get it. q 
Mr. Biccar: Yes, exactly. 

The Wrrness: There has been no action by the Joint Executive in regart 

to that memorandum. y 


By Hon. Mr. Haig: 
Q. Is that memorandum very long?—A. It is one page of foolscap. 
Hion. Mr. Hare: It should be put into the reports. 
Mr. Biccar: We will see it is put in. 


By Right Hon. Mr. Meighen: i 

Q. You were on the Joint Executive Committee?—A. No. The Jo 
Executive Committee is composed of the President and two directors or tru 
of each company. The Joint Co-operative Committee is a technical commi 
composed of engineers, operating men or accounting men—they are the worki 


committee. 
Q. You were not on the Joint Executive Committee?—A. No, sir. 


By Hon. Mr. Calder: 4 

Q. You say you never got a reply to that memorandum?—A. No, sir. ~ 

Q. You continued to work in the dark?—A. Somewhat, though I hav 

say this, that in due course we began to send out agreements which I as 

the Canadian National felt were in balance. The Canadian Pacific was wull 

to send out the entire lot of line abandonment reports for study. ; 

Q. You have no knowledge of whether or not the Executive Commi 

considered your memorandum?—A. I have no knowledge as to that, no 
All I can say with knowledge is that we have not yet had a reply to 

memorandum. . 4 


By Hon. Mr. Gordon: q 
Q. Did you not inquire why?—A. No, sir, I never discussed that with 1 
Executive. % 


By Hon. Mr. Calder: 

Q. It is very strange. Your committee got into difficulty; you coul 
understand the Canadian National’s attitude, and because of that you s 
cs to the Joint Executive Committee asking for instructions?—= 
es, Sir. - 
'Q. And you never got a reply to that?—A. Correct. 
Q. That is very strange-—A. But we are going ahead, each in our ow 

and getting along. We have endeavoured to co-operate rather than co: 
[Mr. John E. Armstrong. ] 
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¥ ; By Mr. Biggar: 

— Q. Yes?—A. In July 1936—and this was the first reference to joint local 
mmittees by the Joint Co-operative Committee in connection with line 


andonments—in July 1936 the Canadian National consented to the issue 
Reports 34 and 35 for study by joint local committees. 


_ Q. Those are the subjects that are in Part III of Exhibit 37, at the top. of 
age 175 of the proceedings?—A. Report 34 dealt with abandonment of the 
yanadian National line between Middleton Junction and Granville Centre, 
, distance of 22 miles. Report No. 35 dealt with abandonment of the Cana- 
Han Pacific line between Linwood and Listowel, a distance of 16 miles, I 
ssume the Middleton Junction-Granville Centre line is in Nova Scotia. The 
anwood-Listowel line is in Ontario. Perhaps I had better add the provinces 
n each case. 

< 


¥ By Hon. Mr. Hugessen: 

H Q. You point is, neither line is in Quebec?—A. No, sir. 

tg 

i By Mr. Biggar: 

 Q. Yes.—A. This study was made under the simplification of Report No. 32, 
md in October, 1937, all necessary information had been received for com- 
letion of the agreements. 

_ Q. That is, the information from the local committee?—A. The informa- 
ion was received by the joint co-operative committee from the joint local 
ommittees, and the agreements were completed under date of January 15, 
938. Those are the agreements now approved, and about to be submitted 
0 the Board of Railway Commissioners for action. That is, they are con- 
luded by the companies. 

¥ Q. In one case the Canadian National withdraws from the territory, and 
n the other case the C.P.R. withdraws?—A. Yes, sir. There was a change in 
he Middleton Junction-Granville situation, in that after Report No. 34 had 
een approved by the joint executive committee the Canadian National ceased 
eration, without co-operative effort, between Bridgetown and Granville 
entre, and they asked to withdraw that portion of the abandonment from 
he co-operative undertaking. They preferred to make that exclusive aban- 
lonment. So in the co-operative abandonment under Report No. 34 the agree- 
nent covers the abandonment of the Canadian National between Middleton 
metion and Bridgetown. The balance of the line, eight miles, Bridgetown 
0 Granville, was made an exclusive Canadian National abandonment. 

BY Q. I think that is dealt with in the note in regard to Report No. 34 on 


age 118 of the proceedings.—A. Yes, sir. In October, 1936, the Canadian 


National consented to the issue of Report No. 38—now Report No. 38A—in © 
espect of the line between Louise and Deloraine, Manitoba. Report No. 40, 


p 


. Canut-Cushing Junction— 


| By Hon. Mr. Hugessen: 


_ Q. That is not No. 40—it is No. 47—A. I beg your pardon. It is No. 
_ That line is in Quebec. Report No. 61, Dranoel-Medonte, deals with a 
e in Ontario. Report No. 62 deals with the Ste. Therese-St. Eustache line, 
)in the province of Quebec. The Canadian Pacific was not particularly 
erested in getting a reply to the May 15, 1936, memorandum if the work 
| going forward, as the Canadian National had released all of the Cana- 
n National line abandonments under Report No. 32. Consequently there 
hever occasion to discuss with the executive why they were not giving us 


M 
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By Mr. Biggar: y 
Q. You mean they were not interfering with the improvements so far a 
Canadian Pacific was concerned?—A. Yes, sir. There was only one other N 
type line abandonment. 
Q. That is Report No. 32 type?—A. Report No. 32 type line abandonme 
That is Report No. 39, Reston-Wolseley, a Canadian Pacific abandonm 
which I shall speak of shortly in another context. In October, 1936, at the sam 
time as the Canadian National released these four reports for study, the Canad 
National requested additional time for the study of the simplification of Rep 
No. 23. The Canadian Pacific did not have the knowledge to simplify t 
report, but the Joint Headquarters Committee had already conferred in reg 
to it. In February, 1937, the Canadian National section released the Rep 
No. 23 type agreements for study as follows: Report 38, Red Deer, Ro 
Mountain House, Alberta; Report No. 44, Langdon-Beiseker, in Alberta— — 
Q. No; that is Report No. 40-—-A. I am sorry. There are two mix-ups 
my memorandum. I apologize. No. 40, Langdon-Beiseker, in Alberta; No. 
Alix-Nevis, in Alberta; No. 55, North Bay-Yellek, in Ontario, and Report No. 
Fresniere-Shawbridge and Joliette-Montfort Junction, in the province of Queb 
The Canadian National reserved study of Report No. 30, Bala Park-W. 
and No. 36, Bird’s Hill-East Selkirk, the former being in Ontario and the lati 
in Manitoba. ; 


By Hon. Mr. Robinson: ; 

Q. What do you mean by “reserved”?—A. The Canadian National : 
there was no Canadian Pacific abandonment approved which was in substant 
balance with these two Canadian National abandonments, and therefore wou 
not release. The Canadian Pacific was prepared to release all its abandonmen 


ul 


and felt that if this was to become a trading proposition, it should hold out 
Reston-Wolseley proposal, Report No. 39. a 


By Hon. Mr. Murdock: 1 
Q. Mr. Armstrong, I wonder if you would explain what seems to be 
conflict between Report Nos. 4 and 28, which do not involve line abandonmen 
By Mr. Biggar: 
Q. We were coming, Senator, later on to that in part I. It would be, It 
more convenient to deal with the line abandonments all together. You 
telling us, then, Mr. Armstrong, about those Reports Nos. 30, 36 and 39. R 
No. 39, Reston-Wolseley, was the last you mentioned—A. Yes. The Cana 
Pacific felt that if this was to be a trading proposition and the balanci 
lines it would not be justified in putting out Report No. 39, for which the C. 
dian National had no equivalent territorial abandonment. For that reg 
these three reports were reserved for later consideration when some bale 
could be found. 


By Hon. Mr. Calder: 
Q. The C.N.R. made the first reservation?—A. Yes, sir. 


By Mr. Biggar: _ 

_Q. What progress is being made in 33, 40, 41, 55 and 60?—A. In 33, 40 

41 information is coming in from the joint operating and joint traffic commi 
I think test periods have been agreed to in all those cases. 

Q. You told me the joint operating committee made the reference 
local committees, sent out their questionnaires, and so on?—A. In the fi 
days of November. 

[Mr. John E. Armstrong.] 
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Q. That is, in respect of all of them?—A. I beg your pardon. Yes, the first 
ys of March, 1937, immediately after. the Canadian National consented 
issue of these reports. 
Q. So those have been under study locally for approximately fourteen months 
—A. Yes. Substantial information has been received. It is not complete 
these cases, but it is coming in right along as rapidly as they can develop it. 
nection with Report No. 55, North Bay-Yellek, Mr. Fairweather has spoken 
the difficulties with which the Canadian National is confronted as to certain 
, N.O. traffic at North Bay. The Canadian Pacific had no knowledge of this 
1] we heard this evidence. 
@. Until you heard it here, do you mean?—A. Yes. In connection with 
ort No. 60, Fresniere-Shawbridge and Joliette-Montfort Junction, he has 
ken of the difficulties with which the Canadian Pacific is confronted in con- 
— with this line to Ste. Therese and Montfort Junction, where a single track 
not under certain conditions carry the joint traffic at certain times. That 
esniere-Shawbridge portion is 23 miles. When it came to a study of new 
rmation it was found that the abandonment could be made only from Fres- 
to Papineau, a distance of 13 miles. The difficulty that Mr. Fairweather 
ed to is in connection with that portion of the abandonment. That difficulty 
es not apply to the Joliette-Montfort Junction portion of that report, which 
1 miles. That portion can go ahead. 
Q. Notwithstanding the difficulty that has been mentioned?—A. Yes, sir. 
think that clears up all I have to say with regard to line abandonment reports, 
r. Biggar. 
Q. You have covered those in Part II on page 174. But what progress is 
g@ made with regard to 38A, 47, 61 and 62 in Part III[?—A. The informa- 
m in regard to 47, 61 and 62 is practically complete. 

Q. Yes.—A. 38A, as far as I know, is very nearly complete, although the 
int Co-operative Committee has not yet received final details of that test 
riods have been agreed to, and we know certain work is complete and certain 
rmation is in, but it is not yet fully submitted. 

. You refer to the information from the joint local committees?A. To 
Joint Co-operative Committee. 
Q. So that, speaking generally, and apart from those three under Reports 
. 30, 36 and 39, it ought to. be possible for the Joint Co-operative Committee 
ome to agreements comparatively shortly just as soon as the information is 
lable?—A. With the possible exception of 55 and a portion of 60. 
_Q. By reason of the difficulties you have just spoken of ?—A. By reason 
he difficulties I have just spoken of, yes, sir. The other reports that are not 
abandonment reports—— 
Q. Contained in Part I of Exhibit No. 37 at the top of page 1742?A. There 
two of those outstanding. There is Report No. 27, joint switching in the 
mto area. If I recollect rightly, that is the case where Mr. Fairweather 
ed the Canadian Pacific refused to consider the co-operative project sug- 
ed by them. The situation in regard to that is that Report No. 27 was 
ginally submitted to the Joint Executive Committee in December, 1933. It 
approved by the Canadian Pacific executive. The Canadian National 
xeutive, feeling that there was unbalanced exposure of traffic in the respective 
s—Mimico-Swansea and North Toronto-Leaside—asked to have that report 
atsdered, and it was referred back to the Joint Co-operative Committee in 
er, 1934, from the Joint Executive Committee. 


By Hon. Mr. Murdock: 

Would you define the words “unbalanced exposure of traffic’?—A. 
ps I can explain that in this way. Traffic may be exposed to all kinds of 
ses. One is the Canadian National and the other is the Canadian Pacific. 
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The Canadian National, where it has an opportunity to reach traffic, doe: 
wish to have that traffic exposed to Canadian Pacific competition, and the 

- dian Pacific feels the same way, only the other way about. There is no d 
ence between us, I think, in that respect. Be 


By Mr. Biggar: q 

Q. Yes. It was referred back——A. —to the Joint Co-operative Ci 
mittee in 19384. That was considered again in full detail, and gone into 
thoroughly and the amount of traffic in each of the areas was considered. 
October, 1935, the Joint Co-operative Committee confirmed its original repe 


and that was approved by the Joint Executive Committee. 
Q. And what has happened since October, 1935? 


Right Hon. Mr. MrichHen: It has not el done yet. 


The Witness: In November, 1936, Mr. Fairweather phoned me andl f 
there had been a change in conditions, and they were not yet satisfied that { 
exposure of traffic was in balance in the respective areas. He suggested a 
alternative that a joint section which exists in the North Toronto area—in 
area, the Canadian Pacific own certain trackage, and the station which is 
jointly by the Canadian National under a normal joint facility agreemen 
suggested that in respect. of report No. 27 we study the matter from the 
that the Canadian National do the Canadian Pacific switching in the Mim 
Swansea area, and that the North Toronto joint section be extended wester! 
the crossing of the Canadian National Toronto-North Bay line over the C 
dian Pacific line through North Toronto, so that the Canadian National w 
get on to the joint section at that poimt and do their own switching in the N 
Toronto area. 


By Right Hon. Mr. Meighen: 


@. Was not Mr. Fairweather a member of the Joint Co-operative Co 
mittee which had twice agreed to that?—A. Yes. 


By Mr. Biggar: 
Q. And what happened?—A. My reply was that this matter had 

studied twice, had been agreed to by the Joint Executive Committe 
approved, and we had instructions to go ahead with it; that in my opinior 
proposal was an extension of a joint facility and had no ‘elements of co- opera 
as far as I could see; that if we were to study it on that basis I would pi 
that it be referred by the Joint ‘Co-operative Committee to the Joint Exect 
Committee. Mr. Fairweather said that if the Joint Co-operative Comm 
did not agree on this, he thought it would be desirable for the Joint Exe 
Committee to refer it back to us in that way. Since October, 1936, w 
' heard nothing from the Joint Executive Committee. — 


Hon. Mr. Haic: That seems to be the place where everything dies. 


By Mr. Biggar: g 

Q. Now, what about report No. 52?—A. Joint engine houses at Ottawa. 

Q. Yes—A. Under report No. 52, after about two years of study by | 
local committee, the Joint Co-operative Committee thought it had received 

complete information necessary for the preparation of an agreement under thi 

report. It was found, however, that the information was either lacking 0} 

_erroneous in certain respects, and in May, 1936, returned this information 10| 

revision. iq 

Q. You mean you sent it back?-A. To the joint local committee 
further consideration and revision. ' 

{Mr. John E. Armstrong. ] 
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By Hon. Mr. Gordon: 


q Q. Is that in respect of Port Arthur?—A. No, sir. This is the joint engine 
uses at Ottawa. 


By Mr. Biggar: 


Q. Yes?—A. We have heard nothing of it since, in Joint Co-operative Com- 
ee Mr. Fairweather stated that a change in situation in Ottawa led them 
to believe it was no longer economical. But the matter is not moving, 


By Hon. Mr. Parent: 


_ Q. Has the point ever been considered of having one of the two lines running 
parallel from Montreal to Ottawa abandoned? Has this condition ever been 
liscussed between the two joint committees?—A. The abandonment of one line 
( the other between Montreal and Ottawa? 


Q. Yes—aA. No, sir. It has not been seriously discussed in the Joint — 


operative Committee. It was referred to our traffic passenger managers, and 
eir study of the situation indicated what I believe to be correct, that while 
se lines are common at the two ends they serve distinctive territories between 
ttawa and Montreal. 

' Q. Then, so far as the pooling of trains is concerned, apparently there are 
(0 pool trains between Ottawa and Montreal?—A. That is correct. 

» ©. Why?—A. For very much the same reason—the local traffic must be 
aken care of as well as the through traffic. 

' Q. Has that been considered? 

7 Mr. Bicear: You will find that subject, Senator— 

' Hon. Mr. Parent: I am putting the question. 

m Mr. Biccar: I was going to say— 

| Hon. Mr. Parent: I am speaking now. 

» The Wirness: That has been considered by our passenger traffic managers. 
| Mr. Bicear: You will find it all before the committee in one of the exhibits. 
cannot give you the page at the moment, but the discussion has been before 
le committee. 

' Hon. Mr. Parent: I will find it somewhere, yes. 

The Cuarrman (Hon. Mr. Beaubien): I suggest that we allow the witness 
) give his testimony in order. We will get through it in that way much 
Ster. Unless it is absolutely necessary, in order to make the proceedings intel- 
zible, it is better, I suggest, for the senators to make a note of what they 
ant to ask and at the end of any section to put the questions in order to 
arify the situation on that section, For instance, we are going to enter into 
@ pooling of trains, so it is quite possible that when the witness has given 
8 answers there will be no need of any further questions to clarify the subject. 
- Hon. Mr. Parent: Are we discussing No. 52, Ottawa joint facilities? That 
quite connected with my question. 

- The Cuamrman (Hon. Mr. Beaubien): I am not. making any criticism at 
4 senator. I do not intend to make any criticism. I am just suggesting to 
u that perhaps that would be the best way of conducting the investigation. 
Hon. Mr. Caper: With this exception, that if we do not quite under- 
ind the evidence we may ask a question on the evidence as given. 

| The Cuatrman (Hon. Mr. Beaubien): Certainly. 


| By Hon. Mr. Calder: 
.Q. Now, I gather that you have dealt with the situation regarding all the 
jects that have been dealt with in reports for action by the Joint Co-operative 


mittee?—A. And that have not yet reached the agreement stage. Yes, sir. 
07—24 
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- mittee in July 1934, and in September 1934 the joint local committee’s rep 


joint local committees 


stand you to say the Joint Co-operative Committee had agreed on somet 


pooling of passenger trains in the west of Toronto area was under con 


By Right Hon. Mr. Meighen: Ra he a a 
- Q. Before you pass from No. 52, the Ottawa joint facilities. Did I un 


which has not been carried out?—A. Yes, sir. We have completed report 
52. It has gone to the Joint Executive Committee, has been approved the 
and returned to the Joint Co-operative Committee to make the necessary a 
ment. It was then sent to the joint local committee to develop the det 
information, and was returned to the Joint ‘Co-operative Committee, pres 
ably complete, for agreement purposes. At that date the information was f 
to be incomplete or erroneous in some respects for agreement purposes, and 
was returned to the joint local committee and has not yet been returned to 

the Joint Co-operative Committee. 


By Hon. Mr. Calder: P| 
Q. You have not abandoned the idea?—A. No, sir. We will have instruc- 
tions to make an agreement under No. 52. | 


By Mr. Biggar: ie 

Q. We had better return to the matters still under consideration by 4 
Joint Co-operative Committee and not yet the subject of reports—or a 4 
asking you to take this up in an order different from the one which you pre 
fer?—A, That is quite all right, Mr. Biggar. I have some notes on that. 3 
Hon. Mr. Murpocx: While on Part I, could we not have found out w 
appears to be the conflict between 4 and 28, both of which have to do wit 
the pooling of trains? a 
Mr. Biccar: We are coming to the pooling of trains. @ 
The Witness: I think it might be well to divide the projects under con 
sideration but not reported upon into two categories, one, that in which the 
matters are now before the Joint Co-operative Committee, and the other, tha 

in which the project is before a joint local committee. I will speak first 
those in the hands of the joint local committee. Fe 


By Mr. Biggar: Bn 
Q. That is to say, that have simply been considered by the Joint Co-opera- 
tive Committee, and sent by it for preliminary inquiry to a local committee?— 
A. Yes, sir. 4 
Hon. Mr. Cauprr: Before that is proceeded with, may I say a word? T 
am sitting very close to the witness, and see exactly what is happening. 
witness must have a staff with him to handle the enormous amount of pape 
they have. They have these papers on their laps, and I think there might b 
a table put here so that they could handle them more_easily. ‘oa. 
The Cuamman (Hon. Mr. Beaubien): If it is possible, we shall do 
but you can see how crowded we are. I do not know whether there is” 
for a table. If there is, we will put one in. 
The Wrrnsss: I think, senator, the files will decrease very rapidly, 
we will struggle along and bear the burden cheerfully. 4 
Hon. Mr. Carper: It took about five minutes to get the last paper. — 
The Wrrness: In connection with the proposed line abandonment betwee 
Woodstock and Windsor, this study was first referred to a joint local cc 


: 


was submitted to the Joint Co-operative Committee. This was one of the 
early investigations before either the Joint Co-operative Committee o 
knew definitely the type of information require 
agreement purposes. In February 1935—and this was in the period whe 


[Mr. John E. Armstrong.] 


RAILWAY CONDITIONS 387 


1—the Canadian Pacific advised the Canadian National section of the 


not to study both line 
bandonment and train pooling in the same territory at the same time. I+ 


section of the joint local committee completed its studies of the matter along 

It was having some difficulties in arranging a con- 
venient date for joint meetings with the Canadian National section of the same 
joint local committee, but in March 1937 the Canadian Pacific section of 
that committee had prepared a draft report for the Joint Co-operative Com- 
rative Committee, and sent 
deration. I will call atten- 
tion to the fact that in certain evidence given the other day Mr. Fairweather 
stated that the Canadian National has a double track line in the Woodstock- 
Windsor territory. This is only partly true, unfortunately. There is a stretch 
of 20 miles of single track line between Komoka and Glencoe, which is the 
meat of the nut that they have to solve in the joint local committee. To put 
the main line traffic of the Canadian Pacific over that single track line, 
together with the Toronto-Detroit traffic of the Canadian National, simply 
means that the line cannot handle it. They are up against signalling or double 
tracking or something, I believe. Anyway, since March 1937, I believe, the 
Canadian National section of the joint local committee has been struggling 
with that situation to determine what could be done; and we were advised 
in February of this year, I think it was, that the two sections were now attempt- 
ing to draft a joint report to the Joint Co-operative Committee in regard to the 
situation. What that report will display, I do not know, for it has not been 
received yet. 


By Mr. Biggar: 


_ Q. What is the next?—A. There has been some discussion of line abandon- 
ments—I mean some discussion in this honourable committee—of line abandon- 
ments in the territory between Sudbury and Winnipeg. I believe that those 
discussions had to do basically with unification suggestions, but there have been 
30-operative line abandonment suggestions in that area also. Two joint local 
committees have been set up to cover that entire area, to develop the necessary 
information to determine wherein the greatest economy may lie 


By Hon. Mr. Calder: 


Q. That is between what two points?—A. Between Sudbury and Winni- 
veg. The greatest economy may lie in line abandonment; it may lie in diversion 
of traffic from one line to another and degrading the line from which the through 
raffic is removed, or in any other way that the committee may develop by their 
nformation. There are two joint local committees because it happens that the 
lividing line between the Canadian Pacific so-called eastern lines and western 
ines is in the territory between Sudbury and Winnipeg, and the division between 
the Canadian National central region and western region is also in that area. 
So one local committee is considering the western end of it and another local 
tommittee is considering the eastern end of it. The Joint Co-operative Com- 
nittee, when it receives these two reports will collate them and develop as best 
t may wherein the greatest economy under co-operation lies in that territory. 


: correctly, that questionnaire was put out about two years ago. I canm 


ug 8,000 miles of railway to study there and determine what should be done with 


= 


of the joint local committees? 


Canadian Pacific eastern lines. The dividing line between the central reg 


‘Yes sir, the Fort Frances line. 


may change from time to time. There are operating officials on it, and ex 


individually by the local committees, and then brought together befo 


By Mr. Biggar: 
Q. How long have those local committees been at work?—A. If L rdel al 


positive of that date, but it has been quite a while. There are approxim 


it. iM 
Hon. Mr. Rosrinson: Where is that on the map? 4 
(The location is pointed out on the map.) | 
The Witness: The dividing line between the Canadian Pacific eastern an 

western lines is at Fort William-Port Arthur. The blue lines west of there, o1 
the map, are Canadian Pacific western lines; the blue lines east of there. 


and the western region of the Canadian National is at Armstrong. The red li 
west of there are Canadian National western lines, and the red lines east o 
there are Canadian National central region lines. . a 
By Hon. Mr. Calder: 1 

Q. Does that include the line that runs down into the United States? A 


By Hon. Mr. Dandurand: 


Q. You say there are 3,000 miles. That covers the two railways?—A. Yes 
That has to be studied in order to discover wherein lies the greatest economy 
me that is not at all a small piece of work. ‘. 


By Mr. Biggar: 

Q. Can you tell us who the members of those local committees are?— 
cannot tell you, Mr. Biggar. The Joint Co-operative Committee requests 
the vice-president in charge of the territory in which a project lies that 
have a section of a joint local committee appointed. The Canadian Nati 
vice-president appoints one section and the Canadian Pacific vice-presi 
appoints another, and they together constitute the local committee. 
Q. Where could we find out the membership of those committees, who the 
individuals are?—A. I can secure that for you. q 


Hon. Mr. Rostnson: I should think you would need several local com- 
mittees to deal with such an extensive line. 


By Mr. Biggar: 4 
Q. You can get us a list of those individuals?—A. That can be done. I 
not know that it would be of any material advantage, would it? The person 


officials, and communications or telegraph officials, and maintenance of 
officials on it. The whole organization is concerned in it—the mecha: 
department would also be represented. 


By Hon. Mr. Horsey: 
Q. There is a large personnel?—A. Yes sir. 


By Mr. Biggar: a 
Q. And each railway is represented by corresponding officers upon it?—A 
Yes. The various portions of the work are matched off together and studi 


Joint Co-operative Committee. Under these conditions, do you want the 
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Q. How many names would there be?—A. I imagine the Canadian Pacific 

have occasion to consult with perhaps twenty different officers on the 

n lines end of it, and perhaps the same number on the western lines end 

I doubt if the joint local committee would consist of that number, but 
r experience and knowledge would be called for from time to time. 


By Hon. Mr. Caider: 


A. They may vary from time to time?—A. Yes sir, because there are 
inges in officers from time to time, and representation is by position. 


7 By Mr. Biggar: 

~Q. Would there be separate sections of that joint local committee for 
stern and eastern lines?—A. Yes sir. 

Q. And the same thing with regard to the Canadian National?—A. Yes. 

| Q. So that really that committee would consist of four sections?——A. Yes, 


) joint local committees. 


_ ‘By Right Hon. Mr. Meighen: 

_Q. It is really one problem. It is of enormous extent, but I cannot see 
| Sey can divide it?—A. It will be one problem when the information is 
hered. But there is a lot of detailed information to ‘be obtained in regard to 
| various engine districts—that is the real dividing point—having to do with 
a of line, which line could be operated to the greatest advantage, and so 
| It is detail, detail, detail, under one vice-president for the area west of 
't William-Port Arthur and under another vice-president for the area east 
shere. This mass of detailed information when it is assembled will have to 
collated by a system committee, if you choose, and that is the Joint Co- 
rative Committee. 

me By Hon. Mr. Calder: 


Q. Do you have all your records end at that divisional point?—A. Yes sir. 
Q. That is, your records of freight and express and everything west of Port 
ur are kept separately from the records of those services east of there?—A. 
| local records are divided at that point. I cannot answer you as to the head- 


irters records in Montreal, because I do not know. 


i By Hon. Mr. Robinson: 

'Q. About how much of that mileage is C.N. and how much C.P.?— You 
there was about 3,000 miles altogether?—A. Roughly it is two-thirds C.N. 
one-third C.P. 

x By Mr. Biggar: . 
e That completes what you have to say about Sudbury-Winnipeg?— 


! 
{ 
4 


res. 
1Q. What is the next?—A. The next study in the hands of the joint local 
mittee is the suggested line abandonment project between Bruderheim and 
ionton. That was referred to a joint local committee first in July, 1934— 
er, I should say that we received our first report from a joint local com- 
ee in July, 1934. That was obviously deficient in certain respects in regard 
formation, and the Canadian Pacific asked to have it referred back for 
ideration and completion. I may say that this lack of complete informa- 
1 these early joint local committee reports is not at all a matter of surprise. 
did not understand what the whole problem was, and they gave us the 
hey could, but as we studied it and found we needed more or different 
lation we had to develop a system of working. 

. Exactly —A. In June, 1937, the project was referred back for recon- 


ion, and that has not yet been reported upon subsequently by the joint 
committee. , 


| 
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By Hon. Mr. Calder: 
Q. What mileage was involved there?—A. 33 miles. 


By Mr. Biggar: a 

Q. Next?—A. The next is Winnipeg-Morris. That is the line south f 
Winnipeg. There are Canadian National and Canadian Pacific duplicating i 
immediately south of Winnipeg. 
Q. What mileage is involved?—A. A distance of approximately 40 miles 


By Hon. Mr. Haig: 
Q. With a bus line in between. 


By Mr. Biggar: 4 
Q. What is the position of that?—A. The joint local committee repor $ 
the abandonment of the Canadian Pacific line, which is the blue line 
Macnabb is pointing out on the map, was received by the joint opera 
committee in September, 1935, and we have not yet received the joint | 
committee report on the alternative of the Canadian National abandonme 
between the same terminal limits. Until we can determine which is the m 
desirable abandonment there cannot be a test. 
| Q. One abandonment against the other?—A. It is the same local comm! 
which had the job of studying both lines. They have reported on one of th 
not on the other. ; 
Q. Do you know why?—A. I could only guess why. 
Q. You mean you have no information?—A. No information. 
Q. What is the next?—A. The next line about to be studied by the 3 
local committee is the line between Brandon and Maryfield. 
Q. How far is that?—-A. That is progressing as far as I know quite 
factorily. There is a peculiarity in that particular situation that has raist 
little difficulty in this way. The original suggestion for studying was that 
Canadian National abandon between Brandon and Maryfield. (Will you p 
the lines out, please, Mr. Macnabb, on the map.) That is the red line b 
Maryville and Brandon, with the blue line west of Maryfield to Peebl 
abandonment. When a study was made of the abandonment of the Cana 
Pacific line between Maryfield and Peebles, it became rather obvious to 
Canadian Pacific that there would be no purpose to be served in holding 
stub lines, one from Reston to Marfield and the little stub line bet 
Peebles and Wolseley, which is the other end on the map. With its lesse 
service there would be no object in taking running rights over the re 
between Maryfield and Peebles. Therefore the Canadian Pacific said, 
should we not abandon that entire line between Reston and Wolseley as a te 
torial abandonment and leave the territory to the Canadian National?” | 
No. 39 therefore was prepared, submitted and approved on that basis. 
Now, had we gone on with the idea of abandoning the Canadian N 
line between Brandon and Maryfield, you see the whole situation woul 
been upset and the National could not have got to their line between Marya 
and Peebles to carry on. So that study had to be abandoned. The sug 
abandonment which is now under study is the Canadian National line b 
Brandon and Maon. That, I think, is something over 50 per cent of the é1 
distance from Brandon to Maryfield. So sometimes work is wasted. 
Q. When was that last reference made, the Brandon-Maon abandonme 
—A.I cannot put the date on that at the moment, Mr. Biggar. : 
Q. About how long ago?—A. That would be about the time that _ 
No. 39 was submitted, or slightly prior to that. I ‘have not Report No. 3 
me here. a 
[Mr. John E. Armstrong.] 
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Right Hon. Mr. Mricuen: Mr. Chairman, are we using our time to 
antage in going all over these abandonment proposals again? We had them 
Mr. Fairweather. Would it not be better-to take such instances where 
Armstrong has divergent views on behalf of the C.P.R., or divergent 
planations? 

_ Hon. Mr. Danpuranp: I felt the same way, that where there is no differ- 
ence of opinion between the C.P.R. and the C.N.R. on statements made by 
Mr. Fairweather we need not cover the same ground. 

_ Right Hon. Mr. Mriguen: No. 

— Hon. Mr. Danpuranp: Only where there is a divergence would it be 
necessary. 


By Mr. Biggar: 


5 Q. Will you go on, Mr. Armstrong, on that footing?—A. In view of the 


remarks, I will confine myself to any further explanations where a divergence 
Mf opinion exists. 

— Q. Yes.—A. First, in the Kamloops-Vancouver territory. That is the red 
und blue line turning out to Vancouver at the westerly end of the map. The 
sanadian Pacific has been very anxious to get that particular territory under 
study and has been pressing for that for about four years now. The first refer- 
mee to a joint local committee was made in May, 1938, since this present 
19nourable committee began to sit. In regard to that particular territory, by 
vay of information I may say that Mr. Fairweather stated there were only 
wo Canadian railway lines giving access to Vancouver. I think he simply 
nisspoke himself. In that territory there are those two lines, and to the south 
here is the Kettle Valley Railway, which also gives access to Vancouver. It is 
he line which the Canadian Pacific uses for detouring traffic when necessary, 
is traffic from the east to Vancouver may be sent back on that upper line. 


# By Hon. Mr. Calder: 
_ Q. You have a connection between the prairies and the Kettle Valley?—A. 
Yes, sir. The line runs through from Lethbridge. Mr. Macnabb is showing it. 
m the map. 
By Hon. Mr. Buchanan: 
Q. It runs from Medicine Hat to Vancouver—A. Yes, sir. 


£ By Hon. Mr. Calder: 

~ Q. All rail, is it?—A. Yes. 

By Hon. Mr. Robinson: 

_ Q. How far from Vancouver does it join the other line?—A. It is something 
ess than 100 miles. 

_ Right Hon. Mr. MetcHen: It joins at Hope. 


2 By Hon. Mr. Robinson: 

_ Q. Beyond that there are only two lines——A. You mean through the canyon? 

~ Q. Yes—A. Yes. 

; By Mr. Biggar: 

—Q. What is the name of the pass through which the Kettle Valley goes? 

- Hon. Mr. Hate: The Crow’s Nest. 

: By Mr. Biggar: | 
Q. You were showing that there were really three lines into Vancouver.— 

From the east giving access to Vancouver there are two, one the Canadian 

tional and one the Canadian Pacific. Southerly the Canadian Pacific Kettle 
ley line joins the Canadian Pacific west of this canyon. 


25 
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| -Q. Mr. Fairweather said there could not be any abandonment there 
certain reasons.—A,. The territory is under study. I am not prepared to 
what the conclusion of that study will be. I do not know whether there will b 
an abandonment or not. i 

Q. What efforts, up until just now, have the Canadian Pacific taken 
have that studied?—A. The Canadian Pacific has presented various questior 
naires for approval by the committee of the Canadian National section lookin 
towards the issuing of a questionnaire to a joint local committee, but until 
within the last two weeks it has been unable to secure a satisfactory question: 
naire for that purpose. This unfortunately is not a complete questionnaire 
it only covers certain features of the matter; but we would rather have a litt 
under study than none. 
. Q. I see—A. Mr. Fairweather agreed with the suggestion of someone 1 

this honourable committee that there was practically no development on tl 
Canadian Pacific line between Kamloops and Hope. There is a populati 
tributary to that line of some 2,400 people, and the station earnings on the 
line in 1937 were in excess of $200,000. 

Q. Taking all the stations together?—A. Yes, sir. 

Q. Does that complete that situation?—A. That completes the Kamloops 
Vancouver matter, unless there are questions on it. a 

Q. Is there anything more to be said about the others?—A. Speaking of 
the proposition for a joint terminal at the lake head, that is Fort William and 
Port Arthur, Mr. Fairweather stated that the Canadian Pacific at that p 
did all its switching in flat yards, whereas the Canadian National had a mod 
hump yard at Neebing, practically in that territory. I think Mr. Fairweathe 
was misled in some way in that, because the Canadian Pacific has had a hum] 
yard at Westfort, which is immediately west of Fort William. It takes 
name from West Fort William. We have had that since 1912, and it 
enlarged and modernized in 1926. As a matter of fact, it is considerably lar 
for the east-bound traffic, which is the traffic which requires detail switch 
for which a hump yard is advantageous. It is larger than the Neebing y 
The Westfort yard has 13 receiving tracks with 940 car capacity; the Neeb 
yard has 10 east-bound receiving tracks with 850 car capacity. The Westfo 
yard has 33 classification tracks with 1,535 car capacity; the Neebing yard 
25 classification tracks with 1,125 car capacity. So that the total east-bo 
portion of those two yards are, for the Canadian Pacific 2,475 cars; for 
Canadian National 1,975 cars. 

I think perhaps what misled Mr. Fairweather is the fact that the Canad 
Pacific has a flat yard in Fort William where it handles its west-bound swit 
ing. There is very little switching on the west-bound trains during the seaso 
because they are just empties going back to the prairies. At times w 
the traffic falls off so as not to warrant operation of the hump yard, all of 
switching is done in the Fort William yard. I understand the Canadian Natio 
have a flat yard in Port Arthur, and that they operate the Neebing yard anc 
the Port Arthur yard continuously; that is, there is no closed period for the 
Neebing yard. Perhaps that is the source of Mr. Fairweather's misunde 
standing. 


U 


By Hon. Mr. Hugessen: a 

Q. Do you use the Westfort yard for switching cars to the grain ele 
tors?—A. Yes, sir. That is the yard in which the grain is classified, an 
a matter of fact we find our 33 classification tracks are not a sufficient num 

of classifications. | 


By Mr. Biggar: 
Q. That has been under study for some little time?—A. Yes, sir. 
Q. And what has stood in the way of progress?—A. I think I wil 
[Mr. John E. Armstrong. ] ie 
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Neal, when he is giving evidence in regard to western line conditions, 
wer that question. He is the vice-president who appointed our western 
ion of the committee. I do not understand in detail just what that situa- 
Pls 
I may say, however, that the Canadian Pacific Westfort yard is more 
reniently located in respect of the waterfront facilities, the grain handling 
ities, than Neebing. It is closer to them, and such preliminary reports as 
we seen, in part jointly prepared, indicate that the joint local committee, 
ast in their preliminary studies, were inclined to adopt the Canadian Pacific 
| at Westfort rather than the Canadian National yard at Neebing, which is 
ver away from the lake-head activities. 
Q. Now, are there any other cases that are under study by local com- 
ees that you wish to make some remarks upon with respect to Mr. Fair- 
her’s statement?—A. I think not. There are, however, some in the hands 
ne Joint Co-operative Committee. 
Q. Now, the other group?—A. The other group, which have not culminated 
ports. 
Hon. Mr. Murpocx: I wonder if we could get Mr. Armstrong’s opinion about 
ines between Hope and Vancouver. Mr. Fairweather expressed the opinion, 
recall it, that to unify those roads, or to use just one, would not sufficiently 
mmodate the traffic under reasonable business conditions.—A. The Canadian 
fic line between Hope and Vancouver is a double track line from Ruby 
k. It is single track from Ruby Creek to Petain, which is a matter of 
1 miles, where it crosses the river to Hope. There is no reason why that 
le track will not handle the business of the two lines. There is a question 
| Whether either one of the single track lines from Kamloops to Hope will 
le the total business. 


By Hon. Mr. Calder: 


2. I thought Mr. Fairweather took the view that it would not be in the 
¢ interest to abandon either of those lines, because of some occurrence that, 
t put the one that would be left out of business. Mr. Fairweather did not 
inything about the Kettle Valley railway, but if you had a large crop in 
ern Canada and there was a movement of many thousands of cars of grain, 
could not take that over the Kettle Valley railway, could you?—A. May 
swer indirectly in this way, please? From 1933 to 1937 inclusive, the 
dian Pacific detoured 27 trains over the Canadian National. 

). What did they carry? Passengers or freight?—A. Principally passengers, 


Y, By Hon. Mr. Hugessen: 
. As a result of washouts?—A. Blockades of the line. 


‘ By Hon. Mr. Calder: 

). Suppose you abandon the Canadian National line, and use your line, 
d a disturbance take place during the movement of wheat could you carry 
wheat over your railway? That is a pretty twisty railroad, and has 
le grades—A. My point was to indicate that our having had occasion to 
r, as we call it, 27 trains from the Canadian Pacific to the Canadian 
mal in that Kamloops-Hope territory in the five-year period is an indica- 
hat the severance of that line is not a frequent occurrence. 

). You may have an earthquake which will smash the passes.—A. Yes, 
ay 


By Mr. Biggar: 


I gathered from what you said that you thought there was a possibility 
orthy of study, and that you had succeeded in having a partial ques- 
e issued in the last few weeks.—A. Yes, sir. 
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Q. And you are not prepared to express an opinion one way or the o 

as to the possibility of economy until the study is complete?—A. I prefer 
to; to let the study stand on its own feet. a 
By Hon. Mr. Hugessen: ' 

Q. As regards that section between Hope and Vancouver, Mr. Fairwea 
said, as I recall, that the Canadian National derived considerable rentals w 
were paid by the Great Northern Railway, and which were greater than 
economy.—A. I have no knowledge of that at all. y 


By Hon. Mr. Buchanan: 1 
Q. I thought that was beyond Hope—A. It was between Hope ¢ 
Vancouver, if I recall it. r 


By Hon. Mr. Murdock: 
Q. Where is Hope there on the map? That is where the Kettle 
comes in—A. To complete my statement, there were 74 National trains di 
over the Canadian Pacific during the same period. The Canadian Nation 
a newer line; the roadbed is not as well consolidated as ours. 7 
Q. I understand Mr. Fairweather to suggest that between Hope: 
Kamloops the line of the Canadian National should be used for freight, anc 
the passenger traffic should be carried over the C.P.R-—A. That is.a sug 
of many years’ standing. 
Q. Is that feasible and economic?—A. I do not know. A study will te 
that. a 
Q. They are investigating that particular matter at the present time? 
Not yet. It is not included in the partial questionnaire, but there are qu 
of that kind to have these local studies. 


By Mr. Biggar: 4 

Q. Now, cases actually under study by the Joint Co-operative Com 
after report from the local committee?—A. Yes, sir. I think I should sta 
group by saying that the Canadian Pacific accepts full responsibility for 
delays that are occurring in connection with the proposed Canadian Pacifie 
abandonment between Shannonville and Darlington. 


By Hon. Mr. Hag: x 

Q. Where is that?—A. Shannonville is a short distance east of Belle 

and Darlington is a short distance east of Oshawa. 7 
Q. Between Belleville and Oshawa?—A. Yes, roughly. 


By Hon. Mr. Dandurand: 
- Q. How many miles is that?—A. Eighty-five miles. 


By Mr. Biggar: 

Q. Yes?—A. The Canadian Pacific is confronted with a purely Ca 
Pacific disability there. It now has exclusive individual rights as far as 
is concerned in the very thriving industrial towns of Belleville, Trenton, 
Port Hope and Bowmanville. There are other towns, but those are the 
ones. It has already retired from that territory in so far as passenger 
are concerned, with the exception of one sleeper train in each direction a 
The other Canadian Pacific passenger trains are taken out of that territor 
the pooling arrangement under Report No. 28. ti 
The Canadian Pacific feels that it wants representation in those centre 

has not discovered how to retain that and abandon its local facilit 
Canadian National has urged that that, in part, would be compensatio 
[Mr. John E. Armstrong.} ne 
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ndonment of their line between Bala Park and Wanup. The major indus- 
I centre, I believe, in the Bala Park-Wanup territory is Parry Sound. At 
ry Sound they retain all their local freight facilities, not their passenger 
jon, but that is all they would give up there by the contemplated abandon- 
under Report No. 30. 

4 By Hon. Mr. Hugessen: 

Q. Surely that is only a matter of figuring the respective balances of advan- 
2 and loss, is it not?—A. Yes, sir. The difficulty is to know how to figure that. 
‘Q. Have you arrived at any sort of formula for that?—A. Not in a case 
hat kind, where the volume of traffic is so great. In the short distance of 
miles, even in the poor times we are having, the Canadian Pacific earnings 
in excess of $2,000,000 per annum. 

Q. I was wondering whether a study of abandonments where one line is 
g the tracks of the other, would not help you?—A. It is helpful in developing 
principle, but not so helpful in applying it to the much more severe case. 
Q. I can see that—A. One can take a chance on small things, but it is not 
ice to take it on things many times larger. 


By Hon. Mr. Calder: 


Q. In other words, both companies are anxious that they should be pretty 
e to a balance?—A. Yes, and neither company wishes to give up representa- 
where it thinks it would mean a net loss to do it. You can show a dollars 
cents economy so far as this territory is concerned, but beyond that territory 
dollars and cents gain converts itself into a net loss. The Canadian Pacific 
ot convinced that that particular abandonment, will result in a net gain 
yeen Shannonville and Darlington. 


_ By Hon. Mr. Robinson: 

Q. This is a competitive line?—A. Yes, sir. The two lines run through the 
e towns. 

Q. Which was built first?—A. The Canadian National. 

Q. It was originally all Grand Trunk territory, pretty much, was it not?— 
res, sir. In fact, most of Ontario was Grand Trunk territory before the 
adian Pacific was incorporated. That particular line is our main line between 
treal and Chicago, our light grade through line, on which freight and passen- 
business moves. 

<A 

_ By Mr. Biggar: 

Q. Now, the next one?—A. Arnprior-Eganville. Mr. Fairweather spoke of 
the other day as Report 29, that had been withdrawn—approval of it by 
Joint Executive Committee had been withdrawn at the request of the Joint 
perative Committee, to permit of further study. That has been in the hands 
e Canadian National since October, 1935, and Mr. Fairweather said the other 
it was hoped to be able to have something on that in the near future. 

Q. What has the Canadian Pacific had to do with it since 1935?—A. Nothing, 
use the Canadian National has undertaken to offer an alternative. 

Q. And you are still waiting for that, since 1935?—A. Yes, sir. 

Q. Now, any other?—A. Regina-Moose Jaw is in hand. There is nothing 
y except that we are having difficulty. There is no special difficulty. 
Portage la Prairie-Gladstone, and Miniota-MacGregor. We have just re- 
dd the reports. 

(). Those are ones we have already dealt with?—A. I think So, perhaps. 

Q. Yes?—A. The next is in connection with the Saskatoon-Unity territory. 
‘1s a total distance of 120 miles. Mr. Fairweather stated, as I understood 


-I think it must have been a slip of the tongue—that the Joint Co-operative © 
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Committee had decided that sixty miles of this line could not be abando 
and that the remaining sixty miles were still under study. The situa 
regard to that, so far as the Canadian Pacific section is aware, is that th 
territory is still under study. We were progressing to a certain conclusion | 
connection with that proposed abandonment and it did not seem to be comm 
out the way it looked that it ought to be comming out. That made us seré 

our heads a little bit, and I think it was the National which suggested thai | 
difficulty was coming from the fact that we were not properly treating the ¢ 
of relocating the abandoned telegraph lines from the abandoned railway ov 
the continuing railway right-of-way. That was referred to a special comn 
to consider. I think that that committee is discovering that we had been ' 
such figures not only with regard to the Saskatoon-Unity area but elsey 
erroneously. And as far as the Canadian Pacific is aware, with regard to 
entire study between Saskatoon and Unity, the information in regard t 
telegraph line costs should be properly and justly handled under co-oper 
undertakings. a 


t 


By Hon. Mr. Hugessen: -: 

.  Q. Mr. Fairweather stated that one of the difficulties was that if yt 
abandoned the whole of that line you would leave the town of Wilkie five 
away from railway communication—A. That again is not correct. Thr 
Wilkie there is an east-west Canadian Pacific line and also a north-s0 
Canadian Pacific line. 
Q. So that Wilkie could be served by the north-south line?—A. Yes. Va 
abandonments have been considered in that Saskatoon-Unity territory, son 
which were for abandoning the east-west line through Wilkie and some 
abandoning the north-south line through Wilkie. There are several combi 
tions of abandonment in that 120 miles of territory. - 


By Mr. Biggar: s 

Q. Yes?—A. Mr. Fairweather also stated that the construction of 
two lines, the Grand Trunk Pacifie and the Canadian Pacific, was carr! 
concurrently—I have forgotten his wording—that it was another case 0 
petitive drive in that territory. The facts in regard to that are that the Ca 
Pacific road map and location plans and all that for that line between Sas 
and Unity were approved in 1905. We had all final approvals of that in 
and construction was started in 1905. The first plans for that territory we 
by the Grand Trunk Pacific in 1906. If there was competition, the Can 
Pacific was there first, at least. . 


By Hon. Mr. Robinson: . 
Q. I suppose you went there because the Grand Trunk Pacific was co) 
in?—A. I do not think we had any knowledge of where the Grand Trunk Bi 
was going until it filed its plans. And we were under construction 
before that. 
Q. I always thought that northern territory was C.N.R. territory, a 
there was a good deal of competition and encroachment by the Canadian Pi 
on Canadian National territory —A. The Canadian Pacific was in the te 
first, in that particular territory. 
Hon. Mr. Rosrnson: I am being enlightened on that. 


By Hon. Mr. Dandurand: 

Q. But the Canadian Pacific knew that the main line of the Grand 
Pacific was running up towards Edmonton?—A. I expect they did kno 
in those days. I cannot speak for the personal knowledge of those gentle 
some thirty odd years ago. ie 
[Mr. John E. Armstrong.] ‘aaa 
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4 Fon. Mr. Hac: That Canadian Pacific line there ( 


in operation in 1897, because I rode on the Canadian 
kton that year. 


_ Hon. Mr. Caxprr: I was up there in 1887, and it was a way up past 
imnedosa then. 


| The Wrrness: The Canadian Pacific was first in a lot of those western 
ritories. I think the reason for that is that when the Canadian Pacific started 
st, heading for the Pacific coast, it was more or less definitely headed for 
Jlowhead Pass, the Pass through which the Canadian National now goes. 
hat was the original intent, and that was pretty nearly the original location 
i the Canadian Pacific, as laid out by Sir Sanford Fleming. It was only when 

e Rogers Pass was found that it became possible to build the southern line. 


Rogers Pass is the Pass at which is located the Connaught tunnel of the 
inadian Pacific. 


iy 


indicating on map) 
Pacific up west of 


By Mr. Biggar: 


Q. What is next?—A. There are the Okanagan Valley services. 
iy Q. Yes?—A. Mr. Fairweather stated yesterday that that would amount, 
per annum. He is approximately 
The situation is that after this Report 11, the Okanagan Valley 
ort, was referred back to the Joint Co-operative Committee from the Joint 
e of the peculiar passenger rate situation that 
eloped in connection with it, it was sent to a joint local committee and 
studied on a different basis, after we discovered what that different basis 
uld be; and in October, 1935, the Canadian Pacific section sent to the 
nadian National section its analysis of this resubmission, which indicated 
ee of approximately $11,000 a year. I do not quibble over the difference 
twween $10,000 and $11,000 as an estimate. So far we have not had a reply. 
3 Q. So that you do not know what the order of the amount of saving on 


a 
new basis is likely to be?—A. In the opinion of the Canadian Pacific, it 


f the order of $11,000. We have had nothing from the National Railways 
regard to that. 


if By Hon. Mr. Calder: 
| Q. Do you agree with Mr. Fairweather’s statement regarding that passenger 
‘ difficulty?—A. I am sorry to say I do, senator. We could not find a 
ution. 


= 


By Mr. Biggar: 


Q. Perhaps you might deal generally with the question of the delay in 
ing these agreements into effect. You have dealt with the particular cases. 
uld you say anything generally on that subject?—A. It seems to me that 
» difficulty in getting the co-operative projects into effect hes inherently in 
» distinctly different interests of the two competing companies. There are 
mays two sides to a sheet. But while one man can only see one side, no 
er how hard he tries to see the other, and the reverse is true with regard 
he other man, it must take time to get together on our views. Perhaps a 
of bringing out that is to refer to what I said about the relative ease of 
(ching a conclusion in regard to a line abandonment under a single company, 
‘under two companies separately, as compared with the numerous involved 
1 complicated and difficult steps that it is necessary to go through under 

peration. That is, the same difficulties do not exist under a single manage- 


Q. Of the time that has been taken up, how much has been taken in ascer- 
ang whether a thing ought to be done and how much in determining how 
ibute the burden and advantage?—A. Well, that could only be a guess, 


because it varies in every case. I would say approximately 50-50. Pe 
I am not understanding your question. Do you mean how much time 
it take to make a report, and after that how much time does it take to m 
an agreement? Or do you mean after the report has been approved— 


to do that thing that it has been decided should be done, that is where 1 
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~Q. What I really had in mind was this. You have two problems. 
you have to decide if it is wise to do a certain thing, physically; and then, 
you have decided it is wise to do it, you have to determine how to dist 
the burden and advantage—A. I think the decision as to the wisdom of 
it at all is covered at the time that the report of the Joint, Co-operative Com 
mittee is referred to the Joint Executive Committee. But the details of 


agreement comes in. 
Q. And the proportion of time for each would be about 50-50? 


By Hon. Mr. Calder: } 

Q. The great delay, as I understand it, takes place because of the fa 
that when you get your first report you have not got all the informati 
that is necessary?—A. No, sir. 
Q. It has to go back?—A. Yes, sir. 

Q. And back and back?—A. Yes. ;. 

Q. In order that you may have the data on which you can make you 
decision?—A. Yes, sir. 4 
Q. It strikes me, from all the evidence up to this point, that that is # 
main cause. Mr. Fairweather, as I understand him, had not any ground 
complaint as to the time that it had taken, seeing that there was so mu 
complication and detail that must be dealt with. But I should think that on 
you have your data upon which you can make your decision, it would 1 
take very long after that?—A. That is usually the case. When we have 1 
facts before us we have no difficulty in reaching a conclusion. a 
Q. So it is really a study of the situation, of all the details of the situ 
tion, that takes the time?—A. Yes. - 
By Hon. Mr. Casgrain: a 

Q. Has the Railway Board held you up very much?—A. No, sir, not ¢ 

far. The two applications that were made to the Board were approved 
good time. 4 
Hon. Mr. Hatc: Mr. Chairman, I move that we adjourn. " 
The Cuarrman (Hon. Mr. Beaubien): The two leaders inform us tl 

we have a good chance of being able to sit this afternoon, and they recomme 
that we resume our sitting after the House rises. 4 


The committee adjourned to meet again after the Senate rises this aft 
noon. z 


» 
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. ) AFTERNOON SESSION 


The committee resumed at 5.40 p.m. 
J. E. Armsrrone (Examination resumed) : 


The CHAIRMAN (Hon. Mr. Beaubien) : Order, gentlemen. We will proceed 
ar aS we can with the deposition of Mr. Armstrong. 


By Mr. Biggar: 


7Q. Mr. Armstrong, you had a copy of the memorandum which you sent to 
e joint executive committee on May 15, 1936.—A. Yes, sir. . 
Q. I suppose we had better mark that as Exhibit No. 47. 


(Memorandum to the joint executive committee from the joint co-operative 
nittee requesting clarification of certain instructions re preparation of agree- 
is, filed and marked Exhibit No. 47.) 


‘Mr. Biccar: Perhaps I had better read this Exhibit. It is very short. 
(Counsel reads Exhibit No. 47.) 


_have looked up the minutes of the joint executive committee subsequent 
y 15, 1936. I find there were only four meetings, and nothing appears to 
een dealt with in them. 

Had this Exhibit better not be printed? 


Some Hon. Senators: Yes. 


By Mr. Biggar: 


‘Mr. Armstrong, there is nothing more to add to that memorandum ?— 
No, there is nothing more to add to that memorandum. But did I complete 
Information on the question that Senator Calder was asking me just at the 

f the morning session, as to where the major portion of the work occurred 
eparing the joint co-operative committee work? 


i Be J 
By Hon. Mr. Calder: 


I think we finished that unless you have anything to add—A. I have 
ing to add, Senator, except this. There are two jobs making the report, 
then when that is approved on initial information— 
You made the statement that in so far as delays were concerned by far 
ater part was due to the gathering of the necessary data and the referring 
kK of the problem again to the committee to supplement what they had first 
—A. I was afraid I had conveyed that idea. If so, I was slightly in error. 
ends somewhat on the proposition. There have been matters we have 
n the joint co-operative committee which have taken longer to prepare 


y joint local committee study has yet taken. It varies in different cases. 
Yes. 


. 
0 
‘ 


a By Mr. Biggar: 


he next subject, Mr. Armstrong, then is the question of train pooling, 
0. 58. Can you tell us about that? You have heard what Mr. Fair- 
had to say, and you will confine what you have to say to comments 
they are material, will you not?—A. Yes, sir. It is my recollection 
Fairweather stated that at a meeting between Mr. Hungerford and 
mm January 5, 1934, when a discussion took place particularly in 
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~ eonnection with the pooling of passenger services between Montreal- 
and Montreal-Quebec, that the Canadian National left that meeting w 
understanding that immediately after conclusion of that pooling the 
west of Toronto would be carried on forthwith. 

Hon. Mr. Danpuranp: I think the word “ understanding ” ig not ex 
the one he used. My recollection is he said, “ We left with the impression t 
and so on. What he said did not carry into my mind that there had been 
understanding. An understanding is quite different from an impression. 


The Wrrness: I am very willing to accept the change. 1 am not sure 
the wording. I have the minutes prepared of that meeting. They were p 
immediately after the meeting, I think, by Mr. Fairweather and Mr. 
who were then the chairmen of the respective sections of the joint co-oper 
committee. They sat with Mr. Hall and Mr. Hungerford during this me 
If I may, I should like to read those minutes, because they deal with the ge: 
proposition of pooling helpfully. They are headed: ; 


Memorandum of Conference at Windsor Street Station ™ 
January 5, 1934, between Mr. S. J. Hungerford and Mr. Grant E 
bearing on the Montreal Terminal Situation and the Possibility « 
Further Passenger Train Pooling.  . 

After canvassing the terminal situation as set forth in the J 
Co-operative Committee’s report No. 10, Mr. Hungerford and Mr. 
were unable to reach a basis of agreement with regard to the termi 
situation. ‘3 

Mr. Hall thought that for maximum convenience to the pubhe ¢ 
for the purpose of stimulating to the greatest degree passenger trav 
near an approximation to a union terminal in Montreal as could po 
be achieved without undue expenditure was desirable. He held to 
view that the Canadian Pacific proposal as set forth im report No 
being a step to the ultimate goal of a union terminal was both fe 
and desirable. 

Mr. Hungerford held that the traffic advantages of a union t 
were perhaps over-emphasized and that when viewed in the light of 
it would cost to bring it about the result was not worth while. He 
that capital expenditure in a substantial amount would be unav 
and that substantial economies would have to be foregone in con 
with pooled passenger train services, His view was that the faci 
the two companies could be used without capital expenditure and wit 
any but slight inconvenience to the travelling public. 

It was jointly agreed, however, that pending further consider 
of the Montreal terminal situation, and with a view to securing 
immediate economy, it would be feasible to pool the competitive M 
Quebec services and the competitive Montreal-Toronto services 
two companies on the following basis: The pooled Montreal- 
trains to be operated by the Canadian Pacific— “AE 


4] 


By Hon. Mr. Parent: : 
Q. To what point?—A. The next words are, “ between Montreal 
Quebec.” 

Q. At Three Rivers the same conditions do not exist?—A. Never 
the pool trains operate through Three Rivers. 
Q. For passenger traffic?—A. Yes, sir. 

Q. My information is different—A. I think you will find them. 
“ pool trains’ in the folder. 
-Q. I don’t want to be unfair to you— —A. Whatever the facts 1 
these are the minutes of that meeting held on that day. — pies 
[Mr. John E. Armstrong. ] Ss ¢ . 
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The pooled Montreal-Quebec trains to be operated by the Canadian 

cific between Montreal and Quebec and to use the Canadian Pacific 
Montreal stations, the Canadian National to cancel its competitive 
Montreal-Quebec trains with the understanding that if the Canadian 
_ National finds it necessary to. operate afternoon non-pooled Montreal- 
_ Quebec trains for intermediate traffic, in the same manner as it js pro- 
_ posed the Canadian Pacific shall operate morning non-pooled Montreal- 
_ Quebec trains for intermediate traffic, arrangements may be made accord- 
ingly. In the Montreal-Toronto service the night trains of each com- 
_ pany to run as heretofore but to be included in the pooling arrangement 
with the exception of Canadian National mail and express trains num- 
_ bers 18 and 19 which will continue to be operated as non-pooled trains; 
_ the fast afternoon trains, now pooled, to operate to and from Windsor 

_ street station; the Canadian National morning trains Montreal-Toronto 
_ to operate as pool trains to and from Bonaventure station, the Canadian 
_ Pacific morning trains Montreal-Toronto to be cancelled. Concurrently, 
such detailed changes in connecting train service as may be necessary to 
_ be made as may be determined. 

It was further agreed that in order to make the pool arrangement 
effective as soon as possible the pooled earnings would be divided in 
_ agreed arbitrary proportions with the understanding that any necessary 
_. adjustment would be made in the division of the pooled earnings and the 
service to be performed by each company following a detailed study to 
determine the fair and equitable arrangements which should be adopted. 


i concludes the minutes of that meeting. 


n January 6, the day after the meeting, Mr. Hungerfard wrote to Mr. Hall. 
us is a letter dated at Montreal, Quebec, January 6, 1934, and is addressed 

“Grant Hall, Esq., Vice-President, Canadian Pacific Railway Company, 
Montreal, Quebec. It says:— 


I have before me the minutes prepared by Messrs. Hodge and Fair- 
_ weather of our conference held yesterday to consider the extension of 
_ the passenger train pool and | think they accurately reflect the decision 
_ arrived at. May I here answer the statement that that is an extension 
_ of the pool, because this was subsequent to the putting into effect of 
_ report No. 4, which was the initial limited pool. Report No. 4 included 
| certain Ottawa-Toronto trains— 
o By Hon. Mr. Parent: 
. I do not want to interfere with you at all, but you mentioned that there 
inutes that had been submitted after a meeting of a certain committee, — 
en sent to someone else. Mr. Fairweather has said that generally speaking 
id not keep any minutes at all of their meetings. How can you justify 
uation?—A. J think Mr. Fairweather said that the Joint Co-operative 
ommittee in keeping its minutes kept minutes only of the points agreed upon. 
| . We present the public here—A. These minutes were not of a joint com- 
meeting. They were of a meeting between executive officers of the two 
nies, at which the respective sections of the Joint Co-operative Committee 


me: By Hon. Mr. Calder: 

(). There must have been lengthy discussions which are not included in that. — 
e minutes include only the conclusions, not all the discussions.—A. The 
t Co-operative Committee had had discussions in regard to extending the 
1 pool. 
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the Canadian National. 


project they called in the chairmen of the respective sections. 


kept with all these committees meeting. So far as I can judge, any amount 0 


fe Tam caring to the minutes you have ue teed hone are m ut 
of the Executive Committee?—A. No, sir, those are minutes of a meeting 
between the Vice-President of the Canadian Pacific and the Acting President 


Q. That is just a special committee?—A. Just two operating officers getti 
together to see what could be done. As they were discussing a co-operativi 


Q. And that sets forth the conclusions?—A. Yes, sir. 


By Hon. Mr. Parent: ‘ 
Q. Possibly you could explain to the Committee how many minutes yar 


these committees met and kept minutes whenever they felt like it—A. I thin 
this meeting between Mr. Hall and Mr. Hungerford would not have been recorde 
in minutes at all except for the fact that it was necessary to give the Join 
Co-operative Committee instructions as a result of the meeting. The minut 
of this meeting in effect, possibly, constituted instructions to the Joint Co- -opera: 
tive Committee in carrying on their work. . : 


By Mr. Biggar: 4g 

Q. You were coming, I think, to the material part of Mr. Hungerford’s letter 
—A. Yes, sir. Mr. Hungerford then went on: 
This company is prepared to put the arrangement into effect at th 

earliest date that detail arrangements can be made and I have suggest 

to Mr. Fairweather that the Joint Co-operative Committee convene © 

once for the purpose of developing a suitable agreement and also 1 
prepare an application to the Board of Railway Commissioners for sani 

tion of the service. : 


By Hon. Mr. Dandurand: 

Q. Will you look at the first paragraph of the letter again? It seems, as 
understood it when you read it, that Mr. Hungerford is speaking of a meetir 
at which he was not present. —A. The first part of the letter says: g 


Dear Mr. Hall: I have before me the minutes prepared by Messrs 
Hodge and Fairweather of our conference held yesterday : : 


Q. It says “ our conference ”?—A. Yes, sir. 


By Mr. Biggar: 
Q. hia Mr. gare ie to that on ee y 1934, as follows: 


Joint Co- Heenan Comiinee will confer gree alet © a a view is oe 
paring a report covering the proposed pooling of Montreal-Quebec an 
additional Montreal-Toronto services for submission to the Joint Execu 
Committee for approval. I believe this action is necessary in orde 
make available for our respective Operating, Traffic, Law and Account 
Officers an approved report for them to follow in completing their arran 
ments for putting the proposed changes in service into effect. 


May I interrupt there for just a moment, to say that those were the instructior 
under which the extension of pooling under Report 28 were carried out. 


By Hon. Mr. Parent: 


Q. What date is that?—-A. This letter is January 8, 1934. 

Q. More than four years ago?—A. The pooling was put into effect a 
afterwards. 

[Mr. John E, Armstrong.] 
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ir. Biacar: I find that here, that it was shortly afterwards. It was put 
effect on March 11, 1934. 

The Wrrness: It took about two months to complete that arrangement from 
time we had the instructions. May I proceed with the letter? 

_ Mr. Biccar: Yes. 

_ The Wirness: (Reading): 


When these arrangements are completed it will be necessary to make 
application to the Board of Railway Commissioners for approval of 
changes in train service. At the same time the representatives of the 
classes of employees affected should be notified by our respective General 
Managers of the intended changes so that if they have any suggestions to 
offer with reference to 


[ think the following words are quoted from the Act; they are in quotation 
rks. 


“a fair and reasonable apportionment as between the employees of the 
Canadian National Railways and Pacific Railways respectively of such 
employment as may be incident to the operation of such measure, plan 
or arrangement” such suggestions may receive consideration. 


The Canadian Pacific Section of the Passenger Train Service Sub- 
committee will also be ready to prepare a report covering the proposed 
pooling of Montreal-Vaudreuil suburban services. 


You will recall it was partly the difficulty in determining how satis- 
factory pooling arrangements could be put into effect west of Toronto 
unless certain train services were based upon one station in Montreal 
— that led to the submission of Report No. 10 of the Joint Co-operative 
_ Committee to the Joint Executive Committee. As you indicate in your 

letter, this proposal means the elimination of approximately 530,000 train 
miles, which would be almost entirely in the service of the Canadian 
Pacific. It will affect existing Canadian Pacific contract relationships 
with other carriers, its position in this highly industrialized section of 
Canada and the handling of the extension Chicago-Detroit-Toronto- 
Montreal overseas traffic for which it is necessary to avoid transfers 
___ between stations in the interests of both companies. Can you suggest 
_ any means by which pooling west of Toronto could be brought about 
with an equitable distribution of burden and advantage. . 

We are anxious, as we have been right along, to take the necessary 
action to bring about the further substantial saving which can be secured 
by the extension of passenger pooling arrangements. As the considera- 
tions involved in Report No. 10 now appear to be delaying such action, 
might we not to some advantage pending the decision of the Joint 
____ Executive Committee and without prejudice to other matters, have our 

_ Operating and Traffic officers make a study to jointly develop definitely 
|_ to what extent the proposed pool and other services could be accom- 
-modated with the existing station facilities at Montreal on the basis 
_ Suggested by the Canadian Pacific without any immediate substantial 
_ capital expenditures? ; 


Hon. Mr. Parenr: An answer must have been sent to that letter. We 
should have that answer. 
Mr, Biccar: We have not come to that yet, I think, Senator. 
‘For the sake of easier reference, I would point out to members of the 
ittee that Report No. 10, which is referred to in that letter, is printed 
oceedings at page 267. : ’ 
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By Hon Mr. Parent: 


Q. If that letter was sent to Mr. Hungerford, an answer ues he ve 
received from him. That is an answer we should like to get—A. I 8 
glad to supply a copy of that letter to-morrow. The developments in this ¢ 
were these: immediately after this letter the Joint Executive Committee | 
a meeting to decide what they would do in connection with the Mon 
Quebec and the Montreal-Toronto pool arrangements, and as a result of t 
meeting, which closed this matter, Mr. Hungerford did not reply to this 
until the latter part of February. I can read a copy of that letter to-m 
morning, if you wish. ‘ 


By Mr. Biggar: . 
Q. Yes. You can tell us what happened, in the meantime. 
Hon. Mr. Parent: That letter should have been in the hands of the co 
_ for the Committee by this time, in my view. 


By Mr. Biggar: 
Q. Yes.—A. My purpose in reading these letters was to point out that 
from the start the question was raised of the difficulties of balancing burde: 


advantage in the so-called west of Toronto pooling. 
Q. Yes? 


By Hon. Mr. Hugessen: 

Q. As a matter of interest, Mr. Armstrong, according to that correspon 

the difficulty raised by Mr. Hall about the pooling west of Toronto seemed 
hinge upon questions relating to the Montreal terminal. At first glance I can 
see what that consideration can have had to do with it. You might exp) 
perhaps why the pooling of trains west of Toronto was affected by the Mont 
terminal situation in reference especially, I think, to the overseas traffic—A. 
sir. That was one of the difficulties that we had. That is developed so: 
what more in detail in another memorandum which I should like to read 
It is dated July 11, 1934. 
Q. You are coming to that?—-A. Yes, I am coming to that. It will ge 

the matter in greater detail. 


By Mr. Biggar: 


Q. Yes, Mr. Armstrong.—A. Mr. Fairweather gave evidence to ‘hee 
that in the consideration of the preparation of a report on pooling we 
Toronto and transcontinental services, a number of times we seemed to 
almost on the point of reaching a conclusion so that a favourable report 1 mi 
be made, but it invariably blew up for one reason or another. I would ti 
the point that it invariably blew up for exactly the same reason, and 
the reason mentioned in this letter of Mr. Hall’ s, that we could not find a 
of equitably apportioning burden and advantage. It was that continuall 
think this memorandum will cover that situation more quickly than I ¢ 
talking, if I may read it. 

Q. What is in the memorandum is more or less in the exhibits & 
accompanying Exhibit No. 40 which Mr. Fairweather put in?—A. I think 
memorandum, although I have not done any cross-checking, is the same 
one under Exhibit No. 40. es.” 

. If vou will tell us what it is we can turn it up—A. It is a memo 4 
dated July 11, 1934. 

SET it is in the exhibit we need not put it in again, 

[Mr. John H. Armstrong. ] 
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By Hon. Mr. Dandurand: 

). Who prepared the memorandum?—A. It was prepared by the Canadian 
ic section of the joint co-operative committee. That is, it is a memorandum 
r section to our executive. 


a By Mr. Biggar: 

PQ. Is not that the memorandum, Mr. Armstrong, from which there are 
ations in that long communication enclosed by Mr. Beatty to Mr. Hunger- 
‘on the 18th of September, 1933? - 

The Cuarrman (Hon. Mr. Beaubien): No, he said 1934. 


By Mr. Biggar: 

 Q. Well, if it is new, go ahead, Mr. Armstrong.—A. It is a matter that has 
t been presented before the committee and, in my opinion, is quite essential 
the pooling proposition. I should like to have you hear it if you do not mind. 
Q. Would you look and see if it is the memorandum printed at page 292 of 
proceedings?—A. I think it is. I have not cross-checked it, but looking at 
here I think it is. 


By Hon. Mr. Murdock: 

~ Q. Mr. Armstrong, the Canadian National section of the co-operative com- 
mittee had nothing to do with that?—A. I think we may accept that as the 
e memorandum referred to in the President’s letter of July 13, 1934, Senator. 
ote Mr. Fairweather in accordance with the suggestion made by the Cana- 
an Pacific section at a meeting of the joint co-operative committee on the 10th 
stant. It is prepared and transmitted to its executive under date of the 11th 
stant. Three copies of this memorandum were enclosed for the information of 
Canadian National section. In matters of this kind as in all other matters 
e were entirely frank with the Canadian National. They knew what our 
culties were as thoroughly as we did. 


_ , This is addressed :— 
Memorandum for the Chairman and President: 
The Joint Co-operative Committee so far has been unable to reach 
agreement in regard to pooling of west of Toronto and Transcontinental 
(east of Winnipeg) services, and unless one or other section of this Com- 
mittee is able to withdraw from the position it has taken, only a disagree- 
ment report can be submitted to the Joint Executive. The Canadian 
Pacific Section, therefore, is submitting this memorandum with a view to 
securing such instructions as its Executive may wish to give in regard 
a to the matter. : 
‘ a A short history of co-operative pooling of passenger trains may be of 
assistance. 
a Due to the existence of Union Stations at both Ottawa and Toronto the 
~ _ pooling of Ottawa-Toronto night passenger trains had been under con- 
sideration for many months prior to the formal undertaking of co-operation 
between the railways in December, 1932, and one of the earliest objects 
of the Joint Co-operative Committee was to bring this about. The night 
mail service required that this pooled train service be operated over 
- Canadian Pacific tracks via Peterborough. In order to secure an equit- 
able distribution of burden and advantage the Canadian Pacific Section 
agreed that there should be an off-setting pool to be handled by the Cana- 
dian National. Under Joint Co-operative Committee Report No. 4, of 
March 7, 1933, pooling of the through Ottawa-Toronto trains under Cana- 
dian Pacific operation and of the fast afternoon Montreal-Toronto trains 
under Canadian National operation was made effective April 2, 1933. 
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Although this report provided that the fast afternoon pooled trains shou 
use Windsor Street station in both directions, it became necessary for - 
Canadian Pacific, in order to get the recommended pooling into eff 
to agree that the westbound train would depart from Windsor Sti 
station and that the eastbound train would arrive at Bonaventure stati 

Report No. 4 was submitted in anticipation of the pooling of - 
balance of the Montreal-Toronto services as soon as means could be fot 
to secure an equitable balance for such pooling. The Canadian Pac 
Section considered that this could be found in the Montreal-Quebec s 
vices, and on March 22, 1933, forwarded to the Canadian National Sectie 
a draft proposal covering these areas. 


By Hon. Mr. Parent: 


Q. What do you mean by the “ Canadian National Section” so far as 
Montreal-Quebec services are concerned?—A. That is the Canadian Nations 
section of the joint co-operative committee. 

Q. Yes. But that does not explain anything at all. Those are the Wo: 
you take for your own use. Between Quebec and Montreal there is surely 0 
line that does exist. It is easy enough for anybody to understand that. 
do you use such an expression to explain something that we do not understar 

Hon. Mr. Danpuranp: I think, Senator Parent, if you will allow Mi 
Armstrong to read this document you will realize exactly what it is. 2 

Hon. Mr. Parent: That is what I am getting at. If I do not interrupt 
shall not get it cleared up. : 


The Wrrness: Is it the word “section” that you do not understaz 
senator? 


Hon. Mr. Parent: If I understood you rightly— 
Hon. Mr. Haic: I do not think we will finish to-night. 


By Hon. Mr. Parent: 

Q. If I understood you, between Montreal and Quebec there is a speci 
section that belongs to the Canadian National.—A. No, in using the tet 
“section ” I am referring to the two sections of the Joint Co-operative Committe 


By Hon. Mr. Dandurand: } ‘ 
Q. You may proceed with this document, which is a somewhat lengthy on 
Right Hon. Mr. Mricuen: It is already printed in our records. i 
Hon. Mr. Danpuranp: Then, is it useful that it should be read? i 
Right Hon. Mr. Meicuen: It would be useful, yes. a 
The Wirness: I should like to get it before you and comment on son 
sections of it, senator. 4 
By Mr. Biggar: | 
Q. “ The Canadian Pacific section considered that this could be found 
Montreal-Quebec services, and on March 22, 1933, forwarded to the Canadian 
National section draft proposal covering these areas.”—A. (Reading): .° 
The Canadian National management, although stating that the prc 
posal was generally fair and acceptable from a railway point of vi 
decided that they could not adopt it at that time. 
A general survey of possible pooling in Eastern Canada was 
made by the Joint Co-operative Committee. In addition to the p 
arrangements now in effect this included Montreal-Boston, West 


[Mr. John E. Armstrong.] 
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i such pooling was dependent upon the method of using the passenger 
stations of the two companies in Montreal. As even the limited pool 


would not have been possible without the Union Stations at Ottawa and 
Toronto,— 


a I may interject here that the limited pool is the pooling under report No, 4 
of the Joint Co-operative Committee. 


As even the limited pool would not have been possible without the 
Union Stations at Ottawa and Toronto, and as a Union Station existed 
f at Quebec, the Canadian Pacific section considered that all pooled trains 
‘ and all principal connecting trains at Montreal should be based upon 
, Windsor Street station, thus making use of the better of the two major 
7 stations, giving passengers access to Westmount and Montreal West, and 
f bringing practically all interchange at Montreal into the one single station 
_ capable of handling the traffic without substantial capital expenditures. 
7 This would insure maximum economy to the railways and maximum 
4 service and convenience to the public. The Canadian National claimed 
} that they could not enter into any arangement which did not make 
, substantially equal use of both Bonaventure and Windsor Street Stations. 
As a result, Joint Co-operative Committee report No. 10, of August 11, 
_ _ 1938, reciting this disagreement, was submitted. This report has not yet 
- been disposed of by the Joint Executive. 

The Joint Executive on J anuary 9, 1934, agreed to instruct the Joint 
Co-operative Committee, pending further consideration of the Montreal 
, terminal situation, to submit a report covering an extension of the original 

pool to include Montreal-Quebee and the balance of the Montreal-Toronto 
and Ottawa-Toronto trains, with the Montreal-Quebec trains (except 
# Canadian National Maritime services) and the fast afternoon and the 
; Canadian Pacific night Montreal-Toronto trains based upon Windsor 
Street Station, and with the day and the Canadian National night 
__ Montreal-Toronto trains based upon Bonaventure Station. Joint Co-op- 
erative report No. 28, of January 31, 1934, which was made effective 
- March 11, 1934, was submitted accordingly. This use of the Montreal 
stations has resulted in disadvantage to the public due to substantial 
increase of interchange between the pooled Toronto and non-pooled 


a a 7) on 


‘i Canadian National trains using Bonaventure Station and the pooled 
__. Quebec and non-pooled Canadian Pacific trains using Windsor Street 
_ Station, all of which would have been avoided had the Canadian Pacific 
9 _ view in regard to the use of Windsor Street Station as a joint station 
i been made effective. 

4 The Joint Executive on J anuary 9, 1934, also agreed to instruct the 
Joint Co-operative Committee to submit a report covering the pooling 
_ of the Montreal-Vaudreuil suburban services, the trains to operate from 
iB and to Windsor Street Station. After exchanges of draft reports, the 
___ latest of which was sent to the Canadian National section by the Canadian 
Pacific section under date of February 2, 1934, no action resulted until 


two months later, when the Canadian Pacifie Executive was advised by 
_ the Canadian National Executive that this service should not be pooled 
at that time. 
_ Although the Canadian Pacific section of the Joint Co-operative 
_ Committee considered that no further pooling in Eastern Canada, other — 
_ than the Montreal-Vaudreuil suburban services, should be undertaken 
prior to agreement upon the use of a single station in Montreal, the Joint 
_ Co-operative Committee was instructed to study pooling of West of 
_ Toronto and Transcontinental services. For the Canadian National a 
_ West of Toronto pool would have many advantages and apparently few 


+e 


408 


[Mr. John E. Armstrong. | 
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disadvantages. It would give them control of the Chicago business 
Canadian railways and would not remove a single train mile 
Canadian National tracks. For the Canadian Pacific, however, it v 
have no advantage other than economy in passenger train miles, 
would have the disadvantage of practically destroying Canadian Pacif 
identity in this territory by cancelling approximately 400,000 Canadi 
Pacific passenger train miles, and transferring over 40,000 Cana 
Pacific passenger train miles to Canadian National tracks. Th 
cancellations and transfers would eliminate Canadian Pacific passen 
trains London-Windsor, and substantially reduce Canadian Pacific tr 
service Toronto-London. In addition to these disadvantages some of t 


difficulties facing the Canadian. Pacific were:— 


(a) The elimination of Canadian Pacific passenger train servi 
on its own tracks with its own trains in one of the most impo. 
ant traffic territories in Canada, severing its long establishe 
direct. connections through the Detroit Gateway to the impo 
traffic centres in the Central, Southern and Western States; 

(b) The elimination of recognized Canadian Pacific stations ¢ 
London, Chatham, Windsor, Detroit and Chicago, and the t 
ferring of all Canadian Pacific passenger train trafhic to 1 
corresponding Canadian National stations; ‘ 

(c) The effect. of such eliminations and severances upon Cana 
Pacific freight traffic interests in the intermediate territc 
served through the Detroit Gateway ; 4 

(d) The necessity of revision of the Canadian National-Pullm 
contract to permit of pooling Canadian Pacific and Pull 
sleeping car traffic and revenue Montreal-Detroit-Sarnia and 1 
operation of Canadian Pacific sleeping cars in the thro 
service to and from Chicago. a 

(ec) The necessity of severing contractual relations with the Mic 
Central for passenger service between Montreal-Toronto-D 
Chicago which, in the absence of mutual arrangement to 
contrary, would require six months’ notice. 

(f) The effect of the cancellation of the passenger traffic © 
upon freight interchange with the Michigan Central; 

(g) The effect upon the important Canadian Pacific Stean 
interests, which must seek development from traffic to and 
points in Western Ontario and in the Central, Southern 4 
Western states, if the passenger’s direct contact with the stea 
ships through the distinctive Canadian Pacific service 
broken by the use of Canadian National trains and stat 

As it appeared to be impossible to find an equitable distribu 

burden and advantage in pooling west of Toronto only, but as’ 
thought that this might be found by inclusion of the Transcontin 
services, these areas were coupled im the studies by the Joint Co. 
tive Committee. ne co, 
For more than six months past every effort has been mac 
complete a report on the pooling of west of Toronto and Transcont 
services; but so far little conclusive progress has been made, and : 
the difficulties outlined above in connection with the west of 7 
pooling has been overcome. 

As a result, of study by the Joint’ Co-operative Committee : 

various subcommittees, the following points of difference emerg 
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ea me, Mr. pack but before you Te that, I want to ask 
question. i was at the time a Lyte of the Canadian ee and I 


onsideration et nie you would carry on ey pooling ee of orca 
rding to that agreement, the Canadian National got out of Quebec entirely. 
e is no longer any passenger train service of the Canadian National between 
ec and Montreal?—A. I think that is not quite correct. There is a Cana- 
National connection with the maritime trains. . 
Q. Yes. But there is no longer any Canadian National passenger service 
een Quebec and Montreal? There is a small gasoline train from Quebec 
haudiere, which carries almost no passengers, because nobody takes it. 
understood at the time that the Canadian National withdrew in considera- 
of this pooling being carried on west of Toronto?—A. We sought seri- 
to find a method of balancing burden and advantage in the general territory. 
 Q. There is-no doubt that in the first pooling agreement the Canadian 
tional gave much more than it received, because it went out of Quebec 
irely. And, as you say in your memorandum, the freight traffic goes where 
assenger traffic goes. The Canadian National, in giving up all its passenger 
fic in Quebec was supposed at the time to get other consideration?—A. I 
nk that 1 is a fair statement of the Canadian National position, yes, sir. 


Ri By Hon. Mr. Hugessen: 
Q. Is it the fact, Mr. Armstrong?—A. The Canadian Pacific side of that 


_ Mr. Parent: The Canadian National ignored Quebec city entirely 
called it “Diamond.” What Senator Moraud is saying now is very 
rtant. 

e Witness: The Canadian Pacific side of that same shield is this. In 
nge for the Canadian National getitng out of Quebec with everything 
heir connections to the Maritime trains and their ferry connections to 
, the Canadian Pacific took all its passenger trains excepting night sleeper 
ins off of the territory from Glen Tay to Agincourt. Glen Tay is a short 
nce west of Smith’s Falls, and Agincourt is a short distance east of Leaside. 
Canadian Pacific has no passenger trains whatever through Belleville, 
n, Oshawa, Port Hope, Bowmanville and all those stations, except sleeper 
that pass through there pretty early in the morning or very late at night. 
Mr. Hate: Mr. Chairman, I think we ought to adjourn. We have not 
uly got a quorum, in any event. 

Hon. Mr. Danpuranp: Could we not finish with this document that Mr. 
trong is dealing with? : 

_ The Witness: I have three pages more. 


4 

1 ee 
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By the Chairman (Hon. Mr. Beaubien): 


Q. You will probably want to make some comments as you read along?— 
an make them now, or to-morrow morning. But this is a good place 
ce a break. What follows takes up the Canadian Pacific difficulties in 
2 a balance in burden and advantage. 


Hon. Mr. Hate: I think we shall want to ask Mr. Armstrong a pretty 
question. Mr. Fairweather left on my mind the impression that the 


eA 


anadian National had been led into a pooling arrangement between Quebec 
nd Montreal and Montreal and Toronto with the idea in the back of their 
hat west of Toronto would be pooled. That has not been oe and 


they feel that they have been trapped. He did not use . that end: at I 
using it. I want a full explanation from Mr. Armstrong as. to the fact. 
not think we could finish this in half an hour. 

Hon. Mr. Danpuranp: I thought that we could sit this evening, | 
there are objections to it so I will simply suggest that we adjourn now. 


Norn.—There have been attached to this day’s proceedings Exhibits 
49 and 50, being documents filed by the Canadian Pacific Railways with | 
Royal Commission on Transportation at the request of the Commission. ‘Th 
documents are:— 


No. 47——Memo to the Joint Executive Committee from the Joint 
operative Committee, requesting clarification of certain instructions re a 
tion of agreements. 


No. 48.—Exhibit F filed by C. P. Ry. before Royal Commission on Tr. 
portation re Economies possible by co-operation of C.N. and C.P. Rys. 
establishing joint trackage, stations and terminals. 


No. 49.—Exhibit G filed by C.P. Ry. before Royal Commission on Trai 
portation re study of economies possible by unification of C.N. and C.P. sys 
under private management. 


No. 50.—Details of track abandonment as summarized in Exhibit A 
Senate Exhibit 49 (C.P.R. study of economies possible by unification). 


The Committee adjourned until to-morrow at 10.30 a.m. 


1, oom 
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EXHIBIT NO. 47 


DIAN NATIONAL Rattway Company-Canapian Pactric Ratuway CoMPANY 
JoInT Co-oPERATIVE COMMITTEE 


Monrreat, May 15, 1936. 


randum to the Joint Executive Committee: 


he Joint Co-operative Committee respectfully requests such further 
etions from the Joint Executive Committee as will clarify its present 
ctions relative to the simplification and preparation of agreements under 
ved line abandonment reports. 

he Joint Executive Committee at its meeting on October 8, 1935, passed a 
olution, the second paragraph of which reads:— 


It shall be the duty of the Joint Co-operative Committee to immedi- 
_ ately take in hand all reports of that Committee which have been approved 
by the Joint Executive Committee and which have not already been imple- 
a mented by agreements, with a view to completing such agreements as 
') promptly as possible. The Committee shall also be responsible for the 
' preparation of agreements with regard to such other projects, based on 
reports of the Joint Co-operative Committee, as may be approved by the 
_ Joint Executive Committee. 


th. 


The fourth paragraph of this Resolution reads:— 


i] The Joint Co-operative Committee shall, notwithstanding the recom- 
_ mendations contained in Reports No. 23 and No. 32, constantly keep in 
_ mind the desire of the Joint Executive that agreements be as simple and 
_ direct as possible to the end that their application shall involve the least 
possible additional book-keeping and intercoporate-accounting, the object 
to avoid complication and expense. 
Subsequently, the Canadian National Section of the Joint Co-operative 
ittee received from the Canadian National Executive specific instructions 
effect that in undertaking the simplification and preparation of line 
idonment agreements individual approved line abandonments under the pro- 


disturbance of labour, so that, taken as a whole, there shall be as nearly 
be a balance of burden and advantage, as between the two companies, 
group or set of simplified agreements prepared. 

he Canadian Pacific Section of the Joint Co-operative Committee has 
ved corresponding instructions from its Executive, two questions arise 
le procedure in the preparation of further line abandonment agreements :— 


) Is a substantial balance, as between the two companies, of groups or 
_ sets of approved line abandonment reports under Report No. 23 or 
_ Report No. 32, as the case may be, a condition precedent to the prepara- 
_ tion of corresponding groups or sets of line abandonment agreements by 
_ the Joint Co-operative Committee? 


(CS ea 
bal 


sents of approved line abandonment reports under Repc 
Report No. 32, as the case may be, a condition precedent + 
of simplification of agreements, and in such simplification of ag 
a condition precedent to the preparation of line abandonm 


ments? — 


tt) Ta Q substantial balance, as between the two com: ani on 


The Joint Co-operative Committee respectfully requests such fu 
structions from the Joint Executive Committee as will settle these questi 


(Sed.) S. W. FAIRWEATHER, Chairman, 
Canadian National Se 


EXIHIBIT NO. 48 
ys j “n nis 
Economigs PossIBLE BY CO-OPERATION OF CANADIAN NATIONAL AND C 
Paciric Ratways In EstaBiisHiInG Jomnt TRACKAGE, STATIONS 

AND TERMINALS a 


SUMMARY 


While the two railways remain separate entities, the field for fur 
operation is limited. It is estimated the total saving would be:— 


Through joint trackage agreements between places 
shown in Exhibit “A” (involving abandonment. 


of 1582 miles of track)...4./0¢ 0.410 ts) |e OSe an 


Through establishing joint stations and terminals at . 
places shown in Exhibit “B”). 2. 2. 2.0.2 vs 2,269,80% 


Through consolidation of Okanagan Services.. .. .. .. 


Total Saving... Joc. lees esse an oy delay ae so 6,048,200 


SNP aE ik 
Laks aa . 
cat 2 413 
Ay 
cael EXHIBIT A’ 
Joint TRACKAGE AGREEMENTS 
Line Re- : 
Estimated 
en Mileage Annual Remarks 
donment Saving 
$ 
CPx 27 25,256 
C.N: 13 34,019 
CN) 17 15,972 
Gurr TON No 18, 038 
GN. 89 143, 982 
C.N. 84 173,175 |Including North Bay Terminal. 
C:P: 65 111,132 
C.N. boy: 62,878 
CLP 16 17,106 
(yale 104 187, 644 
COUN? 89 138, 386 
C.N: 405 1,250,000 |Overflow Canadian National 
traffic to be handled on Cana- 
dian Pacific double track line. 
GIN: 16 13,160 
(Omep 71 75,541 
CIN: 8 13,635 
C.N. 39 79,400 {Including joint operation Regina 
and Moose Jaw Terminals. 
(@hey 120 152,900 |Including joint operation Saska- 
toon Terminal. 
N.A.R. 45) 157,200 |Allowing for elimination Dun- 
vegan Terminal. 
(Cilee 33 73,000 |Including joint operation Edmon- 
ton Terminal. 
C.N. 9 9,600 
C.N. 55 30,000 
Oa eg 163 
CIN. 79 
—— 249 1,206,846 |Including joint operation Kam- 
loops Terminal. Large trans- 
portation saving in this case 
due to operating over lower 
grade line. 
1,582 3,988,870 
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DIMA Ones passenger trains alreai 


A Xi Bin Bye 
Jornt Station aND TERMINAL AGREEMENTS 
Estimated 
Place - Nature of Facilities Annual 
Saving 
$ 
Spoke NEB ie ee. deus Freight Shed and Office—Yard 
Switching—Locomotive and Car 
Maintenance (with certain excep- 
GLOTIS) REIS. cre Ht Ie ad mea ae ee 
Fredericton, N.B......... Passenger Station—Freight Shed and 


Lennoxville, Que. . 


Drummondville, Que.... 


Waterloo, Que............ 
Stanbridge, Que.......... 
DitosalesQuen ie. 
Sherbrooke, Que......... 


Quebec, Que...... 


Joliette’ Ques... ces le 
Brockville, Ont sie 
Smiths Falls, Ont........ 
OcrawanOne i cles 


Montreal, Que... 


PTV AQUE eee cies ys 
Strathmore, Que......... 


Dakeside, Que....2..02... 


Pom Claire, Que......... 
Beaconsfield, Que........ 
Beaurepaire, Que......... 
St. Annes, Que........... 
RVEATICUMOUT AUC. 5/5 05\25)5 0! s 
Belleville, Ont........... 
ScebOR OMG oheiewe cies. 


Maree GeiOnNty cece lc bes 
sine sony Ont. ssc. che 


Peterboro, On Ar tin. Sr 


EPorontomOnb. jee. s65 Lek 
Guelph Ont ois... f. lk. 


Goderich, Ont..... 


Woodstock, Ont.......... 


Galt, Ont 
Milton, Ont... 


Drumbo, Ont. Ba aie, 


Ingersoll, Ont...... 


St. Manmys) Ont. si)... 5. 


Sudbury, Ont..... 


Tillsonburg, Ont.. 
Hanover, Ont..... 


Fergus, Ont....... 


Brampuon.Onte..0.6 0. os. 
Owen Sound, Ont......... 


- Fort William, Ont........ 
NOrPrisH Wane yi). 0 


Passenger and Freight Station....... 
Passenger and Freight Station....... 
Passenger and Freight Station....... 
Passenger and Freight Station....... 
Passenger and Freight Station....... 
Freight Shed and Office............. 
Freight Shed and Office and Car De- 

PAT LIMIEWIENG 4 Laer tae Rise Bate 
Freight Shed and Office............. 
Freight Shed and Office............. 
Passenger and Freight Station....... 
“Olive Switching—Freight Shed and 


Passenger and Freight Staiton....... 
PASSENSer StatlON LG mek cient 
PaASSEnSsr Staton scan ace Mieke eee 
Passenger Srations) sine tee ee eee 
Passenger and Freight Station....... 
PAsSenser Ota tion. ane eee tiie ees 
Passenger and Freight Station....... 
Passenger and Freight Station....... 
Freight Shed and Office Nas ERE ROS ger 
Freight Shed and Office—Yard 
DS WwAbehime:./ eed salar eee ee 
Passenger and Freight Station.. 
Passenger Station—Freight Shed and 
Office—Yard Switching.. 
Freight Shed and Office—Yard 
Switching... : 

Suburban Stations, “Yard Switching 
and Passenger Car Maintenance. . 
Freight Shed ‘and Office............. 
Hreight Shed and Office............. 
Freight Shed and Office............. 
Freight Shed and Office..,.......... 


.|Passenger and Freight Station....... 


Passenger and Freight Station....... 

Freight Shed and Office.. 

Freight Shed and Office.. 

Passenger Station—F reicht Shed and 
Office — Yard Switching — Loco- 
motive and Car Maintenance...... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger and Freight Station....... 

Passenger Sie plc sigt Shed and 

Office— Yard Switching. . 

All facilities. . Hhcaeee 

Passenger and ‘Freight ‘Station....... 


feortagela Prairie, Man. .{All facilities..............d0se08ee.8- 


11,344 
12,617 
6,865 
3,072 
1,675 
3,020 
12,133 


81,363 
6,325 
6,836 
3, 960 


23,000 
280, 284 


3,050 
2 


637,042 
14, 669 
8,655 
11,978 
11,320 
3, 850 
2,042 
6,827 
6,347 


45, 256 
3,990 
3,677 
3,374 
6,135 
2,543 
6,107 
4,172 


38, 749 


400,000 
5,586 


24,000 


C.N.R. station. 


Centralization of freight fa 
lities of each railway. 


Abandoned C.P.R. 
400 ft. main line a: 
ft. siding. 


Remarks 


in and out. 
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EXHIBIT ‘B’’—Concluded 


Jornt Station AND TrrRMinaL AGREEMENTS—Concluded 


Th Estimated 
;: Place Nature of Facilities Annual Remarks 
< Saving 7 A bee 
$ 
man, Man...........: Passenger and Freight Station— 
a Wego Shyoh eh aataycen Rey ee ARTE T ae, 3,070 |Abandoned C.P.R. track: 

; 4,000 ft. main line and 
xe 4,800 ft. siding. 
fon, Man............ ATI ES CHIBI Stee fae xt 8 ayaa Poe Sete 186, 147 
nee Albert, DOSE ets AUNTS CIlIpIESe weet. ctgh eeteie toe ho 7,700 
MUGS ASK. bocce seas AUER GTAGICS )) Se tee Sree. ete 2,000 
rth Battleford, Sask ePAlbfacilities Mees. cot. /00 am eho 3, 500 
fotown, Sask.......... PUT PACiITICS MEP hecho ea Aree. 2,200 
mpoldt, Sask......... AIDA GleSe eee ei nen ae ee oh, 2,000 
ydminster, Sask...... FATES acilities ecen acm keen caeie ne ian 2,800 
INS PAN De CUI TOS Mee eee al id see ei let 8,300 
Me Sask... ...2..5... UNL Ta elites hr maee oak ter a sae ae aot iM 5, 000 
Pe WAICA 3... 00. ss VAlibiaeiligics same a a. abe eon secre 5, 000 
oo ye (Ali iacilittes se aie een Mou blk 120, 000 
meMeer, Alta.......... Statlomssbartawye. wes cda an cmmete 2,400 
mmose WAlta........... NUD TA CiLibleS re ately aaah mie es eye 9, 000 
BP ANGA eee es PAU ACh testy meres ese Ber te Nets 4,700 
revilie, Alta.. PUVAUIPAGILIGIO Seem yee. eine th lela 1,000 
vw Westminster, B.c.../All LA CHTTIOSN UM erin ake, ee Gh eon 4,000 
dstone, Man.. PpelMiltacitionniwaue. ik kre), 4,106 
sedale, mie Stablonstalienees lar esi, Gere ee 3,385 

2,269, 337 
a aa ee ee a ee ee een Ne A 


‘Ajoyeredes peyeredo setj1edoid cols, FIOTGXA “"*“suoTzeztuBsi0 AIOSTAIOdNS Sulyepl[osuoy 
ey ABMIEI POYTUN OY} IO} Sse] oq [[IM TOTyYM ‘semnqztpusdxe yeztd¥o uo : 

 4ser104 Lut paul Ane ey} (quourdInbe 0} sv 4deoxe) epn{oUT yOu Op SstUIOUOde oseY, J, Ay, HOTXA “ost """-sdoys 180 PUB SAATJOUIOIO] SuTzVptposuoy/) 
es =a : C5, VEQIGXG “"**""“S7BUTUILE} pue Spied ‘SUOT}e1S BUT}BpTTOSUO’) 

uley JON [Bnuuy [8}0 J, 
quouldinbe UT JUOUTJSOAUT UT uononper UO 4SoL0}UT 
[VL10}JVUL YOVI} PUB S9104S posBe[eI UO 4Se10FUT 
eouvinsuy pus Juswudo[eAeq ‘uoT}yezIUO[ORD 
:  £,, Iqryxy—suorje1ed¢g ssordxq 
torees 7 qrqryxm—([Bloloululoy pus Avmjrery) sydevisoye y, 
eS *“**SIOUIB9}G ISBOD "O° 
““SuIoJ] PULODUT SnooUBT[IOSTAL 
ges aH» JIqlyxy—sosuodxy SulpeilodyO ABMIIVY posvolood 
oo o,, VIQIuxy—Sonuessdy Sulpersdg AVM[IeY poesvosouy 


KOnHatoxa core eee sess sss“ SOTTOT TBO FYSIOT} OP'LST'LY SUIABS 
“‘SO[IUL UTBI}] POXTUL pUB PY STI] EZE' TOE’ G SULABS 


As, HAG Soe SOTTUL Ivo LoSuessed g/T'6L'1G SULABS 
“SOTIUL UTBIY osUESSUd FCF'FLG‘), SULACG 
aV,, HAMA "ss" **"yowlq Jo SaTTUr TgGO'¢ SuluopuBqy 
—apmpouy 7M worvoyiu) 
‘d4eTCUIOD USY) SEM UOTIVOYIUN JVY} OUINSSB SoG} OY], “O[QV[IVAB o1B somnsy 
dyo[durod YOIYM JOj IBOA 4SB] oY} ‘NEST TEOA OY} WO pes 1B SUOT}ENOTBO [TV 


*peyoojpo ATOJVIPOUIUAT oq [IM 
IFT NY UPD PN YL sBULAGS ODrV] ‘sIBOA OAT aq []IM UOT}BOYTUN oo]dUI09 0} porINbed OUT} OY} OTT M 


MN OH 10 OD COD 


AUVWWAG 


(uonjeyzodsuery, uo WOISSTUIUIOD [BAOY o10Jog ‘AY g’O Aq pry yH IqQryxq) 


ae 2 
_ GNEWEDVNVL GLVAIUG UIAING WHLSAG OldIOVg NVIGVNV() ANY WALSAQG IVNOLLVN NVIGVNV(D JO NOMVOMIN]) A AIAISSOg SAINONOOY 


6h ON LIGIHXH 


na a National Bae ays 
ern Alberta Railways 


tri Railways: 
anadian Pacific Railway (Lake Erie & Northern Ry) 


PXAIBID BY’ 


Estimmatep REDUCTION PASSENGER TRAIN AND CAR Mites BAsep on YEAR 1930 


National Railways System 
Alberta Railways 


\ 


Reduction— 
‘Re-routing and cancellation of passenger trains.. 
peoneer car miles on mixed trains (See Exhibit 
*C”) 


Steam 


rain 


Miles © 


21,197,190 
25,418, 825 
150, 713 


46,766,728 


7,574, 454 


7,574, 454 
39, 192, 274 


16-2% 


.... Miles 


Motr Car 
Train 


89, 942 
1, 490, 256 


1,580,198 


260, 103 


260, 103 


1,320,095 


16-5% 


Passenger ~ 
and Motor 
Car 
Miles | 


“"'187;202,581 


189,414,093 


1, 640, i861 i 
348,258,365 


49, 001,605 
ae 


296, 465, 192s 


Let) 


Wy Pen Geet rau een Mrxep AND Orne dy 
BasEp ON YEAR Bi) 


eae mile 

Mixed and — Freight ' 

other Train | Mi 
Miles 


25, 366, 468 


nadian:Pacific Railway System 
32,101,275 


adian National Railways System........ ea Reet Wack aoe 
Oe. oe 317,101 


57, 784, 844 


Item af tha mie 
- 1.—Train Service abandoned lines....... ae esek a A FE 8 : 2,217, 148: 
2.—Consolidation of merchandise traffic 652,000 
_ 38.—Heavier loading of car load traffic 234,000 | 
i ‘ .—Re-routing of American cars returning to owning ‘lines and of empty 
4 Canadian cars moving to loading points.. BY Re a 90, 000 
5.—Re-routing of freight traffic.... a 2,108,175 
bi Total Pusduchion..., 45.5. .<- bee ewe wks 5,301, 323 
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x co Total Mileage.. 


“O'e ‘10}surwyse 44 MON 
‘O'_ ‘BUMOTEST 
“QBTV ‘OTT Aors0 A 
“BATW “XITW 
“VU V ‘9TBpesoyy 
“BUT V ‘UOpIT A 
“BIT V ‘T9T99019 
“yseVg ‘OTTApey oe : Cer eeces seen e g . & ae 


SOUVT Ula}89 


“PTA ‘FOTO UQ ‘peoa y, 
“QUO ‘SInquos][ty, qug ‘1ordury 
“WO ‘BITTIO an& ‘oy[tAuers) 
“4UO ‘]jOsiosuy acid: 6 wip dehaxele. ish euctes: wits ic.-v Tel walks ane ‘ounyoeyT 
“qu ‘WOPLOATI PL ong ‘[Inerpne A. 
“quo “UOT eng ‘enadyia 
“‘qUO ‘UOJSTIIE FT Haleiwa) emeabiia enol a) ie, inigele = soenta aolome 
“quQ “4Seloy “4 
“qUuQ ‘UOFSTITW Shie ane it:feae Teenie) sWoue ound sie h, 
“quC ‘UOJOOq 
“quo ‘ureyus}40 7, 
“qUuO ‘BLOT 
— “4uc ‘sns10 7 
“QuQ ‘U0jSOA4 
“QUO ‘uo}duIBIg 


SoulT ULaisogy 


(SENIT CENOGNVay NVHL YEHLO) GOIANEg NOILVvIg 


kg aa _—« SASNSUXG[ NOILVIAOUSNVET, NI NOWOAGEY IVRTELY IY 40. 


ome. pe ae "den 
7 —_—— Se = 


“Og “BETOpOT A 
re if ‘TOANOOUG A, means in 6.06 ake luve sued itawla siete 
‘O'e ‘sdooyuresz 
“ed VW ‘uo}uouIpAT 

“eyy ‘Arespeg 


“BIT ‘TTyoouy-royjoy ung 


"YsBg “9 ppoq un FT SRCGeE Oy ¢\0Seie)ie)\e) Oil bP ewexera ie 


“yseg ‘QI0q Ty gully’ ***> 


“ySvg ‘woopeyseg 
SaUVT Ulaqsa 44 


“qUQ ‘punog u9MGQ 
"4uQ ‘punog Arreg pe 9uQ ‘0}U0I0 J, 
‘quo ‘Ainqpng “quo ‘Aespury 
“quo ‘Avg YON ““"""quo ‘oLoqioqagq 
“quQ ‘eyxorquieg "duo ‘Woyssuryy 
“QUO ‘MoIjUOYY "ug ‘STB Syyturg 
“WUC *BM219 0 tees eee 
“2UQ ‘1ospur 
"qUQ ‘ureyyeYD 
“quo ‘uopuo'T: 
“4UQ ‘Ss ATeyL “49 
“QUQ ‘90JSPOO AA °° 
‘0 “We 


"JUQ ‘Iousyojry-Iopodsoyy-u0ysor gy 


"WUQ, ‘yorlepor) Scie POETS ‘uoJoIIOpoty 
4UQ ‘ydyens) tees acne: He ‘uyor qureg 


saury usaqsog 


INUGT, ONV GUY X ‘NOILLVIg 


a a: ae 


“-sueqTy “3g 
“++ goyuoUIpy 


BuodsuUBLy, 
Sous eg pues 2AT}OUIOD0T esnoy 104 
“dogg eAtzour000'[T pr0jzB.149 
““aopuo'T 

“doug Ra:t@) **-@pIsveT 

” ” [Bor}Uo 


“doys red pus oAT}OUL000'T uo0z,OUO|, 


IVNOILYN) NVIGVNV() 


S = GNY DZALLOWO0OT AV TT STENT INGNAINOW JO DONVNGLNIVIY N 


‘doyg meg pus dATjOUIODOT 
“doyg 9AtpouLov0'— 


‘doys rey pus ATJOUIOIO'T 


OMIovd NVIGVNV() 


: KO 
“**7**OVU0IO J, JSOM - 
ad¥[_ wozxopIeA) 
soos TBOTPUOTL 


I NOMOAGIY IWIUTLV 40 LIWATG GINO NOWVATIOSNOD HOTH\\ LV SENIOd 


«a, LIGINXaA 


& 
= vr 
fe 
000 ‘06e ‘ I g pees) 2° ares eve. 
000 ‘62 BS ae 
. 000 ‘68% 
000 ‘00T 
- 000 ‘00T 
000 ‘O0T 


000 ‘G21 ‘Zz $ Pvaxeseraitsvabeke. 4:4 


ae 


“SONUDAL IOYIO pue roBuossed yooyye JOU []TM UOTJBOyTUN OTT, 
: —sonuanay lay1Q puv sabuassog 


* .H,, (Q1yxq Ul pepnpoul st pue peynduroo ueeq sey sosuodxe Sutjeredo ut osueyo JOU eT, T, 


oso oBeh oaipuati ott gil Nectevies Cue. elalleNels'TenePetadle-foviele Te vifem in tatspetatetaganatatatach ate) egageiretanaiiea rave re, ixi.o cuss areteies\ a:ioiaue eon ereatvatr eran els cehe onan et mae eee SONUOASY SSOLD UI UIBD JON 


Ss seen ges Meccan urersne eter te Sts Eiceereke “"""setouese uo0l}ej1odsued} 1oy40 AQ SAOU [[IM YOY ‘Soul, pouopueqe WOT] OyFeI} Ul SSOT—F © 

CEB Ca OR SOUT] O[SUIS poyeiodo ATO}eIBdOS Y}IM PoledUIOd S¥ SOUT] PO}¥PI[OSUOD Jo OS¥OTIUT 10}.10YS 0} ONp $o7B.1 UI UOTJONpey—'¢ 

ot. ESN Sa oO ea Oy ee Ree ON A Se Date Seen a Soc sa SISeq , OUT] OUO,, 0} . OUT] OM4,, SOYRI UT VONONpoYy—Z 
g malin) Cee ge net elalyahe:uiraiin aie tee” eee 5. ere oheyaecwWy machine: eteta| «eye tabaiaNe onal ay) pie tace) ciel wood Gael eeeneh each steve! 6 oltre (slniieueiakalltnencceis: sivcare’ SUTYOUIMS [Boo] pue BULYO}IMS109 UT — T 


—SUIO}I SULMOT[O} OY} UL SONUSAOL SSOIB UI SSO] B Oq [[LM O10 J, 


e), € PROS SURE! oe aye S 8-868, O18 19). 65d" Sele et 6 ee ee sales ee Gin ie © OL BJp 88 0.0 Ces eres) Al ree 66 iw ese le eve 14is avisjeieke le. © eile e116, 9 die y ese 6b) Cle 6 ¢- 2 0 gs" eKW TONE Waxes) a). ease OTB a: ee. 8.1e oy suTyUNOUIe 
‘OTfel} SOYVT JVOLD pUv 07BISIOJUT [BUOT}BVUIOJU] UO WIA{SAS pouTquUIOD 9Y} IdAO [NVY IesUO] & BuLINDes Aq ‘SoNnUGAOL SSOIZ UT UIYS B Oq [ILM LOY], 


—sanuaray 1Y bray 
0&6] 409 X UO pasv g—sanuaray BurjoiadgQ honpoy 


INGWAOVNVY ALVAIUG ULGN(—WHLSAG OIOVG NVIGVNVO AGNV WOLSAG IVNOILVN NVIGVNVO dO NOILVOMIN() Ad AIAISSOg SAINONOOT 


O, LIGIN Xa 


sees **** UOISTATC, 


ahs Ree, 5 eal (ees BE SN FAP ma eed (Pa 0S a ill ne ae ge NE Wa ee de gw Sp We a eal pe il a a ed ee qordystqy 


eee ete eee [Buorseyy 
‘slojrenbpeey weyshg 


Ajezeredag 
pozeiedg 


B 


Nez 


Aemirey | sAvmprey | ABMS 
S[VUIULIEy, | eyoq;y jowrleueyN x» “queg 
0YUOIO FT, 


AVMIICY AVMILCY UI94SO A 
OUR oye yuniy, 
uolurmodg | uvipeueD) puein 


SABMITCY 
[BU01}e NT 
uloy}ION | 4eutnbsay ‘ong uvIpeUBD) 


soluvduloy Juror meyshAg oyloVg uvipeued uleysAg [BUOIZVNY UBIPBURD 


INGSHY J 


SNOILLVZINVDUGQ AUOSIAUTANG 


- 
try) 

ee 

‘ est a at ge 


ota) 


EXHIBIT ae ab 


UnpDsER PRIVATE Management 


Hconowties Poser BY Gheroson OF CANADIAN: Nationa, Systam AND Canapian Pactsie Sysre 


Railway Operating Hrpenste Based on Year 1930 


Estimates 


; ae é ea 3 i 
’ ; : erta om bine Total 
Canadian | Canadian a cy 
— Pacific National T can & Pe paecneten Thee 
System System Neate ness setae is) 
Terminals | Separately | Operated 
Railways asa Unit 
$ $ $ $ 3 
Maintenance of Way and Structures.......... 27,402,312 | 47,877,658 976,093 | 76,256,063 | 61,367,441 
Maintenance of Equipment.................. 31,165,039 | 49,262,313 214,926 | 80,642,278 | 66,281,864 
RAL TST Hee ee aetna ahaa Nielata peeve leipre sipuasele 10,275, 856 8,665, 652 25,735 | 18,967,243 | 13,191,726 
i Transportation—Rail WPATIO My Vrs tara treienan tives 70,076,372 | 111,982,287 1,253,367 | 183,312,026 | 159,317,650 
—Water Line..........:.:..... 10294030) Vale. ie el Roe iat aes re 1,029,035 ' 987,535 
4,095,353 9, 297,323 96,084 | 13,488,760 9,199, 755 
2, 643, 050 1, 202,790 370,044 4,215, 884 3, 297, 685 
e ROGUE Re cies Caylee fs seit 146,687,017 | 228,288,023 2,936,249 | 377,911,289 | 313,648,606 
Maintenance of Way and Structures—Based on Year 1980 
Superintendence— Terminal Yards, Shops and Enginehouses— 


While the unification will produce savings in the 
tenance of yards and of structures at terminals, thro 
consolidation of the various facilities, the savings the: 
‘have not been included. 


The Canadian Pacific expenditure under this heading in 
1930 totalled $1,371,601 for 16,658 miles of track. The ex- 
pense, after unification, will be $2,865,423 for 35,946 miles of 
track. The saving is shown on Page 3 


* Line Abandonment— 

The abandonment of 5,013 miles of steam railway track 
shown in Exhibit ‘‘A’’ will result in reductions of main- 
tenance expenditures which have been determined and are 
reflected in the savings shown on Page 3. 


Telegraph and Telephone Lines— 


The savings under this heading have been dealt ¥ 
separately in Exhibit ‘‘T’’. 


Purchasing of Materials and Stores— 


There will be savings through the standardizaj 
materials, through the purchasing of materials 
quantities and through the reduction in purchasi 
ripe ibn ae The amount has not been estima’ 
included. ; 


Reduction in Train Mileage— 

There will be a saving in maintenance expense on certain 
lines due to the reduction in train mileage shown in Exhibits 
“B” and “‘C’’. This will be partially offset by the transfer 
of traffic to other lines. This saving has not been included. 


Rattway Ornratinc Expenses 


Maintenance of Way and Structures—Based on Year 1930 


Noon i alee 2 Estimates 
. : rta ‘om bine Total 
— oe ina] and Railways | Combined | Net Saving 
Syst Lat Seaton Toronto Operated | Railways 
y y Terminals | Separately | Operated 


Railways as a Unit 
$ $ $ $ $ $ 

1,371, 601 3,940, 898 45,903 5,358,402 2, 865, 423 2,492,979 
19,110,762 | 33,349,905 797,849 | 53,258,516 43,814,951 9,443,565 
1,374,022 1,950, 821 27,090 3,351, 933 2,964,970 386,963 
736, 809 1,529,484 9,027 2,275,320 1,589, 963 685,357 

994, 754 1,403,356 19,211 2,417,321 2,417,321 | (Included 

in aoe 
¢ ving Snow, Ice and Sand.............. 1,007, 880 1, 706, 290 12, 662 2,.726, 832 2,252,343 474, 489 
Rae re ees 2,806, 484 3,996, 904 64,351 6, 867, 739 5,462,470 1,405, 269 


Feral teenies Aare Roraw Wy da ele ee 27,402,312 | 47,877,658 976,093 | 76,256,063 | 61,367,441 14, 888, 662 


Passenger Train Cars—Repairs: 

The reduction in passenger car mileage, shown in Exhibit 
“B”, will result in a reduction in passenger car repair expense. 
The saving has been determined and is shown on Page 5, 


1e Canadian Pacific expenditure under this heading 
totalled $696,432. The expense, after unification, 


Work Equipment—Repairs:— 
1,305,174. The saving is shown on Page 5. 


The abandonment of 5,013 miles of track, and the uni- 
fication of terminals, will result in a reduction in work 
equipment in service. The saving has been determined, 
mileage, shown in Exhibits “B”’ and is shown on Page 5. 

Concentrating repair Equipment Retirements: 
m a production basis at the most efficient shops will No reduction has been made in retirement charges. The 

m a reduction in unit repair costs. The saving has unified property will require fewer equipment units to be 
dc i in service than separately operated properties, and there 
will, in the future, be a saving in this item of expense, 


uction in freight car mileage, shown in Exhibit Purchasing of Materials and Stores— 


There will be savings through the standardization of 
repair work on a production basis at the materials, through the purchasing of materials in larger 


: quantities and through the reduction in purchasing and 
saving has been determined and is shown on Page 5. oie pveshead: The amount has not been estimated or 
i included. 


Ramway Orrrating Expenses 


Maintenance of Equipment—Based on Year 1930 


Noche G aoa vf ates 
: . Alberta ‘om bine ota 
Canadian | Canadian * : 
Pacific National | jp BAe Halveys Gon bioed Net Saving 
System System oronto | perate ailways 
Terminals | Separately Operated 
Railways asa Unit 
$ $ $ $ $ $ 
696, 432 2,009, 670 9,826 2,715, 928 1,305, 174 1,410,754 
1,329, 718 1,545, 860 9,588 2,885, 166 2,651,383 233 , 783 
9,858,559 | 16,766,541 90,000 | 26,715,100 | 18,950,085 7,765,015 
10,188,380 | 15,468,465 22,910 | 25,679,755 | 22,975,859 2,703,896 
5,000, 080 6,335, 636 32,583 | 11,388,299 9, 626, 225 1,762,074 
877,505 1,460, 456 25,063 2,363,024 1,991,768 371, 256 
(p) 2,827,532 | 2,654,157 20,388 | 5,502,077 | 5,502,077 |............ 
386,833 | 3,001,528 4,568 | 3,392,929 | 3,279,293 113, 636 


So SOE erat ars!) DlA4 tran ae ae at 31,165,039 | 49,262,313 214,926 | 80,642,278 | 66,281,864 14,360,414 


Trafic Expenses—B ased on Year 1930 


Canadian Pacific rail expenditure under this hea 


ding in 1930 totalled $1,204,616. The expense, after unification, 
102,117. The saving is included on Page 7. 


elimination of competition will result in substantial economies throughout the world. At certain points in Canada, 
cies will be entirely closed. The saving is included in the figures on Page 7. 


lation of competition will result in the consolidation of advertising throughout the world and very substantial 
pense. The saving has been determined and is included on Page 7, 
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Ramway OreratiInGc EXPENSES 


Traffic Expenses—Based on Year 1980 


SPECIAL COMMITTEE 


ae Mie 
C8&e Al a 
ab 


Ne ic ae “ eer 
. . erta ‘om bine ota 
ane Cound and Railways | Combined 
ected Gyeiam Toronto Operated | Railways 
ys v' Terminals | Separately | Operated 
Railways asa Unit 
$ $ $ $ $ 
Superintendence—Rail.........--..--++++55> 1,204,616 | 2,214,278 7,140 | 3,426,029 | 2,102,117 
= SHCAMSHTD sta, leo eels sls eels ri DOL AOO IE: LE ae EN ese tatiana shot 201,409 201,409. |...-. 26m 
All Agencies —Rail..........-:.+-esee ees 3,147,501 3,179,330 1,857 6,328,688 | 3,990,000 
SUCH Gohers Mean ar aneineting goood pT foe CN tal Pee Bic rn Setnig: aad acco 1,882,461 1,882,461 |.....-9m 
Advertising SRC LNG eeeiye iatak eters nitte/ os) of 1,539,066 1,872,517 963 3,412,546 1,870,861 
Steamship iia o. ceases yee WY DADE NT Del eerie Anil laeabepe bce cm 1,421,009 14215009: |... em 
All Other es ALUM EL atctate altreteiatel Rete © aie 568,516 1,399,532 15,775 1,983, 823 1,412,591 
SAS feamshipacn des cc eerie ae sie BLE STS i ee ieaepaat eas cal ate ken etoncbetnt tah 311,278 311,278 |. see 
PMU OE cre acta trae oie le esate syelenete santas 10,275, 856 8,665, 652 25,735 | 18,967,243 | 18,191,726 


Transportation—Based on Year 1930 


Superintendence— 

The Canadian Pacific expenditure under this heading 
in 1930 totalled $2,454,481 for 16,658 miles of track. The 
expense, after unification, will be $5,305,783 for 35,946 miles 
of track. The saving is shown on Page 9. 


Station Service— 

The abandonment of the 5,013 miles of track shown 
in Exhibit ‘‘A’’, and the unification of stations and terminals, 
shown in Exhibit ‘‘D”’, will result in substantial economies. 
The saving is included in the figures on Page 9. 


Yard Service— 

Yard expenses will be reduced at the points shown in 
Exhibit ‘D’. The reduction in passenger and freight 
train and car mileage, together with the unification of 
terminals, will permit of reduction in all terminal expenses. 
The larger savings have been included in the figures on 
Page 9. There are other known economies which will 
result, but these have not been taken into calculation. 


Ratwway OPERATING EXPENSES 


Transportation Rail Line—Based on Year 1930 


Train Service— 

The reduction in passenger and freight train an 
mileage, detailed in Exhibits ‘‘B” and ‘‘C’’, will re 
reductions in train service expenditures. There will 
saving in fuel consumption, through the use of the 
efficient power and in fuel cost due to purchase of lar, 
quantities from the most favorable sources. These savii 
es bean determined and are reflected in the accounts 

age 9. ; 


Telegraph and Telephone Lines— 


Savings under this heading have been dealt with $e 
ately in Exhibit “I”. a 


Express— * 
Savings under this heading have been dealt with ser 
ately in Exhibit ‘J’. 4 


Other— 

Sleeping car expense will be reduced, due to unificat 
and reduction in passenger train mileage. There will 
a reduction in signal and interlocker expense and in o 
items. The savings are included in figures on Page 9. 


Northern, Total Estimates 
Canadian | Canadian Alberta | Combined Total 
— Pacific National and Railways | Combined 
System System Toronto -. Operated | Railways 
Terminals | Separately | Operated 
Railways asa Unit 
$ $ $ $ $ . 

Superintendence........5.....cecc eee p ee teees 2,454,481 | 4,101,523 40,249 | 6,596,253 | 5,305,783 | 
Despatching Trains....:.........--. sees eees 1,235,475 1,508,596 13,841 2,757,912 2,206,330 
RE STHONUSEEVACE 2 iu icvace ort iie ia elaine ste f'ale agerolnt= 12,767,558 | 18,473,097 424,321 | 31,664,976 | 28,194,026 
ATL SOL VECO Aes ct alevcrdieiays ialsieiole » en stefeieyialalass 10,728,525 | 18,588,634 205,893 | 29,523,052 | 25,578,586 
DIST ATS OL VACO. | ciety eros ce tle lelasteue pile ialdiete har aislnyel= 38,127,432 | 51,144,796 497,984 | 89,770,212 | 76,554, 663 
Telegraph and Telephone Operation......... 414,033 | 4,720,114 15,137 | 5,149,284 | 5,149,284 
WUxpress SELVICO. ..1. cues ccc s scene ct rece aweec [rns acinar tus 6, 239,097 7,555 | 6,246,652 | 6,246,652 
MOVE NG Re MM Serer Stave. c lence Wiatsvpoace ais alevwieleleln satiate 4,348,868 | 7,206,430 48,387 | 11,603,685 | 10,082,326 
Sea Cale eae ior obec mascara: 70,076,372 |111,982,287 | 1,253,367 |183,312,026 |159,317, 650 
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Ramwway OpeRAtING EXPENSES 


Transportation, Water Line—Based@ on Year 1930 


Northern Total Estimates 
Canadian | Canadian Alberta | Combined Total 


— Pacific National and Railways | Combined | Net Saving 
System System Toronto Operated | Railways 
Terminals | Separately | Operated 
3 Railways as a Unit 
oe $ $ $ $ $ $ 
| QUEST Wee eet aes, 901,237 | 859,737 


UB Air ie ob anne he eGo amis oo Oe 69,578 69,578 
OSS220TR Re tere tele ors [be areydiatn ororerslecs 58, 220 58, 220 


WOZO OSB. crore ctarcis ctevatiede elayalciel sf since 1,029,035 987,535 


hae 
oe 
ries of General Officers, Etc.— | : : 

| Apart from Insurance and Pensions, expenses after unification, shown on Page 12, have been based upon Canadian Pacific 
(s for administration and accounting. 

Ihe \ 
\wance-—~ F , 2 : Bie 

|The Canadian Pacific expenditures have been reduced by the cost of insuring buildings and structures on its lines to be 
ladoned. The insurance expense of the Canadian National, which is included elsewhere in the exhibit, has been similarly 
lt with. There will ultimately be further saving in connection with abandoned buildings and structures in terminals, but 
Ise have not been determined and are not included. 


General Expenses—Based on Year 1980 


) ee 


| No saving has been included under this heading, as the expenditures for some time to come will be based upon the number 
mployees that have been in the service. The unified railway will require fewer employees than the separately operated 
perties, and there will, in the future, be a saving in pension allowances. 

De 

5 All Other Expenses—Based on Year 1930 


ing and Buffet Service— oy: se 

ieee will be a saving on account of a reduction in the dining car miles. The amount has been determined and is included 
Ns age a 

‘aurant and Other Expenses— ' ¥ i f 

There will be minor savings under these headings. Nothing, however, has been included in the present calculation. 
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1} aaa Rattway OPERATING EXPENSES 


General Expenses—Based on Year 1930 


Northern Estimates 
Total 
Alberta Combed Total 


Canadian | Canadian nat Ccmined 


— Pacific National Railways F Net Saving 
Toronto Railways 
System System Terminals Bede: Operated 
Railways eparaery as an Unit 
$ $ $ $ $ $ 
wiesand Expenses of General Officers..... 517,197 1,103, 967 29,794 1,650, 958 973,519 677,439 
wies and Expenses of Clerks and Attend- 
MMMPERTE EEE oie hae bie ue. gieveisns 9 fire acs 1,929,353 4,016, 992 53, 162 5,999,507 | 3,330,835 2,668,672 
Office Supps. and Exps.............. 170,319 599, 781 4,706 774,806 294,038 480,768 
BMERTORG Ser es Oe oe Ws aise © tides 279, 886 563,326 2,920 846, 132 483,195 362,937 
| ot ce ROR BISA RGR same eeneane 362, 829 835 96 363,760 326,624 37,136 
5 yu ep RD anal Epes a aan een Dae eR 2,158, 117 128 ||) 201581245) [eo 58s 04a eee 
Wey aie act thant gate ates 155,071 171,351 3,345 329, 767 267,714 62,053 
PRINS ys cos ee omic kre okie eh hee 637,505 524,439 1,838 1, 163,782 T5163) 7820 scp tee ceed 
Jt. Facility—Net Dr................ 17,081 20,509 95 37,685 BY ARM BAP eimaces ko 
26,112 TSS O06 heb ok cvs. sa 164,118 164; L1LS*i ees eee 


Seah eneerapen ute neaceeeseees| 4,095,353 | 9,297,323 96,084 } 13,488,760 | 9,199,755 4,289,005 


: Dining and Buffet Car Service 


‘Grain Elevators 
Producing Power Sold 
Transportation for Investment—Cr 


Commercial Service— 


Operation—Salaries and Wages 
Commission 


Railway Service— 


ea MDI Ne Tale keptalih plmi'vis iia) b/eve 1a \l9/ 0 (pee) enarac eis laa 


SPECIAL COM 
SENG Orenarine Exrenses i 


Northern 


All other expenses—based on year 1930 


Total 


Estimates 


cps | cag | MB | cea] 
e panes beret Toronto | Operated | Railways 
ys ys Terminals | Separately | Operated 
Railways as a Unit 
a 

$ $ $ $ $ 
Rrecahsiaan sa DUR LORS 2,227,656 2,513,422 25,221 4,766, 299 3,848,050 
P ALY. $5) 4238 hel ate PL in BN 243,031 | ~~ 537,070 537,070 
CHS AR SEY ies RA i LO 118, 284 Lip ioe: a Sea Pe Nise 181, 628 181, 628 
SCPC Pa ORME BRON Fee DU A 23,667 176,071 199, 738 199,738 
BORNINSE AISA In DA RUT YAU 1, 432, 801 74,279 1,507,080 1,507,080 
3,071 BOVLOS OS a eiNe el, 38, 229 38,229 
2,643,050 1,202,790 370,044 4,215, 884 8, 297, 635 

EXHIBIT ‘‘T’”’ 


Unvbrr Privare MANAGEMENT 


Based on Year 1930 


‘Economims Possipiz in TELEGRAPH SERVICES BY UNIFICATION oF CANADIAN NATIONAL SYSTEM AND CANADIAN Paciric Sysrmi 


Local Office Rent and 
Expenses 


seen eee 


‘) 


ouent B Toul 4 Seam ptee 
: - erta, om bine ‘ota, 
eels Sore agT and Railways | Combined 
3 ee ui S te a Toronto Operated | Railways 
SPE BANS Terminals | Separately | Operated 
Railways as a Unit 
$ $ 3 $ $ 
OS ReeAcia cee La CATO ea AE 779, 873 $25,902 |)... / cen] 1,605,775) | 1,485,349 
Bed Us Maclat t 2,536,274 BOOT SOG en ENE: G OSs AG 5, 168, 140 
WMS aN A Moe ae 283, 202 B20 COMM vian ns ae 512,965 512,965 
Nas cae Sas Sm 532, 420 758,220 |............]| 1,290,640 | 1,105,340 
37,518 OOOOOU Penn ce reer te 87,518 55,118 
F160 28a, GpOn toda eek. k ane ane 9,125,088 | 8,326,905 
PRAM a ys ected dials Ua deat ass Wise dpa 354, 431 577,454 19,211 951,096 879,764 
414, 033 525, 743 15, 137 954,913 876, 610 
PER b arene Stake: itaNy Meus a na a 768,464 | 1,103,197 34,348 | 1,906,009 | 1,756,374 | 
BN RCM ere) Lots Reece 4,937,751 | 6,058,948 34348 11,031,047 | 10,083,279 
EXATBE 27 


SYSTEM UNDER Private MANAGEMENT 


Based on Year 1930 


Economizs Posstsiz iv Express Services py UNIricaTIon or CANADIAN Nationa System aNd CANADIAN Pacmig 


Northern Total Estimates 
Canadian | Canadian Alberts Combined re Mea ed Rs 
Pacific National Tovonty Railways Raihwaye Net Say 
System System Terminals Operated Operated 
Railways Separately | 253 Unit 
$ $ $ $ $ 
189, 680 SO GOS) yunuaey Uh malaen 527, 286 515, 286 
108, 870 99, 294 921 209, 085 150, 085 
4,960,691 5, 899, 733 42,629 | 10,903,053 9, 603, 053 
460, 800 240,069 1,116 701,985 622,985 
5,720,041 6,576, 702 44,666 | 12,341,409 | 10,891,409 
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_ ‘THE SENATE OF CANADA 


PROCEEDINGS 
OF THE 
in 
q SPECIAL COMMITTEE 


Appointed to 


NQUIRE INTO AND REPORT UPON THE BEST MEANS OF RELIEVING THE 


— COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION 
| AND FINANCIAL BURDEN CONSEQUENT THERETO 


No. il 


The Right Honourable George P. Graham, P.C., and 
the Honourable C. P. Beaubien, K.C., 
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MINUTES OF EVIDENCE 


f THE SENATE, 
i Tuurspay, May 19, 1938. 


‘The Special Committee appointed to inquire into and report upon the best 
ans of relieving the country from its extremely serious railway condition and 
ancial burden consequent thereto, met this day at 10.30 a.m. 


‘Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
Col. O. M. Biggar, K.C., Counsel to the Committee. 


“The CHARMAN (Hon. Mr. Beaubien): Let us proceed, gentlemen. 

“Mr, Biccar: Senator Parent asked about the continuation of the corre- 
ndence between Mr, Hungerford and Mr. Grant Hall, which Mr. Armstrong 
ared to yesterday, and it is suggested that before resuming his examination 
ould read the remaining letters. I do not think they are of any great impor- 
ce, but they may be relevant. 
= Mr. Moravup: That is the answer from Mr. Hungerford to Mr. Grant 

4 
Mr. Bicear: Yes. The last letter referred to was from Mr. Grant Hall to 

. Hungerford of January 8, 1934. The answer to it was not made until 
ruary 15. It is signed by Mr. Lala oe and is addressed to Mr. Grant 
I. It is as follows:— ; 


Dear Mr. Hati,— 


I have not previously replied to your letter of January 8th because 
the matters contained therein were, generally speaking, dealt with at a 
meeting on January 9th, at which we were both present. 


was a meeting of the joint executive committee of January 9, 1934. 
vas decided that: 


4 The suggestions of the Joint Co-operative Committee for the exten- 
_ sion of the pooling of passenger trains on the Companies’ lines East of 
_ Toronto were fully discussed, and, pending further consideration of the 
_ Montreal Terminals situation and with a view to securing some immediate 
_ economy, and subject to the drafting and submission for approval of an 
agreement covering details, the following arrangements were unanimously 
_ agreed upon. 


n follows a list of five arrangements. The first is the Montreal-Quebec 
of both companies; then the fast afternoon pool trains between Montreal 
Toronto, which are described as using at present Windsor Street station 
tbound and the Bonaventure station eastbound, and that the Windsor Street 
ion should be used in both directions, which, I understand, has not been 
fed out. The third is the night train of the Canadian Pacific and the late 
i train of the Canadian National in both directions between Montreal and 
to. The fourth is that the Canadian Pacific withdraw its morning train 
en Montreal and Toronto in both directions, the morning train of the 
dian National in both directions between those points to be pooled and 
ted into and out of Bonaventure station. The fifth deals with the Montreal- 
il commuters’ service, which was to be pooled, the trains to be run from 
ne Windsor Street station. 
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Then the letter goes on:— 


With regard to. that portion of your letter i deate with et por 
ing arrangement between Quebec-Montreal-Toronto services, the 
matters have been since dealt with and reported upon by the. Joi 
Co-operative Committee. 

With regard to the proposal of pooling west of Toronto, it occurs 
me that the Joint Co-operative Committee has not as yet presented a rep: 
to the Joint Executive dealing with this matter and it would no doubt. 
desirable to instruct them to report promptly upon it. The Jo 
Co-operative Committee has in the past fulfilled a useful purpose | 
bringing out clearly the extent to which agreement can be reached, 
the points which require further ‘handling by the Executive; I think th 
procedure should be followed in this case. 

With regard to the question of Montreal Terminals, I feel that 
Joint Co-operative Committee has explored the situation sufficiently 
develop the points of agreement and dissent, and no good purpose wot 
be served by again referring the matter to them or to any other co 
mittee. I am convinced the Canadian Pacific proposal as contemplat 
in Report No. 10 would produce neither a true central station nor 
economy, nor maximum convenience to the public, but would on 
contrary lead almost immediately to additional capital expenditures 
would add considerably to expenses. Further study of the matte 
therefore unwarranted. q 

In any event, if Report No. 28 of the Co-operative Committee 
approved by the Joint Executive the pooling situation beyond. Tore 
no longer turns on the matter of the Montreal Terminals, because 
apportionment as between Windsor Street and Bonaventure stations 
trains connecting with services west of Toronto will have been de 
mined for the period of the agreement. 


That was answered by Mr. Grant Hall on February 16. This letter readsaam 


Dear Mr. HuNGERFoRD,— 4 

Referring to your letter of the 15th instant regarding passenger t 
pooling arrangements. 

You will recall that at our meeting on January 5th, we agreed 
recommend to the Joint Executive Committee that the extension of. 
existing pool east of Toronto be advanced pending further study of 
Montreal Terminal situation and that this recommendation was appro 
by the Joint Executive. Whatever the Joint Executive Committee n 
decide with reference to Joint Co-operative Committee Report No. 
made pursuant to the adoption of our recommendation, it is my view t 
all matters involved in the extension of pooling arrangements to ~ 
of Toronto or elsewhere are open to study. In view of our recomm 
tion I do not understand why you have reached the conclusion tha 
study of the Montreal Terminal situation should be excluded from 
generality. It is my vpinion that a study by Operating and Traffic 0 
as suggested, would show that existing station facilities could be us 
a substantial extent in the manner proposed by the Canadian Pacifie 
our mutual advantage and with benefit to the public with little ¢ 
expenditure and a saving in expense. 

I understand that the instructions of the Joint Executive Commi 
were to conclude first the pooling to Quebec and east of Toronto and 
Montreal suburban services, and that you and I have already conve 
to the Joint Co-operative Committee the instructions of the Es 
to next study pooling west of Toronto, the transcontinental services 
pooling west of Fort William. In my letter of January 8th, i 
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stated some of the conditions which I thought would face us west of 
- Toronto and asked if you could suggest any way in which the burden 
and advantage could be equitably distributed. 


ie next letter is from Mr. Hungerford to Mr. Grant Hall written on the 
lowing day, February 17, in which he says:— 


’ Dear Mr. Hatit,— 


a Replying to your letter of February sixteenth with regard to pas- 
-_ senger train pooling arrangements :— ; 
q In view of the discussion that took place and the decisions reached 


at the meeting of the Joint Executive Committee held yesterday I really 
. do not see, and presume you will agree, that anything would be gained 
by continuing correspondence on the points at issue. 


thaps I ought to say that Mr. Hungerford and Mr. Grant Hall were in attend- 
ce at the meeting of the Joint Executive Committee with Messrs. Fullerton, 
belle, Beatty, and Black. The reference to the Joint Executive Committee is 
follows in the minutes of the meeting of February 16, 1934:— 

It was resolved that the Joint Co-operative Committee be instructed 
to study the problem of pooling passenger train services in Ontario West 
of Toronto; in transcontinental services and in Western Lines services 

with a view to determining economy possible in these territories, changes 

in train services which would be necessary, as well as any other relevant 
facts, and to explore and develop ways and means of equitably dividing 
burden and advantage between the two Companies with a view to reaching 
agreements which would permit of the pool being made effective as soon 
as possible, and that the Committee be instructed to proceed with their 
investigations on these subjects before considering other subjects already 
referred to the Committee by the Joint Executive Committee, provided, 
however, that this resolution shall not be construed as delaying the 
immediate effectiveness of the Quebec-Toronto pool already agreed upon. 


‘ 


y The final letter of the correspondence is an acknowledgment by Mr. Grant 
all of Mr. Hungerford’s letter, this being dated on the 19th of February, 


334, and reading as follows:— 


Referring to your letter of the 17th inst., regarding passenger train 


x 
a 


© 


tas 

‘ pooling arrangements. aie 
a I agree with you that there is nothing to be gained by continuing 
__ our correspondence on the points at issue inasmuch as they are involved 
. in the instructions to the Joint Co-operative Committee, as a result of 
? the meeting on Friday last of the Joint Executive Committee. 

_ Hon. Mr. Moravp: Is the report of the Joint Co-operative Committee 
n the Montreal terminals already filed? 


Mr. Biccar: There is no report on the Montreal terminals. 

~ Hon. Mr. Moravp: The letters you have just read speak of a report, or 
‘study of the Montreal terminal facilities, and that it could be done without 
or with very little expenditure. 

Mr. Biccar: Yes, the study is filed. It is not a report of the Joint Co- 
perative Committee, but you will find, beginning at page 239 of the pro- 
eedings— 

Hon. Mr. Moravp: Could we find if this study has been made the subject 
report? 

Mr. Biccar: It has not. I say you will find on page 239 of the proceed- 
nd following pages, a long memorandum with the Canadian National 
ntions set out, and the Canadian Pacific comment upon them. That 
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Poca atinrn runs for nearly ten pages, and it was sent by Sir Edward B 
to Mr. Hungerford on the 18th of September, 1933, in a letter in whic. 
Edward Beatty comments on the situation. Then you will also find subs 
quently in the same series of documents the memorandum which Mr. Armstrong 
is in process of reading. It is at page 292 of the proceedings. Mr. Armstrong 
read the finst three pages of it last night. That discusses the whole situatil 
from the point of view of the Canadian Pacific technical officers. 

Hon. Mr. Moravup: Of the Montreal terminal? 
Mr. Biaear: Yes. Shall we go on? 
The CuatrMAN (Hon. Mr. Beaubien): Yes. 


J. E. Armstrone was recalled and took the stand. 


By Mr. Biggar: 


Q. Mr. Armstrong, we left off in the middle of page 204 of the printe 
proceedings.—A. Yes. 


By Hon. Mr. Moraud: 


Q. May I ask Mr. Armstrong what was the amount involved in the 
Montreal terminals, before we proceed any further?—A. The answer to tha 
must be indefinite. It would depend entirely upon what was done in connet 
tion with the Montreal terminals, and as no conclusion was reached as to whi 
should be done no final estimates were made with regard to the costs. 


By Mr. Biggar: 


Q. As I understand the documentary material, the position can be shortl 
stated. Is this correct? If it was only the pool trains and the principal non 
pool trains which were based on Windsor street no capital expense needed t 
be incurred; but if Bonaventure station was practically abandoned for passer 
ger purposes, then the expenditure of $6,000,000 would be required in connes 
tion with the yards that, serve Windsor street station?—A. That is correct, 

Q. Now, will you go on from where you left off? 


By Hon. Mr. Moraud: 
Q. And you suggested that Windsor street station should be used as ° 
Montreal terminal for all pool trains?—A. Yes. 
Q. All passenger trains?—A. All pool passenger trains. 
Hon. Mr. SuHarpr: $6,000,000? 
The Cuatirman (Hon. Mr. Beaubien): No, no expense for the pool trains, 
Hon. Mr. Moravp: If they used both stations 
The Witness: The agreement which was reached in the Joint Co-operat 
Committee was that all pool passenger trains and all principal trains’ of 
companies could be served by Windsor street station without any capi 
expenditure. 


By Hon. Mr. Sharpe: - | 
Q. If they used it for all passenger trains $6,000,000 would have to be 
spent?—A. Yes, sir. 


By Hon. Mr. M ee 


@. And if they left it as it is now, some of the passenger trains going 
- Bonaventure and some to Windsor, there would be no capital expenditure’ 
A. No, sir. 

[Mr. John E. Armstrong.] 
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a By the Chairman (Hon. Mr. Beaubien): 
-Q. Mr. Armstrong, I suppose, for the purpose of basing all trains at Windsor 


ion you would have to make a connection between the Canadian National 
nd the Windsor station?—A. That was one of the suggestions. 

‘Q. And that would involve a very large expenditure?—A. Yes, sir. 

Q. Whereas if you based only the pool trains, they could come in by your 
?—A. Yes, sir. 


+ 


_ By Hon. Mr. Hugessen: 

-Q. But the proposal went further than that. Not only the pool trains but 
principal non-pool trains were to go to Windsor street?—A. Yes, sir. 

‘Q. I travel a good deal on the Ocean Limited and the trains from the East. 
uld not that involve a considerable extension of the time, say, for the Ocean 
ited to come into Montreal?—A. I think not, in this way. It is more or less 
4-hour run between Halifax and Montreal—I am not giving actual time— 
there is an increase in distance of 20 miles to reach Windsor street. 


By Hon. Mr. Murdock: 


Q. That is from St. Henri to Dorval and into Windsor street?—A. No, sir. 
Halifax trains now come from Levis over the Victoria bridge at Montreal 
into Bonaventure station by St. Henri. One of the suggestions for handling 
trains was that they cross the Quebec bridge to reach Montreal via the 
-R. line from Quebec. 


By Hon. Mr. Hugessen: 


Q. That would involve leaving Drummondville and St. Hyacinthe without 
‘services?—A. Without any services of the Maritime trains. 


By Hon. Mr. Moraud: 


Q. It is the only service they have, except for local trains—A. Local trains 
Id have to be put on. 


By Hon. Mr. Hugessen: 


Q. There would not be any economy there—A. It would avoid the transfer. 
Q. The same comment would apply to the trains on the Canadian National 
land lines. The day train from Portland to Montreal, and the morning train 
a Island Pond?—A. Those trains, I think, were to remain in Bonaventure 
ion. But the matter was never carried through to a conclusion, and I cannot 
positive statements as to what was proposed, because we never reached a 
slusion. 

Q. Surely the Canadian National day train from Portland is a main passen- 
train?—A. I should say so. 

Q. I understood your suggestion was all main passenger trains?—A. The 
ss to Windsor street via Quebec was not the sole suggestion. There were 
e or four propositions, no one of which was carried to a conclusion. 


" By Hon. Mr. Moraud: 

Q. Were there any other possible propositions? Even that would involve 
e capital expenditure—A. That was the proposal which the Canadian Pacific 
ured. I cannot speak for the Canadian National. 


- By Hon. Mr. Horsey: 


Q. What saving would there be without capital expenditure, bringing the 
rains in?—A. The saving would be chiefly in convenience to the public in 
‘rains reaching Windsor street, for example, this Maritime train, would have 

to the Park avenue station, Montreal West and Westmount, none of which 
lave to-day. 
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By Hon. Mr. Moraud: 4 4 
Q. They would not have access to Park pets OU Yes, sir, coming by 
Quebec bridge. 
Q. Oh, by the Quebec bridge, yes. That is the north shore?—A. Yes. 
Q. And there would be no more south shore?—A. Right. — a 
Q. So cities like St. Hyacinthe, and so on, would be served only by I 
trains. 


By Hon. Mr. Robinson: 


Q. Under this plan would they be running Windsor street as a joint stati 
A, Yes, sir. 


By the Chairman (Hon. Mr. Beaubien) : 

Q. In relation to the matter we are discussing now, the only thing that 
taken into consideration was the pooling of trains west of Toronto?—A. Yes, 

Q. And therefore the subject we have been discussing— 

Hon. Mr. Moravp: No. 

Hon. Mr. Hucessen: No. 

Hon. Mr. Moravp: The joint terminal in Montreal was taken into | COr 
sideration. 

The CuarrMANn (Hon. Mr. Beaubien): I understand that we are discus SI 
the extension of the pool trains west of Toronto. 4 

Hon. Mr. Moravp: No, the Montreal terminal— : 

The Cuatrman (Hon. Mr. Beaubien): But as related to the pooling 
trains west of Toronto. f 

Hon. Mr. Moraup: Not as related to the general pooling. aa 

The Cuarrman (Hon. Mr. Beaubien): I think that is very cleans in | 
correspondence. 

Hon. Mr. Hucessen: What I wanted to get a was this. It did not s 
to me that the question of the pooling of the station facilities in Montreal h 
anything to do with the pooling of trains west of Toronto. Yet it seems 
that the Canadian Pacific. was constantly harping back—if 1 may use t 
expression—to the suggestion to pool all principal trains in Montreal by the u 
of the Windsor station, as a condition of their pooling trains ‘hae of Tore ont 
I could not understand ‘the reason for that. 

The Wirness: I believe the National have taken the same peettiGn as | yo 
understanding in their memorandum. 


By Mr. Hugessen: 

Q. I want to be satisfied —A. If it is not in the memorandum I will try 
explain it more fully. 

Mr. Biccar: Perhaps, if the committee wants to go into that or 
situation profoundly, the easiest way would be to run through the contempok 
documents that are in print. 4 

Right Hon. Mr. Mretcuen: It would be shorter to get the witness’s- ie 
ment. It would take less time. 

The CuarrMan (Hon. Mr. Beaubien): I would like you to put your | he 
on the point where negotiations stopped, and why they stopped. 

Mr. Bicear: Mr. Armstrong will deal with that. | 

The CuarrMan (Right Hon. Mr. Graham): It is hard for us to under ta 
the details. a 

The Wirnsss: I shall be very glad to do anything I can. 

[Mr. John E. Armstrong.] 
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mm .- By: Mr. Biggar: « 
Q. Will you go ahead, Mr. Armstrong? Shall we go on at page 294? You 
d in the middle of the page, the italicized heading marked “ A.”—A. Mr. 
sgar, before I start reading further from my memorandum, may I explain 
ae between two stools when Senator Dandurand kindly picked me up 
arday ? 
Q. Yes.—A. The same matters are expressed in two ways in the published 
yeeedings, and in recalling them both I fell between two stools and did not 
yress either. I think Senator Dandurand was right in his statement, but 
xe was another statement that caused me to fall between two stools. In 
r. Fairweather’s evidence on page 166, he said in answer to a question: — 
te We are not talking anything except passenger business. However, 
- Mr. Grant-Hall indicated what seemed to Mr. Hungerford a readiness to 
_ go beyond Toronto. We had insisted all the time that they must go 
~ through to Windsor, Ontario, and Sarnia. We said that in effect the pool 
| should go to Chicago, but the actual train pooling arrangement should go 
as far as Windsor and Detroit. 


ett i 


iA By the Chairman (Right Hon. Mr. Graham) : 

| Q. Did you_mean Windsor and Sarnia or Windsor and Detroit?—A. I 
xan Windsor, Detroit and Sarnia. Our line to Chicago goes through Sarnia. 
re Canadian Pacific line to Chicago connects with the Michigan Central at 
etroit. Now, the plan was that they abandon that connection with the 
‘ichigan Central and allow their passenger traffic to flow through Sarnia on 
t line through to Chicago, on the old Grand Trunk line. Mr. Hungerford 
‘med the impression that the Canadian Pacific were willing to go beyond 
oronto, that they were willing, in fact, to go to Sarnia and Windsor and that 
‘was only because they desired time to study some of the implications of 
| that they were withholding at that time the pooling arrangement. At the 
yttom of page 183 or the proceedings there is this paragraph from Exhibit 
0, 40—that is the written statement by the Canadian National section of 
fe Joint Co-operative Committee:— 

ae The attitude of the Canadian Pacific at this meeting, 


hat was the meeting of January 5, 1934, between Mr. Hungerford and Mr. 
rant Hall. 

ee): 

with regard to the terminal problem in Montreal, seemed more con- 
_ ciliatory than in previous discussions. The suggested arrangement was, 
in fact, the Canadian National suggestion for the division of pooled 
trains between the terminals as regards pooling in Ontario and Quebec, 
excluding the Boston services and transcontinental services. The Cana- 
» dian Pacific concession seemed to remove the question of the terminal 
- problem in Montreal from any further negotiations for an extension of 
the pooling arrangement west of Toronto, because it disposed of all 
_ the trains connecting with Toronto, and inasmuch as the full details of 
ie pooled train schedules west of Toronto had been jointly agreed to (See 
Le Exhibit “D”), it was hoped 


there is the change in the wording. 
TR that the pooling west of Toronto would promptly follow; 
e it that this was a Canadian National hope, not a joint hope, necessarily. 


in fact, the Canadian Pacific agreed in the Joint Executive Committee 
meeting that immediate joint study be made of the extension of the 
Rie " pooling arrangement west of Toronto and in the transcontinental field 
east of Winnipeg. 
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Then there is a short paragraph that is not particularly ijekiinenth And ¢ t 
first full paragraph at the top of page 184 reads:— 

The studies which had been agreed to were carried on, butl 

hopes of a speedy extension of the pooling arrangement were not realiz x 

It proved possible to reach complete agreement with regard to 1 

details of pooled services west of Toronto with the exception of 1 

determination of which company should operate the pooled tra 

between London and Windsor, which detail difference was only in ce 

nection with the balancing of disturbance to labour. 


I would like to call attention to two things in that paragraph. It see 
to have been an expression of the Canadian National hope, and the stateme 
in the latter part of the paragraph is one with which I cannot agree. 


By Hon. Mr. Moraud: 


Q. Mr. Armstrong, Iam not so sure that it was a Canadian National ho pe 
I was a director of the Canadian National at the time, and we did not car 
on pooling between Quebec and Montreal and Montreal and Toronto while 
was there because we were told that this should be carried on at the sa 
time as pooling west of Toronto. And as a matter of fact, this pooling betwe 
Quebec and Montreal and Montreal and Toronto was carried on only after’ 
left—A. I would point out, if I may, that at the time of making this m 
randum, which is dated January 8, 1935, the Canadian National had 
memorandum which I have been reading, which is dated July 11, 1934, 
had that correspondence between Mr. Hungerford and Mr. Hall; and I 
quite sure they knew what our position was. Unfortunately the Cana 
Pacific did not receive a copy of this memorandum of January 8, 1935. I kn 
nothing of it until it was submitted here in evidence. Had that question aris 
at that time these misunderstandings might have been cleared up. . 

Q. This pooling of Quebec-Montreal and Montreal-Toronto was discuss 
in the fall of 1933, because the old board of directors resigned on the 31st) 
December, 1933, and at that time negotiations were being carried on. ie I 
fact, it was studied prior to that, even, because the Canadian Pacific made 
statement to the Canadian National in regard to it in March, 1933, immediate 
after Report 4 had gone into effect. 4 


By Hon. Mr. Murdock: 4 

Q. Mr. Armstrong, if you had read the sentence at the bottom of pag 
183 and its conclusion on page 184, you would have cleared up that point, 
think.—A. Shall I read it ? 

Q. Yes, I think so.—A. It says: 

In the light of these circumstances, the Board of Trustees of 4 

Canadian National Railways approved of the extension of the passe 

train pooling arrangement to cover the Quebec-Montreal and the bal 

of the Montreal-Toronto and Ottawa-Toronto services and the 

Co-operative Committee was instructed to prepare details of the arrang 

ment. This was done in Report No. 28 of the Joint Co-operative C 

mittee (see Exhibit ‘‘H”), and the arrangement was made effecti 
March 11, 1934. 


Hon. Mr. Moravup: That is quite all right. But what I say is that 
during 1933 negotiations were carried on between both railways for the pooli 
of trains between Quebec-Montreal and. Montreal-Toronto, but nothing 
done because the Board of Directors at that time wanted the pooling we 
Toronto to be carried on at the same time. And it was only after we left, | 
the 31st of December, 1933, that the Board of Trustees gave effect te 
pooling—-in March, 1934. s 

[Mr. John E. TES 
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By Hon. Mr. Hugessen: ; 

_ Q. Mr. Armstrong, may I put the proposition to you as it appears to me, 
ying to be as fair as possible? The Canadian National abandoned the whole 
their passenger traffic service, two or three trains a day, between Montreal 
d Quebec— 

_ Hon. Mr. Moravp: Five.’ 


By Hon. Mr. Hugessen: 


Q. They abandoned also the whole of their passenger service between 
tawa and Toronto and practically abandoned all passenger service on the 
4ins between Ottawa and Napanee on their line. As against that you 
andoned one day train between Montreal and Toronto, and though it is true 
u abandoned your afternoon express between Montreal and Toronto, though 
tuns mostly over Canadian National lines, it starts from the Windsor Street 
ution. I put it to you, under these circumstances was it not up to you to do 
mething more? Had not the Canadian National gone a great many steps 
rther than you had? And was it not up to you to agree to do something to 
ake the balance of advantage a little more equitable between the two lines?— 
May I express the reply im this way? It goes back to Report 28. Under 
sport 28 the abandonment of Canadian Pacific train mileage is greater than 
e Canadian National abandonment of train mileage. The Canadian Ntional 
andoned certain trains between Montreal and Quebec— 

_ Hon. Mr. Moravup: All of them. 

The Witness: Except the Maritimes. 

_ Hon. Mr. Moraup: The Maritimes is not a Quebec train. It does not go 
Quebec; it just passes through Lévis. It is most inconvenient for Quebec 
ople to take it, and they do not take it unless they have to. 

The Wirness: The distance between Montreal and Quebec is something 
er 170 miles. The distance between Montreal and Toronto is well over 300 
wes. The distance from Ottawa to Toronto is somewhat less. Between 
ontreal and Toronto the Canadian Pacific abandoned their fast afternoon 
21. 
A By Hon. Mr. Hugessen: 

 Q. That is hardly an abandonment, because it starts from the Windsor 
reet station in Montreal—A. It is an abandonment in this sense, Senator, 
at although it starts from the Windsor Street station it leaves the Canadian 
acific trackage at Dorval, immediately west of Montreal. So the entire Cana- 
an Pacific line, from Dorval, a suburb of Montreal, to Toronto, loses the 
rvices of that fast train. 


By Hon. Mr. Moraud: 

 Q. But it is a fast train, stopping at only two or three stations between 
ontreal and Toronto. It does not pick up any local traffic—A. The Canadian 
acific also abandoned the morning train, in each direction, which runs from 
onaventure station to Toronto. The Canadian Pacific dropped that train 
tirely off its line. 


si 
« By Hon. Mr. Hugessen: 
_ Q. But that is the only train you really abandoned?—A. I do not follow 
at statement. 

_Q. That is the only train that you did abandon, other than the pooled train, 
fast. afternoon pooled train. And though you did abandon this, you got a 
ponding advantage, because that train leaves from and arrives at Windsor 
station?—A. The fast afternoon train stopped, as I recall it—this is 
+ to confirmation from old time tables—at Bedell, on flag; it stopped at 


iu 
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Smith’s Falls, at Perth, at Belleville, at Trenton and at Oshawa—at | 
those places. That service was removed from our tracks. Now, that was 
a complete jumping from Montreal to Toronto without service. The fast poc 
train does not touch any of those stations that I have named, at least on C 
trackage. i 


By the Chairman (Right Hon. Mr. Graham): | 2 

p Q. Well, do you not think that instead of that being a sacrifice on the F 
of the Canadian Pacific, it is a great gain?—A. It was a saving in train miles 
Mr. Chairman, and that was the economy in it. But when you bear in mi 
that people starting from these stations I have named, say to go to Toro 
go to a Canadian National station, and to the Canadian National ticket off 
and buy a Canadian National ticket, I doubt that the Canadian Pacific g 
very much of the haul between Montreal and Toronto. 


By Hon. Mr. Moraud: | 
Q. But 90 per cent of that traffic originates in Windsor street station?—# 
have not any percentage, sir. q 


By the Chairman (Right Hon. Mr. Graham): 4 
Q. I think the Canadian Pacific won more than it lost—A. That agar 
one side of the shield. Sometimes one finds that neither party is satisfied 
each party feels it has been put upon somewhat, though there may be a 
fair agreement just the same. The Canadian Pacific does not feel sa 
that it is anything ahead in this pooling; it feels that it is hurt by this p 
that is in effect now. And the Canadian National feels the same thing. 

Q. In my humble judgment, the Canadian Pacific got the better of t 


Q. Why go through Oshawa? I suppose IT am to blame as much as 
body. I was Minister of Railways and got mentally murdered for giv 
mission for the line to be built. It went across C.P.R. exclusive terr 
Grand Trunk exclusive territory to get traffic along the river St. Lawrence. 
people said I made a mistake; maybe I did. I am just pointing out the sit 
as it has developed. I am not criticizing anybody. The C.P.R. comey 
from Glen Tay on the northern exclusively C.P.R. track to a point, which 
Grand Trunk original road. The C.P.R. runs across from its north line 
is the line running between Montreal and Toronto.—A. Through Havelock 
Peterborough. 4 

Q. Yes. I gave permission to build a line across, I think, to Oshawa.— 
Agincourt is where it comes off at the west end. 4 

Q. It runs parallel to the old Grand Trunk to Toronto.—A. Not 
into Toronto. i 

. Q. It gets away from the river front and comes into North Tor 
least, it did, but it does not now. The C.P.R. made an agreement 1 
Toronto Terminals, and they come in with the Canadian National - 

[Mr. John E. Armstrong.] a 
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onto Terminals. I have been figuring it out historically during the last few 
s, and I think the accruing benefit is with the C.P.R. anyway. I will not 
it any stronger. 

Hon. Mr. Moravup: Besides that, if a person is going direct from Quebec 
‘oronto, he will not buy a ticket to "Montreal and then go to the Bonaventure 
ion and buy a ticket to Toronto. 

The Wirness: I would suggest that in the Quebec station both the C.N.R. 
the C.P.R. have separate ticket offices. 

Hon. Mr. Moraup: Yes. But if I buy a ticket to Toronto, I would not 
+ to buy a C.P.R. ticket to Montreal and then change to Bonaventure station 
roceed to Toronto on the C.N.R. So you get all the benefit of this pooling. 


By Hon. Mr. Robinson: 
Q. I am trying to reduce this to dollars and cents, Mr. Armstrong. I 
iid like to know what the saving would be, for instance, in the Montreal 
minals and in the pool trains between Montreal and Toronto and Montreal 
Quebec, and between Toronto, say, and Windsor. We are chiefly concerned 
1 savings.—A. That, I think, can be answered readily. Between Montreal 
Quebec the Canadian Pacific was handling about 80 per cent of the business. 
ween Montreal and Toronto unfortunately I cannot state the percentage. 
Canadian National was handling the greater part of the business. By pool- 
we saved 972,000 train miles. Our estimate was based on an arbitrary figure 
1 per train mile or $972,000 on the Quebec-Montreal and Montreal-Toronto 
ns. 
Q. $972,000?—A. On the basis of $1 per train mile, which was somewhat 
n arbitrary basis. That is the annual saving of course. Does that answer 
r question? 
Q. Yes, that part. What would be the saving if you carried out your plan 
the Montreal Terminals?—A. I doubt whether there would be any great 
ng of money. I do not know. To my knowledge it has never been figured 
4 the saving in money would be. It would be a saving in convenience to the 
lic. 
'Q. We are chiefly concerned in saving money. What would be the saving 
he pooling of trains between Toronto, Windsor and Sarnia?—A. That would 
end on how the pool would be carried out. We could never reach an agree- 
it. 
Q. You have never had any estimate?—-A. There were estimates of train 
savings. I shall read that from this memorandum as I proceed. 
Q Thank you. 


By Hon. Mr. Dandurand: 

Q. Since we have interjected a discussion of this question of terminals 
ring on the pooling of trains from Toronto westward, I should like to 
idate a point which may interest the committee. You have just read a 
ement in which you give seven reasons why the Canadian Pacific could not 
ar into that pooling arrangement west of Toronto.—A. Yes, sir. 

Q. They bear on:— 

i (a) The elimination of Canadian Pacific passenger train services on 
4 its own tracks with its own trains, 


_ London, Chatham, Windsor, Detroit and Chicago, 

p25; 

(c) The effect. of such eliminations and severances upon Canadian 
Pacific freight traffic interests in the intermediate territory served through 

_ the ero Soe 


(6) The elimination of recognized Canadian Pacific stations at 
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(d) The ara of revision of the Canadian Nationals Pull 

contract, 

and so on; a 
(e) The necessity of severing contractual reece with { 
Michigan Central, 

and so on; 
(f) The effect of the cancellation of the passenger traffic contr 

upon freight interchange with the Michigan Central, a 

(g) The effect upon the important Canadian Pacific Steal 

interests, 


‘and so on. 


These seem pretty weighty reasons. I wonder if they did not make t 
pooling insuperable. All these reasons accumulated strike me as of s01 
importance and perhaps making it impossible for the Canadian Pacific to” 
into that pooling arrangement. And yet I find it is not so. I conn t 
citation: — S 
As it appeared to be impossible to find an equitable distribution 

burden and advantage in pooling west of Toronto only, but as it” 
thought that this might be found by inclusion of the Transcont 
services, these areas were coupled in the studies by the Joint Co-operati 
Committee. : 


Is it not logical then to say that these objections bore on an equitable di 
tion of burden and advantage, and that they could be adjusted if the 
found elsewhere an equitable distribution of burden and advantage’—A. ¥ 
sir. ; 
Q. That is it?—A. Yes, sir. That has been the Canadian Pacific p 
right from the time of the meeting of January 5, 1934. If we can find) 
equitable distribution of burden and advantage we are quite prepared t 
ahead with this pooling. oY, 


By Hon. Mr. Murdock: | 

Q. Have we not overlooked the last two paragraphs of the letter written 
Sir Edward Beatty to the chairman of the trustees under date of October 9 
to be found at page 185 of our proceedings? They are as follows:— | 


After careful consideration it has been decided by our Execu 
that this Company cannot agree at the present time to proceed on 
basis heretofore suggested with a pooling West of Toronto which ¥ 
involve the severance of its present satisfactory arrangements with | 
connections for the handling of traffic to and from Chicago, because) 
the seriously detrimental effect such pooling would have on the ¢ C 
pany’s rail and steamship interests. = 

The difficulties in the way of reaching a mutually satisfact0| 
arrangement in regard to pooling West of Toronto and in Trai 
tinental (East of Winnipeg) passenger train services appear at p 
to be insurmountable and, under the circumstances, in my opinion 
useful purpose will be served by our considering them further. — 


Hon. Mr. Hata: But after they wrote to the joint executives, and the j 
executives never answered, they still went on and negotiated and reached 80 
conclusion. So that apparently does not bind them at all. The evidei 
Mr. Armstrong was to the effect that negotiations broke down, but th ey § 
carried on and reached an agreement. a 

{[Mr. John EH. Armstrong. ] 
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Bicear: That is the reason I suggest we should run through the docu- 

yecause there is this to be said. When you go through the document as 

of January 16, 1934, it will be seen that Mr. Fullerton at page 297 had 

. Beatty they would not consider the Montreal Terminal situation any 

He said, “ It is quite impossible for the Canadian National to make any 

rther concessions in the proposed pooled train services.” You have to £0 
ugh the whole thing to get it fairly. 


Hon. Mr. Carper: Looking at that statement quoted by Senator Murdock, 
is qualified. Sir Edward Beatty said: After careful consideration it has been 
a by our executive that this company cannot agree at the present time— 
all attention to those words, “cannot agree at the present time.” He con- 
ued—to proceed on any basis heretofore suggested with a view to pooling west 
oronto. So there are two qualifications, that they cannot agree at the 
ent time on any basis that has been suggested. That does not mean they 
uuld not find some other basis. . 
Hon. Mr. Murpocx: But he said also, “No useful purpose will be served 
“our considering them further.” 

Hon. Mr. Carper: That is the basis that had already been suggested. 
Hon. Mr. Parent: At the time of their discussion. 


Hon. Mr. Cauprr: Yes. 


mm By Hon. Mr. Calder: 


Q. Is not that right, Mr. Armstrong?—A. That is my understanding, sir. 
Q. It has not been that you had abandoned all hope of finding a pooling 
angement?—A. Perhaps I can straighten it out in this way. The joint 
cutive committee did not remove their joint co-operative committee instruc- 
to carry on studies of this pooling. 

. Then you had a further matter in mind, and that was to consider the 
ng there with pooling west of Port Arthur?—A. That was included in this. 
-Q. So you were trying to find a balance?—A. We were trying to find a 
ance. 


_Q. By linking those two proposed poolings together?—A. Yes, sir. 


By Hon. Mr, Robinson: 

2. As I understand it, the Montreal Terminals were a sort of condition to 
sidering the pooling west of Toronto, that the C.P.R. wanted to offset one 
: iz the other. Perhaps I should not ask you that, Mr. Armstrong. Really 
‘CPR. wanted to place the Montreal Terminals against the pooling west of 
onto. The Montreal Terminals would not save anything: is that right?— 
“am not sure that is quite right. One of the reasons why the Canadian 
ic was so strongly in favour of adopting one of the existing stations in 
real as a Union Station, and did adopt the Windsor Street station as its 
Stion because no suggestion was ever made by anyone that Bonaventure 
d be adopted as a Union Station, was with a view to avoiding further 
vy terminal expenditures by the Canadian National in building a station 
eplace the Bonaventure station. 

Q I could not understand why the Canadian Pacific should be so interested 
\rotecting the Canadian National—A. The Canadian Pacific is a taxpayer 


_ By Hon. Mr. Moraud: 

Q. But if you have to spend $6,000,000 on your station, would it not be just 
to have a union station in Montreal? It would be much more convenient 
ur station. Your station is a dead-head station, and always will be—A. 
n lies off the through lanes of traffic on Dorchester and St. Catherine 
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Q. It is a dead-head station, and always will be—A. Yes, sir. i 

Q. And the projected union station would not be—A. No, sir, 
Q. And judging by the figures I have read in the papers, it would no 
any more to build a new union station than you would spend on your own stati 
—A. Although it is a dead-end, a stub-end station, it is not subject to the 
strictions of a tunnel at one end and a drawbridge over a canal at the other, — 
Q. With that union station would it be subject to a drawbridge?—A. TI 
is not a grade crossing or any other obstruction between Windsor street sta 
and the present coach yard or the coach yard being provided. a 
Q. But this union station would not be subject to any drawbridge, would 

It would not change the approaches very much. It is about a few hundred 
from your own station—A. Wouldn’t that depend on how our eastern tra 
arrive? | 
Q. At present your eastern trains all arrive in the Windsor station?—A. ¢ 
suggestion for the new station was that our trains be diverted from the east, ¢ 
come in over the Victoria bridge. 4 
Q. But that is another story. They would not have to do that, would they 
A. There was either that alternative or the building of a long tunnel from” 
vicinity of Atwater avenue, under McGill University, to connect with the Cai 
dian National tunnel. 3 
Q. That is another scheme altogether—A. Are you referring to the 2 
Canadian National station as the union terminal? i 
Q. You would not have to go under McGill University.—A. Are 
referring— dl 
Q. Dorchester street station—-A. We were compelled to come into a t 
in the vicinity of Atwater avenue, and swing north. That station lay at 
angles to our station and almost in front of it. We either had the alterna 
of a tunnel or a high overhead structure to get into the south end. 
The CuarrmMAn (Hon. Mr. Beaubien): Now, gentlemen, if you are fi 
I am told by Colonel Biggar that this matter will be made perfectly clear if 
continue with the evidence. 4 
Mr. Biccar: The Chairman is rather optimistic. 


Some hon. Senators: Oh, oh. 


od 


By Mr. Biggar: q 
Q. Well, will you go on? Probably in the light of the discussion we have] 
you can summarize something that otherwise would have taken more ti 
A. If the members of the committee have before them Proceedings No, 7; 
which Exhibit 40 appears— 4 
Hon. Mr. Huaressen: What page? 
By Mr. Biggar: q 
Q. It is the exhibits to Exhibit 40. You are turning to what page?— 
About the middle of page 294. a 
__ Q. That is where you left off last night—A. That is where I left off 1 
night, in Proceedings No. 7. Just below the middle of the page there is a 
graph A with an italicized heading. 
Q. Yes?—A. The heading is, “ The method of balancing burden and ai 
tage in so far as train cancellations and labour displacement are concer 
That is the general heading for the material to follow. i 
The Canadian National originally proposed:— 

(a) That the Canadian Pacific operate certain pooled trains Lo 

Windsor over Canadian National tracks; 

(6) That the Canadian National operate the Montreal-Winnipeg 
trains Ottawa-North Bay over Canadian National tracks: “i 
[Mr. John E. Armstrong.] i. 
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hat the Canadian Pacific operate the Toronto-Winnipeg pooled trains 
Toronto-Bala Park over Canadian National tracks; and 

(d) That the Canadian National operate as a part of the pooled Mont- 
. ee ripe service a train Montreal-Ottawa over Canadian National 
tracks. 

If the Canadian Pacific will agree to the operation of the Montreal- 
Ottawa service in (d) the Canadian National will handle the London- 
__ Windsor trains in (a) and agree to the Canadian Pacific operating on its 
own tracks the services listed in (b) and (c). 


& 


(f 5 ou gentlemen have not this before you, you may find it difficult to follow. 


| By the Chairman (Right Hon. Mr. Graham): 
__ Q. That was to make an exchange?—A. That was their proposal as I said 


By Hon. Mr. Calder: 


Q. You are there linking the pool west of Toronto with the pool between 
ontreal and Winnipeg?—A. Yes, sir, just that; seeking an equitable distribu- 
n of burden and advantage. 
_ Q. When Sir Edward wrote that letter he had not before him this sugges- 
mn?—A. Yes, sir, this is dated July 11, 1934, and his letter is dated October 4 
34, 
Q. So, with that before him, he said, “We cannot agree upon that basis.” 
A. Yes, sir. 

. Now, in regard to paragraphs (a) and (b)—and that has to do with the 
peration of trains in the London-Windsor territory and the Montreal-Winnipeg 
ory: 


The Canadian National position is that the operation by the Cana- 
dian Pacific of trains London-Windsor over Canadian National tracks 
and by the Canadian National Ottawa-North Bay over Canadian Na- 
tional tracks would aid the Canadian National labour situation by dis- 
tributing labour displacement among several promotion districts and 
__ might be of similar advantage to the Canadian Pacific, and that opera- 
tion of Canadian Pacific trains over Canadian National tracks London- 
Windsor would be a step in the direction of line abandonment by the 
Canadian Pacific, as suggested, Woodstock-Windsor. 
, The Canadian Pacific position is that due to existing agreements 
_. Canadian Pacific labour cannot operate over Canadian National tracks — 
London-Windsor, and that the track abandonment study Woodstock- 
Windsor has not yet advanced to a point where it can be considered in 
_ determining action to be taken in connection with pooling. ae 
‘hen, in regard to paragraph (c): 

The Canadian National position is that to operate over Canadian 
National tracks Toronto-Bala Park would save extra train sections by 
_ reason of more favourable grades. 
% The Canadian Pacific position is that the difference in extra sections 
involved Toronto-Bala Park is negligible, being estimated at only 2,000 
miles per annum, that. the Canadian Pacific tracks have heavier rail and 
_ better ballast, are better maintained and are the more suitable for pas- 
- senger trains, that the use of the Canadian Pacific line permits of Western 
' connections at West Toronto and serves local traffic at both Parkdale and 
_ West Toronto, and that such use would allow further economy by per- 
_ mitting the Canadian National to reduce its maintenance standard Tor- 
onto-Bala Park. ' ; 
11—25 : 
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th regard to paragraph (d): 


The Canadian National position is that the cneeneed Ny a fea of t 
pooled transcontinental service by the Canadian National Montrea 
Ottawa is essential to it for its express fish traffic, its Maritime, Boston | 
New York connections, and to protect its traffic beyond Montreal a 
Winnipeg, that the Canadian Pacific cannot make the present time of ty 
hours and fifteen minutes on its line Montreal-Ottawa with the sing 
pooled train it proposes, and that to operate the pooled train as one tral 
out of Montreal would involve so many additional train sections on t 
Canadian Pacific that the regular operation of a Canadian National ira 
from Bonaventure would be justified. 

The Canadian Pacific position is that discussion should be had w i 
the railway express agency to see if an arrangement could be made to g 7 
the Canadian National the same net revenue as at present from t 
express fish traffic if it moved via Windsor street station instead 
Bonaventure station, that any disturbance of the “beyond” busine 
resulting in advantage to the Canadian Pacific could be taken into 
sideration in connection with business transferred from the Michigg 
Central west of the Detroit river, than the Canadian Pacific can ma 
two hours and forty-five minutes or less Montreal-Ottawa with the pool 
train and that this is no more time than would be required under t 
present schedule plus switching time at Ottawa if the Transcontinent 
trains east of Ottawa were based on both Windsor street and Bonaventtl 
stations, that the second section miles Montreal-Ottawa, as join 
estimated, are less than 20,000 per annum as compared with approximate 
90,000 per annum involved in a regular Canadian National train, 
that to have a pooled train based upon both Windsor street and Bor 
venture stations would involve additional cars in the consolidated tr 
beyond Ottawa, thus reducing the car mile economy and increas 
second section operation beyond Ottawa, and would also result in eco 
fusion and inconvenience to the public. 


> 


By Mr. Hugessen: — 

Q. So at that point the negotiations seem to have broken down on the ¢ 
question of whether the C Nanadian Pacifie and the Canadian National show 
both operate Aide altae hia trains between Montreal and Ottawa. Is that 
—A. And how the train service should be handled in the west of Toronto are 
Q. The Canadian National apparently agreed to the Canadian Pacific ¢ 
posals on that if the Canadian Pacific would agree to allow the Canadian Natio: 
to operate one train between Bonaventure station and Ottawa-to connect Wi 
the through western train of the C.P.R.?—-A. They would agree to the Canada 
Pacific operating certain trains over the Canadian National tracks west 
Toronto, but our agreements with labour prevented our operating trains O¥ 
the Canadian National tracks, so we could not accept their proposal, do you s@ 


By Hon. Mr. Buchanan: 

Q. Is that labour agreement applicable to all lines?—A. Yes sir. 
Then we come to “The Use of Montreal and Winnipeg Stations,” whic 
a general heading, lettered ‘‘B,” at page 295:— : 
The Canadian National would not agree to the original Canad 
Pacific proposal of July, 1933, that the Canadian Pacific stations at b 
Montreal and Winnipeg be used by the pooled Transcontinental tra 
As a compromise the Canadian Pacific offered in February, 1934, 
its pooled Transcontinental trains via the Canadian National 
station, if Windsor street station only were used by this pooled 
(Mr. John E. Armstrong.] ' 
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ontreal. The Canadian National have not agreed to this com- \t 


promise. They have stated that both stations must be used in Montreal, ng 
but that they are willing to consider routing the pooled trains via the 5 
_ Canadian Pacific station at Winnipeg. a, 
' +The Canadian Pacific section considered that the pooled Transcon- aM: 
_ tinental services should be based upon Windsor street station at Montreal 
and upon the Canadian Pacific station at Winnipeg. In its opinion this 
_ is the only method of handling the pooled Transcontinental services with me 
convenience to the public, economy of train and car miles and equalization La 

of load between pooled trains Sudbury-Winnipeg. It considers that any Ny 
_ burden on the Canadian National by its use of these Canadian Pacific Nea 
_ Stations is negligible in comparison with the Canadian Pacific burden by 
_ its use of Canadian National trains, tracks and facilities in practically all 
_ Montreal-Chicago service. 


By Hon. Mr. Hugessen: 


_Q. So that again comes down to this same one question, whether the Cana- 
n National should be allowed to run an express train from Montreal to 
wa, connecting with the transcontinental trains from the Windsor street 
m to the West, through Ottawa?—A. There was still an endeavour being 


0 find a balance of this entire set-up west of Toronto. 


By Hon. Mr. Buchanan; ; 
_Q. You were prepared to compromise on the Canadian National Winnipeg 
-at one time?—A. Yes. x 
. Then you say: “The Canadian Pacific section considered that the 
d Transcontinental services should be based upon Windsor street station 
ontreal and upon the Canadian Pacific station at Winnipes?”—A. That sf 
ur contention. oh ae 
. But you were prepared to compromise on the Canadian National Ae 
—A. Yes, sir, and when we got to a decision they said they preferred = 
e to our station. 


Wy By Hon. Mr. Hugessen: 


‘Q. But the one point on which you could not get together was that the 
dian National should be allowed to run a duplicate express between Mont- 
and Ottawa?—A. We found that to be lacking in economy,—90,000 train 
as against 20,000 second section train miles. 
. How would that compare with the whole economy to be derived from 
ig passenger train service between Montreal and Toronto and Winnipeg? 
n this way: if the two railways ran separate trains out of Montreal 
would have to run complete trains, surely, from the head-end cars and 
and rear-end equipment,—I mean the baggage cars and express cars, 
s and parlour cars and sleepers, between Montreal and Ottawa, between 
nture station and Ottawa and Windsor street station and Ottawa, that 
run into Ottawa two complete trains; and we would have to combine 
to one train at Ottawa for furtherance, which would make an unneces- 
eavy train west of Ottawa. I will just take a hypothetical instance, 
an example, and not go into the complexity of the whole thing. If 
id a Montreal-Winnipeg sleeper leaving Bonaventure station and a 
l-Winnipeg sleeper leaving Windsor street station, and each one had 
sengers in it, then we would be hauling two sleeping cars from Ottawa 
eg to accommodate these eight passengers; whereas if the one sleeper 
from either station, those passengers would be accommodated in one 
d it would not be necessary to haul the second sleeper westward: from 


train from Bonaventure station to Ottawa was to protect its Maritime 


opp study on this. They had instructions from the Joint Executive Committe 
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ae Q. I see that, but the Canadian National’s principal interest in runni 


. - traffic—A. That was not fish traffic from the Maritimes; it was fish trafii 
_ from the Pacific coast. abs 


By Hon. Mr. Robinson: } 

-_ Q. From the Maritimes and the United States, I think A. The fish tra: 
that was concerned in that situation was the fish traffic coming from the West 

landing in Bonaventure station for furtherance to New York. It was westerm 

fish bound for New York. And I think the Canadian National was qu 

justified in endeavouring to hang on to that business; it was business that wat 

well worth having. But they were moving that into Bonaventure station and 

/ New York—I cannot say which way, whether by Central Vermont or Rutland 
Had that come into Windsor street it would have moved to New York by the 

D. & H., perhaps. We suggested that they take up the matter with the 

American Express Agency, with a view to finding out if they could not ret 

their same net earnings, even if it were moved from Windsor street and Dy 

the D. & H. as against from Bonaventure station and the Rutland. 4 


Hon. Mr. Cauper: This is an interesting subject, but it seems to me ;. 
are getting nowhere at all. We could spend the whole day discussing thi} 
pooling question and when we were through we would not be anywhere. 17 
situation, as I see it, is that they are still wrestling with the question. 5S 
we are not going to be called upon to solve it? Most of us do not unders 
what is being talked about at all. Briefly, the situation is, as I understa 
it, that the question of pooling the trains west of Toronto is still under ¢o 
sideration, and that there are a multitude of details to be examined before aml 
conclusion can be arrived at. Now, coupled with that study is a study of @ 
pooling of trains west of Montreal, towards Winnipeg. The two studies 
proceeding. We have had an indication of the character of the studies, a 
seems to me we can leave it there. We know the railways have not a 
agreed. Well, we are notgoing to make them agree; we are not going to atte 
by our discussions to arrive at a conclusion as to what they should do. § 
I think we might pretty well leave it and go along to something else. 

Hon. Mr. Rosrnson: Senator Calder said these studies are proceeding. Ar 
they? | 
Hon. Mr. Murvocx: We are just fooling ourselves if we consider any suél 
thing. That was said by Sir Edward Beatty in July, 1934, and on October 9 
1934, he gave his definite declaration. It is quite true that it is said that b 
did not issue instructions to the Co-operative Committee in line with % 
declaration that he made to Mr. Fullerton. No useful purpose will be served Bj 
our considering this further. e-.| 

Hon. Mr. Caper: On the basis that had been suggested at that time. 


Hon. Mr. Murvocx: If we read the rest of these two paragraphs it wou 
appear to imply on any basis. I think it can be agreed that nothing furthe 
has been done. a 

Hon. Mr. Carper: Suppose we get a definite statement now from Mr. Am 

strong as to just what the position is, in so far as those studies are concer 
Then we shall be through with that. 
The Witness: Mr. Chairman, I think that Senator Calder has put his 
right on the meat of the nut. I do not believe we can solve the situatio 
to-day. The Joint Co-operative Committee literally spent months of in 


rn 
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time to time to concentrate on pooling and on nothing else until they had 
it up, and, as I say, we literally put months of study on it. We could 

- anywhere near an equitable distribution of burden and advantage, and 
 ‘[Mr. John E. Armstrong. ] 
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d in Report 58, which was an agreement that we could not go ahead at 
nt time with further study of pooling, because we could not reach a 


n. 

Right Hon. Mr. Mrtau=n: What is the date of Report 58? 

i Mr, Biacar: The 20th of February, 1936. 

Right Hon. Mr. MricuHen: That is long after Sir Edward Beatty’s letter. 
‘Mr. Brccar: Yes, 18 months after. 

? 3 By Hon. Mr. Haig: 

Q. But they went on negotiating after that letter?—-A. Yes, there was an 
msive study of pooling till Report 58 was filed. 


By Hon. Mr. Calder: 


. Have the two companies still in mind at all a possibility of pooling west 
_foronto and west of Montreal to Winnipeg? Have they that in mind at all, 
has the thing been abandoned?—A. I do not quite know how to answer that 
on. 
. Let me put it this way. Do the executives of the two railway companies 
that there is a possibility on some basis of arriving at a pooling of the 
west of Toronto and west of Montreal towards Winnipeg?—A. I cannot 
for what the executives may think. it 
. You have not their mind?—A. I have not their mind, no, sir. I can say 
erhaps, that to me it seems very obvious that there are economies still to 
nd in pooling, if an equitable adjustment of burden and advantage can be 
in connection with them. Now, frankly, neither side can make that adjust- 
We will have to get our minds together, the two sides, to reach some 
sion on that. So far neither side has found an arrangement which offers 
onclusion. 


| By Hon. Mr. Robinson: 


tablished that would bring about action in this matter?—A. A tribunal 


to do? 

. Yes.—A. I fear that any tribunal would have to take the best information 

he two railways could give it. I see in the evidence here that it is men- 
as an “arbitrary” tribunal. I am afraid they would have to be very 

trary, and say, “ You will have to do so and so, because we say so, let the 
fall where they may.” 


By Hon. Mr. Copp: 


‘Q. They would have to make a guess at it?—A. Yes. The railways have 
been able to find a competent solution as regards burden and advantage. 


a By Hon. Mr. Calder: 

Q. Briefly, the situation is this, that nothing at present is being done, and 
o far as the Joint Co-operative Committee is concerned they are through, 
re not making any further study, they have got no further instructions?— 
at is correct, Senator. 


’ Hon. Mr. Caper: I think we can let the matter rest there. 


a By Hon. Mr. Horsey: | 
Q. Are any studies that are assigned ever officially withdrawn? Is there 
hod officially withdrawing a study from a committee?—A. There are two 


paundravying it from the Joint Co-operative Committee. One is by the 


za 
cs ie, 


a. Mr. Armstrong, following that up, do you think that some tribunal could | 


e of the two railways to crack their heads together and tell them what they | 
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- Joint Co-operative Committee filing a report, which, if it is a final repo 
final conclusion on that study; and the other way is by the Joint Ex 
~ Committee withdrawing the assignment from the Joint Co-operative Com 
There was one instance of that. The Joint Co-operative Committee ha 
assignment, amongst its very first assignments, to consider consolidation or abe 
donment of off-line and uptown city ticket offices. They struggle with th 
and finding that ticket offices were not all that was concerned, in a great mar 
instances, but that telegraph and express were concerned along with ticket offie 
facilities—well, they were getting nowhere with it, and that assignment was with 
drawn from the Joint Co-operative Committee and given to the traffic vi 
presidents of the two companies. ( 
Q. This particular study has not been withdrawn yet finally by the ¢ 
mittee—A. We have filed a final report, Report No. 58. 
Q. But not finally withdrawn by the Joint Executive Committee?—A. ¥ 
feel it has. Since we have filed the final report, until it is assigned to us agg 
we have no mandate further to proceed with it. We are giving our time ® 
other things. a 


om 


By Right Hon. Mr. Meighen: - 
@. You have not come to an agreement and have practically thrown) 
your hands. But in the process you evolved something which you though 
reasonably fair in the way of distribution of burden and advantage, did 
not?—-A. Excepting for these three items I am reading in this memoran 
This is a memorandum by the Canadian Pacific section asking for fu 
instructions. | ; 
Q. Except for three items. But what was to hinder you or the other sid 
for that matter getting somewhat closer to what you thought as objection 
objection was raised, and then submitting your plan to the Chairman o 
Railway Commission and asking him to review that plan and the objectior 
it and the counter-objections by the other side, and give his decision as to 
should be the right way of balancing burden and advantage? You have alwa 
proceeded on the hypothesis: unless I, Mr. Armstrong, and I, Mr. Fairweather 
can agree, there is nothing to be done. But that is not the theory of the Act® 
all. I make the allegation that you have abandoned the whole theory of thi 
Act—A. I think we go a step beyond that, Senator Meighen, in that when wi 
cannot reach an agreement we go direct to the Joint Executive Committee an¢ 
lay the burden on their shoulders. | 
Q. That is not what the Act says—A. It would not be up to the 
_ €o-operative committee to invoke the further requirements of the Act; 
would be up to the executive. ; 
Q. There is another body provided by the Act, and it is your busines 
the joint executive committee’s business to go to that body. You come t 
five years after the Act and admit you never went to that body. | 
Mr. Biccar: Shall I read the report of the Joint Executive Committee upor 

it, Report No. 58? i 
Hon. Mr. Haic: Just before you do that, I wish to put a question 
Fairweather said to us that in the case of abandonments and things o 
nature neither side wanted to go to this arbitral tribunal because, in the f 
mind, they would be deserting this or that line of railway, and so on. But 
would not apply to pooling. Following Senator Meighen’s question, may 
you this, Mr. Armstrong: Don’t you think this should have been the cou 
be followed? ‘“ Here is what I think should be done west of Toronto, and 
I have in mind what is fair to the C.N.R. and to the C.P.R., and here 1 
judgment as chairman as to what should be done.” Then you should give 
to your executive and send a copy to Mr. Fairweather, and Mr. Fait 

{[Mr. John E. Armstrong.] 
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che same with his executive. Then why did not your executives go to 
Commission to decide the issue?—A. I think that question should 
ed of our executive. That move was up to them. 

Here is what I am afraid the executive would say, “ Oh, yes, Mr. Haig, 
never got such a proposition from our co-operative committee.”——A. 
you like my view? I am not speaking for my executive. 

-Yes——A. My view is that just as soon as a co-operative matter is 
ed to an arbitral tribunal, automatically in the subconscious minds of the 
tions of the Joint Co-operative Committee they will immediately antici- 
urther references of matters to the arbitral tribunal, and instead of . 
ouring to co-operate they will endeavour to jockey themselves into the 
ssible position when the time comes to go to the arbitral tribunal. 

Hon. Senator: Hear, hear. 

ght Hon. Mr. MricHmn: The more they are found unreasonable in one 
€ more careful they will be not to be unreasonable in the next case. For 
e, if in one case that gets before the tribunal the judge finds there has 
n arbitrary and selfish attitude.on the part of one side, that it has not 
doing its utmost to get to an agreement, that same side is going to be far 
fe careful next time, because it knows it is going to get before the same 
unal. I cannot see why it should bring about an atmosphere of stubbornness 
esistance to any real progress. 

The Witness: Perhaps the only reference I can give you to the views of 
xecutive in whose hands such a move would lie is that quotation from the 
anual report of the Canadian National. The National executive expressed 
ews there in regard to an arbitral train, 


By Right Hon. Mr. Meighen: 

. The Canadian National executive did?—A. Yes. 
. That is the only thing in which you agree with them?—A. I would 
> have it read than try to quote it. 
(fr. Biccar: In case this matter may be raised again with the executive 
s perhaps I had better read the reports. They are very short. The 
mt of the Joint Co-operative Committee is dated February 20,1936, and 
ressed to the presidents of the two railways:— 
Extension of Passenger Train pooling arrangements to— 
West of Toronto, 
Montreal-Winnipeg, 
Toronto-Winnipeg, 
West of Winnipeg. 


_ . The Joint Co-operative Committee report their general agreement, 
_ that, under the present traffic conditions, the joint saving to be secured 
_ by such pooling might approximate $800,000 per annum contingent upon 
_ joint station facilities being made available at London, Sudbury, Winni- 
peg, Saskatoon, Edmonton, Calgary, Kamloops and Vancouver, the pool- 
/ ing of revenues from all passenger, mail and express business in the 
territories affected, and the probable freezing of the proportional dis- 
_ tribution of these revenues between the two companies. 
by In view of the disturbance to traffic which would be involved in 
any such pooling arrangements, the present day trend of passenger traffic 
| tending to reduce any estimated economy, and the undesirability of 
_ freezing the distribution of a considerable revenue to secure ‘a relatively 
small annual economy, the Joint Co-operative Committee recommends 
that no further action be taken at this time in regard to pooling of 
‘passenger train services as contemplated in this proposal. 4 


executive committee did not act and go before the Railway Board wh 
yourselves recommend them to do nothing more about it. 


<<. 


i _ if the pool had not been in effect? 


worthwhile saving —A. That is the point. 


Right Hon, Mr. Meicusen: Just a ponent hi could noe ie 


Mr. Bracar: The Joint Executive Committee met on March 3, 1936 
ee were present, Mr. Fullerton, Mr. Labelle, Mr. Beatty and Mr. C 
Gordon. Report No. 58 is referred to and the general character of it indi 
cated, and then this note is made:— ne 


The Joint Executive Committee approved this recommendation, 


By the Chairman (Hon. Mr. Beaubien) : 4 
Q. Mr. Armstrong, if I understand your report, you say there is a. possi 
economy of $800,000, but that is offset by disadvantages, and you practi all 
conclude that the matter should be left alone. Is that right? 


Right Hon. Mr. Mrtcuen: He says to-day there are economies. 


By the Chairman (Hon. Mr. Beaubien): 

Q. I am talking of the report.—A. Yes, sir. 

Q. In view of that the Joint Executive Committee said, “ Well, we ° 
not proceed any further with it.”—A. Mr. Chairman, I think both ray 
are very fearful in connection with the freezing of their. passenger train revent ! 
in Eastern Canada. 


By Hon. Mr. Haig: S| 

 Q. What is meant by “ freezing ”?—A. The set percentage which shal Ib 
given to each company in perpetuity. When we say that forever the Cama 
dian National shall receive 45 per cent and the Canadian Pacific 55 per © 
or reverse the figures if you choose, of the passenger revenues in Hast 
Canada, the railways feel they are taking a pretty severe chance in d 
that for the sake of $800,000 possible economy per annum. 


By Hon. Mr. Sinclair: oq 

Q. What capital expenditure would be involved to bring that about 

A. The capital expenditure was not determined. I think that would dep ( 
entirely upon how the pooling was put into effect. 
Q. In connection with the report you mention certain joint terminals | 
would have to be created through the West-—A. Yes, sir. But it did nots 
worth the time and effort to develop those figures when we knew the annus 
charges on those figures would have to be subtracted from the $800,000. ~ 
But there would be a substantial capital expenditure necessary! 

A. Undoubtedly. There are no connections between the two railways a 
places where these joint stations might be established that are available to-day 


By Hon. Mr. Calder: Q 

Q. You reported in favour of freezing?—A. No, sir. Let me say this 
we thought there was a danger in freezing the percentage distribution of rev 
Q. Why did you not provide for a freezing over a period of three year 
see how that operated, with renewals?—A. After one has put a pool into 
how can one subsequently determine how the revenue would have been div 


By Hon. Mr. Robinson: ‘4 


.Q. Mr. Armstrong, really this estimated $800,000 saving does not take int 
account the losses, and I suppose it is really doubtful whether there ¥ was ! 


_ [Mr. John EB. Armstrong. ] 
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By fie Chairman (rion. Mr. Besibied)- 
2: /M nd that is why it was given up?—A. Yes. 


a Hon. Mr. Horsey: 
Q. When the Joint Co-operative Committee could not come to an agreement 


-A. The Canadian Pacific has not. 
. I mean jointly. When they have decided there is a saving, but they 
not agree on the details, instead of advising withdrawal, did you ever advise 


bitral tribunal. 

They are asking for your advice as to how to settle a certain matter 
money for the road; you come to the conclusion that money can be saved, 
cannot agree on some of the details between you. Then you are making 
port jointly, would you advise then that this is a case for the arbitral 
al?—A. I imagine a great deal of discussion may be had between the 
rman of the respective sections of the Joint Co-operative Committee and 
own executive that does not become a matter of discussion. 

: You join in to make this settlement and come to a certain point where 
c cannot agree on the details. Then what is the next step? Suppose there is 
e material amount to be saved, do you advise that the arbitral board should 
the matter?—-A. We have had just that condition of difference of opinion 
ard to details in various reports. Invariably that is set out as dissent 
aphs. The two sections each give their view of: what should be done. 


in every case decides. 

_I know the responsibility rests upon the Joint Executive Committee. But 
lave given you certain powers to co-operate and give them advice in your 
to them.—A. The next preceding pooling report, No. 28, has dissent 
es in it. They were set sede and the Joint Executive ruled on that and 
W pat would be done. 


Hon. Mr. Horsry: Not in every one. 
ie The Wrrness: That condition has never arisen. 


By Right Hon. Mr. Meighen: 


Q. Do you tell us that you never got in any case to a point where you 
zed that the savings could be made but you were unable to arrive at terms? 
s the case you should have had any number of agreements already.—A. 

mean the agreement on the report or on the agreement? 

You have been impressing us all along with the fact that you could not 
t agreement with regard to the terms of burden and advantage, and also 


e cases Senator Horsey has in mind. How is it they have never got to 


bunal?—-A. May I divide my answer into two parts? I think there has 
to the Joint Executive Committee. 


7 te but to the Oe: I believe the studies looking towards 


goes to the Joint Executive Committee, and the Joint Executive Com- 


here were numerous cases where you thought savings could be made. Those — 


ficulty in some cases in reaching a joint conclusion on what should be 


Yes?—A. That is in the preparation of the reports. I am not referring to 3 | 


; detail of taking out the detailed information and applying it to the prepa rat 
of the agreements; and in no case where a matter has ben continued actiy 
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- —In ahah the Joint Co: Saperaciyes Conte. ey a a Ly Saar 
_ Joint Executive. The difficulties come subsequently when we come 


in hand have we failed i in reaching an agreement. There are cases in which h 
information is not available, but every time it has become available we hg 
been able to reach an agreement. 

Q. That is to say that in these matters as to getting the informed 
or six years has not been enough?—A. I do not think it is quite fair 
make that statement. We have quite a number of projects in effect. 


The Cuamrman (Hon. Mr. Beaubien): They do not amount to much,” 


By Hon. Mr. Robinson: 


Q. As I understand it, in many cases what looked like a chance to § 
money has after careful ‘study turned out to be a very doubtful chane 
Many of the savings are not what they were thought to be.—A. Thai 
correct, sir, under co-operation. F 

By Hon. Mr. Horsey: x 

Q. How would it be different under anything else?—A. I think it woul 
be distinctly different under another form of organization. If, instea d 
having separate interests involved— 

Q. If there is nothing to be saved, how would there be any diffe 
—A. There are many things in respect to which there is no saving 
co-operation, but under unification there would be. if 

Q. But ‘there are things you have studied in which you say there i 
saving.—A. The Canadian ‘Pacific branch line Soulanges-Cornwall was s 
of. That is a short branch line that has nothing on it but Cornwall at th 
It was built by the Canadian Pacific to get into Cornwall. Under co- 
tion for the Canadian Pacific to withdraw its Soulanges-Cornwall branch 
again be freezing for all time the business as of the test period that the Ca 
dian Pacific expected to get from Cornwall. Under unification it would 7 
make a particle of difference whether that branch line were in there o 
because unified railways would get the same business from Cornwall, and 
branch line could be taken. out. 


Hon. Mr. Stncuarr: That would be a very good process of freez 


The Wirness: Under unification it is gomg into the common pot. J 
the other case it is going into two separate pots. a 


By Hon. Mr. Calder: 


Q. In carrying out your work as a Co-operative Committee, did you e ¢ 
consider the advisability of recommending to your executive, where you hat 
not agreed, that the matter should be referred to the arbitral board?—A 
Joint Co-operative Committee has never discussed that subject. 

Q. Did you never conceive that to be your duty? That is, where it ¢ 
down to three or four points upon which you did not and could not agree, 
you ever consider it to be your duty to recommend to the executive that] 
matter be referred to the arbitral board?—A. My answer to that must b 
two parts, also. Where that has arisen the Joint Co- -operative Committe 
submitted to the Joint Executive Committee the respective views of th 
sections of the Joint Co-operative Committee, and so far the Joint Exe 
has ruled on this. Now, as far as the Canadian Pacific section of th 
Co-operative Committee is concerned, it feels that to the extent that t 
tral tribunal is invoked co-operation, as such, will cease. “f 
[Mr. John E. Armstrong.] 
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hat may be true, but you are getting away from my question. My 
on is as to whether or not in any case your Joint Committee ever con- 
the matters in dispute were of such a nature that they should be settled 
ld be settled only by the arbitral board?—A. The Joint Co-operative 
tee never reached that conclusion. No, sir. 

n. Mr. Gorpon: Mr. Chairman, as one who is not a member of this 
mittee, I have been a silent observer of its proceedings, and I think enough 
ence has been produced here by both Mr. Armstrong and the gentleman 
receded him, for the Canadian National Railways, to prove conclusively 
co-operation as it has existed and does exist is a failure. Both of them 
said that substantial savings could be made if they could be put in 
ion, but they cannot agree. It appears to me, therefore, that time should 
evoted now to taking evidence as to ways and means of getting some other 
1 to bring them together. 


¥ : By Mr. Biggar: 


. Is there anything further you need to add on the subject we have been 
g with?—A. I think not. Perhaps, if I may take two minutes, I may 


There is nothing particular in the two paragraphs which of itself carries 
cussion further?—A. Yes, in connection with the Michigan Central, I 
to point out one thing in the last paragraph. When we speak of the 
gan Central I think the average person tends to regard it as solely a 
lian Pacific method of reaching Chicago from Detroit. I want to have 
ar in mind that the Michigan Central is one of the parts of the New York 
1 System, and that in playing ball with the Michigan Central we are 
g ball with the New York Central. If we were on the outs with the 
an Central, as we might be if we began to upset things, there is no 
why they would not start in more to feed the New York Central System 
[send their freight business and trans-Atlantic business to New York rather 

Montreal. Because of our relations with the Michigan Central and 
w York Central a lot of business, I think, is moving through Canada 
t otherwise would not. 


_ By Hon. Mr. Hugessen: 


@. There again, you would be in a better position if you were able to say 
e New York Central and the Michigan Central, “An arbitral tribunal has 
ed on our doing this.”—A. We might be, but after all, the Michigan 
1 would not care about our arbitral tribunal. It does not matter 
larly how the chip falls, the result would be the same. 


By Mr. Biggar: 


That covers the subject of the first part of paragraph (d). What 
he other parts of (d) and (c)? Is there any further comment?—A. I 
not. The matter has been drawn to your attention in extenso. 

). Now, I have a note on a number of other points.—A. May I have just 
ent to look over my notes to see whether I have covered all of this 


Yes.—A. May I refer for a moment to the question of rental for the 
r street station, which was mentioned by Mr. Fairweather? Early in 
hen really the subject of pooling, the limited pool under report No. 4, 
cen under consideration, the first study was in connection with general 
and the whole situation in Eastern Canada, and at a sub-committee 
there was a suggestion made that as it would be desirable to make a 
many different terminals joint-use terminals—union terminals, if \ you 
way of adjusting the matter was to take the difference in value 
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between the terminals of the National and the terminals of the Pacific and h 
the railroad with the lesser value of terminals pay to the other railroad 
cent on half the difference of the valuation. That was suggested by the 
dian Pacific in the sub-committee meeting. The Canadian National o f 
and as far as I am aware that report has never since been mentioned. 
certainly did not have any effect on the preparation of report No. 28, and ] 
not see how it could have had any effect on the mind of the Canadian Natioi 
in reporting on 58 later. a 
By Hon. Mr. Cote: : 
Q. You are stating that in connection with Mr. Fairweather’s stateme 
that they did not want to use the Windsor street station because they charg 


i 


under report No. 28, and the fast afternoon trains depart from and arri 
Windsor street station. One departs at three o’clock in the afternoon and t 
other arrives at 10.30 in the evening. i 
Q. Is Bonaventure used for joint pool purposes at all?—A. It is used) 
the morning trains in both directions. . 
Q. So there is no shifting of trains from one station to the other?—A. 
is shifting of trains between the stations in this way, that the locomotiv; 
Canadian National cars on the fast afternoon train in both directions are ha 
at the Canadian National Turcotte yards. On the arrival of the train at 
street station certain Canadian Pacific cars are taken out of that train by sy 
ing, and the balance of the train, the Canadian National locomotive and 
then is run around out beyond Montreal West and taken down to Turcot 
serviced there. Prior to the departure of the afternoon train from Windsor 
station that train is put together with the Canadian National equipment 
Canadian National locomotive at Turcotte yard and brought down to Wi 
street station and there Canadian Pacific equipment is added to it. In 
sense there is transfer. 
Q. Is it-a long distance?—A. That would be— 
Hon. Mr. Murpocx: Say 18 miles. 
The Wirness: It would be 12 or 14 miles. 


By Hon. Mr. Murdock: e 3 

Q. Better than that, wouldn’t it? There would be a substantial paj 
for terminal work for the crew that was going out on that pooled tre 
Toronto?—A. I assume so. 


By the Chairman (Right Hon. Mr. Graham): 


Q. In all the discussions and calculations was any special credit g 
the Canadian National for having an A-1 double track line, say, from M 
to Toronto, on which the Canadian Pacific was enabled to carry its trafii 
_ have always been told that for safety and speed and lack of switching, 
sidings, and that kind of thing, that a double track line was superior for 
ger traffic. Now, in view of the fact that the Canadian Pacific passenger sé 
was given double track line advantages, would the Canadian National be en 
to any advantage? And if so, did it get any?—A. I would like to answ 
question in this way, Mr. Chairman. Prior to pooling, the Canadian } 
‘was running between Montreal and Toronto on a six-hour schedule. Pr 
pooling the Canadian Pacific was running between Toronto and Mon 1 
six-hour and fifteen minutes schedule. I believe that whatever sch 

(Mr. John E. Armstrong.] 
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| Pacific had made, the Canadian National could have made a faster one. 
fe that if we had gone on a six-hour schedule, the Canadian National 
have gone on a five-hour and forty-five minutes schedule, and so on, 
competition. That is why when the Canadian National put a six-hour 
on, the Canadian Pacific did not put on a fast train until over a year after- 
‘ds. They found that the fast train was taking business away from them, 
rather than put on a six-hour train they put on a six-hour and fifteen minutes 
When the trains were pooled, the schedules were cut to six hours and a half. 
. The Canadian Pacific is double-tracked for about one-third of the way? 
\. For over one-third of the way. There is a single track between Glen Tay 
nd Agincourt. And of course we are single track down the Don to Leaside. 

~ Q. When you come to Cobourg, for instance, one of the benefits that the 
adian National claim is the double track. : 


Hon. Mr. Catper: I thought we had dropped the details of all this pooling, 
_ Chairman. 


By Hon. Mr. Robinson: 


Q. May I ask one question? I do not want to throw any dynamite into 

, but there is one point I should like to ask about. In connection with the 

is west of Toronto something was said about labour agreements. Are labour 

sreements an interference with the saving of money? I do not know whether 
lat is a fair question to ask or not, but sometimes I hear a lot of talk outside 
mut labour having something to do with this matter. 


_ Hon. Mr. Murpocx: I think that what Mr. Armstrong meant by labour 
greements was this, that the men on either the Canadian National or the Cana- 
an Pacific are of course jealously desirous: of retaining the right to handle the 
n service on their own line, over the rails of their parent line; they do not 
t men from the other line to come over to the line that is handling the traffic. 


By Hon. Mr. Robinson: 


Q. Perhaps you would sooner that Senator Murdock answered the question 
n that you would answer it yourself?—A. The best answer I can give you to 
, Sir, is that I am not conversant at all in detail with the labour agreements, 
ive that to our department of personnel, whose sole object it is to look after 


I tried to answer that. 


at. 
3 I do no want to get you into any trouble—A. I am afraid you would, 
By the Chairman (Hon. My. Beaubien) : 
Q. Do you think the work of your Joint Co-operative Committee was slowed 
all by the adoption of the policy to consider projects by pairs, so that 
ould balance off advantage and burden between the two companies?— 
i know that the start of the study on line abandonments was postponed 
r several months awaiting such action as would permit of putting out the 
ports for study. The Canadian Pacific has never suggested that these matters 
paired. They believe that each line abandonment should stand on its own 
and that it can be adjusted on its own feet. 
Q. Whichever company it came from, do you think that that policy slowed 
he effectiveness of your work?—A. I know that if that policy had not been 
d—I say that I know, but perhaps I should say I believe—I believe that 
t policy had not been adopted by the Canadian National in January, 1936, 
) the request to joint local committees on some of the reports would have 
t long before they did, and probably all the reports would have gone 
study, instead of only some of them. 


i 


the present. In Toronto you have joint sale of tickets in the Union s 
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By Hon. Mr. Buchanan: — ° Ae 
Q. The inability of the railroads to come to some agreement on tick 
offices in the larger centres has not been explained to my satisfaction 


but at the corner of King and Yonge you have two ticket offices, one 
for the Canadian National and the Canadian Pacific. Would it be possib 
have joint ticket offices, joint telegraph facilities, joint express offices in 
same building, just as you have them in the Union station? — Would there : 
be considerable economy in rentals and other respects from a policy of th 
kind?--A. That comes down strictly to a question of individual cases. % 
Toronto Union station there are separate ticket offices under the same rot 
I imagine that under the same roof is what you have in mind? q 

Q. Yes—A. When you begin moving our telegraph offices around, su 
offices, for example, as that on King street, Toronto, and as we have here 
Ottawa with our uptown ticket office which has express in it, the taking 0 
of the telegraph terminals at that point and moving them into a com 
building would in many cases practically consume the available economy, fr 
making the move. There is terminal telegraph equipment there that I can 
attempt to explain to you, because I do not understand what it is. -It 
apparently a complicated thing. 


By Hon. Mr. Calder: 

Q. You cannot use common equipment at all?—A. No, sir, it is a 

of taking this equipment out of one location and putting it in another | 
tion. Iam told that that is a very expensive proposition. I am not a teleg 
man, so I cannot give you details of that. 


By Hon. Mr. Buchanan: a 

Q. If you had unification, would you not do that? Would that not | 
one of the first things you would do?—A. I should think that where the 
eraph lines ran into two offices like that, that it might be possible to aba 
one set of equipment for that purpose. iq 
Q. But it cannot be undertaken through co-operation?—A. There is] 
saving, in a great many cases, in taking the equipment out of one build 
and putting it in another building, and still having the same equipment. ™ 


By the Chairman (Hon. Mr. Beaubien) : a 
Q. In that case, Mr. Armstrong, that would simply do away with @ 
duplication?—A. Yes. ; 


By Mr. Biggar: 

Q. You have dealt with the arbitral tribunal, and we can go on with 1 
question of abandonment of lines. There are two kinds of abandonm 
I understand: the abandonments that we have discussed already by refer 
to Exhibit 37, the co-operative abandonments; and then there are the | 
pendent abandonments?—-A. Thin traffic line abandonments. 

Q. Those that have been made have been listed in Exhibit 31, pa 
You have only made six applications for abandonment, the Canadian P 
Can you tell us about those?—-A. Four of them were approved by the Boara: 

Q. And of the other two, one was approved in part and the other y 
refused?—A. Yes. t 

Q. All together I figure those applications were for 128-22 miles, fo 
six of the applications?—A. Yes. : 

'Q. We were told by Mr. Fairweather that there were 500 miles 

-. dian Pacific light lines that were in the proposals for the 5,000 miles : 
- ment made in 1922. Can you tell us anything about why only 128 m: 

_ [Mr. John E. Armstrong.] 
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etually the subject of abandonment application?—A. Would it be pos- 
{r. Biggar, to reserve the discussion of the unification mileage abandon- 
until the unification matters are presented? After all, I am speaking of 
eration and I am not prepared at the moment to speak of unification 
ers. 

FQ. In the letter to Mr. Moxon of the Duff Commission, which Mr. Fair- 
er read and which appears at page 312 and following pages, it is stated 
there was included in the mileage dealt with there, which appeared in 
program but not in the Canadian National, 507 miles of thin traffic lines. 
ere those all duplication miles?—A. Is that discussing the 5,000 miles aban- 
ment? 

Q. Yes—A. There never was-a co-operative 5,000 miles program. That 
unification program. 

. Now I am speaking about these independent abandonments that had 
ng to do with co-operation—A. I have never seen any detail of those 500 
that Mr. Fairweather has spoken about. 

. On the question of the savings per mile of line abandonment, there 
reference to the fact that a certain group amounted to $952 a mile? 
Mr. Biggar, you were referring to the thin traffic line abandonments? 

Q. Yes.—A. This honourable committee asked for some information with 
to the principles adopted by the Board of Railway Commissioners in 
ection with the approval or refusal of such line abandonments. I have a 
e information on that for you if you care to have it. 


. We have the judgments of the board before the committee——A. In 
to these lines? 


. Yes—A. I am going beyond that if you care to have it. 
. Very good.—A. Prior to 1933 there was nothing in the Railway Act 


with line abandonments. I assume that when the Railway Act was 
they were not looking forward to railway abandonments. 


he CuairMAn (Right Hon. Mr. Graham): It was the other way. 


he Wirness: They were looking forward to construction. In 1933 there 
n amendment to the Act, which gave the board authority over the 
ation of operation of railway lines. That is, the board was given control 
‘whether the railways might abandon the operation of trains over a line. 
amendment does not give the board any authority over taking up the 
Ks after the service has been taken off the tracks. 


Hs 


) 


ge 


By Hon. Mr. Dandurand: 
Q. That is the amendment to the Railway Act of 1933?—A. Yes. 


 Q. I alluded to that last week as being legislation that imposed upon the 
ailways the obligation of railway abandonment going to the Railway 
td; but I was told the Railway Board always had that power.—A. As 
J, Senator, you were correct. 


hat amendment does not lay down any principles to be considered by the 
in authorizing abandonment of operation, so that all we can go by is 
ents. I think it was Senator Calder who asked a direct question on 
t judgments there were which gave an indication of the principles which 
eing applied by the board. 


his is a pretty broad judgment. It does not lay down principles one, 
hree, four, but you can see some principles in it. This was an applica- 
the Vancouver, Victoria and Eastern Railway for permission to abandon 
n of its line of railway from Princeton, B.C. to the International 
a distance of 58-40 miles. ‘ 
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By Hon. Mr. Hugesson: * 
Q. Is that a subsidiary of the C.P.R.?—A. Of the Great Northern. 
In refusing this application on April 9, 1936, Chief Commissioner Guth 
summed up as follows the general principles on which the Board relies” 
dealing with applications of this nature:— 
Since the amendment which was made to the Railway Act in 1988 
providing that a railway company shall not abandon the operation 0 
any line of railway without the approval of this Board, a considerak 
number of applications have been considered by the Board. In deal 
with such applications the Board has made it a rule that each applica 
must be determined by the particular circumstances surrounding 
case. Prior to the enactment of the amendment of 1933 a raily 
company might abandon an unprofitable portion of its line of its 
motion, unless there were some restriction upon its so doing either 
its Act of Incorporation or under the terms of some contract or agree 
ment. Under this state of affairs the convenience and the necessitie 
the public might be entirely disregarded by a railway company wl 
desired to abandon the operation of an unprofitable line. The ame 
ment to the Railway Act in 1933 was intended to remedy this diffi 
by providing that the interests of the public should at least be 
sidered before such abandonment should take place. In practical 
of the applications for abandonment which have come before the B 
the loss sustained by the railway from the operation of a particular 
has been manifest and in some cases very serious. . But this Board 
uniformly decided that loss sustained by the railway company a 
from the operation of a line of railway is not of itself sufficient to } 
the abandonment of the line. It must also be shown that the communi} 
resident in the territory affected, and the industries established ther 
will not be unduly inconvenienced or prejudiced by such action on 
part of the railway company. In other words, it must be demonstr 
that the local community will not be unreasonably deprived of acces 
their properties and to markets and to shipping facilities for 
produce either by railway, highway or other means of transport. 
issue in each case where abandonment is sought resolves itself int 
question of “whether the loss and inconvenience to the public conseqt 
upon the abandonment outweigh the burden that continued operatio 
the railway line involved would impose upon the railway compa 
This was the decision pronounced by the Board in the recent cas 
Canadian National Railways vs. Tweed, reported in 44 C.R.C. at pai 
53. In my opinion this decision constitutes a guiding principle for @ 
determination of cases similar to that now under consideration. Se 


Mr. Guthrie said later:— 
Having regard to all the facts and circumstances which surroun 
the present application, I am unable to find that the burden which 
be imposed upon the applicant company through continued operatio 
the railway line in question will prove greater than the loss and ineor 
venience to be suffered by the public as a result of abandonment. 
satisfied that the preponderance of loss and inconvenience will 
questionably upon the public. I am inclined to think that the ap 
company has taken a much too despondent view of the prospect 
railway operation as it exists to-day, particularly through the terr 
traversed by this line of railway. E 


‘In that case the railway company had shown that their net operating 
had averaged $20,000 a year since 1929; that it had become a practical imp 
bility to continue operation of the line; that the line had neither rolling 

[Mr. John E. Armstrong. ] 
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cher equipment to carry out operations nor had it money or credit to lease 
rchase same; that the road bed and bridges had not been repaired since 
hout in 1934; and finally, that a considerable expenditure of money would 
» required to put this line into proper condition. 


By Hon. Mr. Calder: 


Q. In other words they had abandoned it.—A. At least, they could not 
yerate. 
3 By Mr. Biggar: 
~ Q. Mr. Armstrong, that was true also of the O’Donnell-Turbine line, which 
ne third in the first part of Exhibit No. 31, is it not?—A. Yes, sir. We had 
ed the operation of that line before the amendment of 1933. 

Q. Can you tell us what the savings were with respect to other lines that 
had not abandoned operation of before you got leave from the Board? What 
ut the Shore Line Junction-Bonney River Line; do you know what the 
ngs were?—A. Mr. Biggar, I assumed you would have that information. 
_ Q. I was given a memorandum which indicates the amount is $37,029 for 
e Shore Line; $496 for the Part Stobie stub-Blezard Mine Line; that there 
as no saving at all for the O’Donell-Turbine line; and that for the West End- 
rchibald line the saving was $9,241. Then for the International Boundary- 
astman line, in the second part, the saving was about $14,000, and for the 
ardau-Gerrard line, the refused application, it was $26,057. If those figures 
‘e not right they can be corrected afterwards. 
~ I was asked whether the amount suggested as an average for line abandon- 
ent of about $1,000 on the basis of one group having showed an average gain 
$952, if that was a proper figure—A. In my opinion that is not a proper 
sure to use in arriving at the value of line abandonments. May I refer you 
“Report No. 34? I am going to speak of Reports Nos. 34 and 35 in this con- 
ion. It will only take me a minute. It will be a short statement. 
_Q. Yes.—A. Under the report—please make a distinction between the report 
id the agreement, because that is the distinction I am making—under the 
ort as a result of the preliminary study the estimated joint annual savings 
e $16,800, and it was expected to abandon 21-84 miles of line. By dividing 
800 by 21-84 the resulting figure is $774 a mile. 
| Q. Yes.—A. The agreement figure—not the report figure—which was pre- 
wed after detail study resulted in a figure of $15,454 of saving, and the net 
Weage abandoned was 12-9. In the proceedings it appears as 13-33, but if 
yu will refer to that portion of that exhibit showing Schedule A to accompany 
freement 34, you will find the derivation of the 12-9. It is the net abandon- 
1% of the 13-33. 
Q. You are referring to the Middleton Junction abandonment?—A. Mid- 
eton Junction-Bridgetown. 
-Q. That is at page 176, Exhibit No. 38. 
Q. Yes—A. Dividing $15,444 by 12-9 miles, the savings become $1,198 
mile. A pure matter of division. 
In Report No. 35 the same two figures are derived in this way. The ori- 
nal estimated saving of $12,837, divided by the original mileage, 16-5, resulted 
‘Saving per mile of $778. Taking the agreement figure, $29,725, and dividing 
the net line abandonment, which is derived in the same way as in the other 
ule, 15:58 miles, the saving is $1,908 per mile. Both of these lines were 
ely light lines. 
_ Q. They were relatively light because you were only abandoning light lines? _ 

. No. They were co-operative, and we made abandonment of heavy traffic 
under co-operation. : 

Q. I see—A. There were savings there of $1,198 per mile on a line of rail- 
‘which, if I recall correctly, had four trains a week over it. I think there 
2 round trip twice a week on it, but that can be confirmed. 
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Q. Your point really is that these figures run from $750 to nearly $2 
A. I point out that under the preliminary reports they ran $700 odd a mil 
of them, and the final definite figures on the agreement as to one lin 
$1,198 per mile and on the other $1,908 per mile, or a substantial diffe 
between the preliminary figures and the final definite figures. 
Q. You mean that you have got to make an exact analysis of the parti 
line to find out what its per mile saving will be?—A. Or, to express it sli 
differently, it does not give a fair bargain to add together the expected sa 
under the reports which are preliminary information and divide it by the exp 
abandonment in the reports and say that is the final figure of the savings per 2 
of line. ; 
Q. And what would you say about Exhibit 30 and Exhibit 31, the independ 
lines that were abandoned?——A. As far as I have seen, detail figures were 
prepared for those lines. | 
Q. The figures are given, and they run about, or under $100,000 a li 
__A. Those again were report figures, not agreement figures. 
Q. Are those independent abandonments?—A. Oh, the exclusive lines, 
thought you were referring to reports 29 and 31. I am sorry. Those mat 
were handled on the basis of the preliminary reports. It was not necessary} 
go into details. e 
The Cuamman (Hon. Mr. Beaubien): Gentlemen, if we have the pa 

to sit for another ten minutes, we can probably complete the evidence 0: 
witness. 4 
Right Hon. Mr. MzicHen: I cannot see the point of going into the dete 
of all these abandonments over and over again. ® 


Mr. Bicear: I agree. a 


By Hon. Mr. Horsey: 

Q. You said in your evidence, Mr. Armstrong, that there was some. 
eaused when two or more abandonments were brought in instead of com: 
one at a time-—A. What I intended to say was this, that if we must hold 
consideration of one line abandonment until another can be brought in 
is delay. s 
@ There was a suggestion made to your company, I understand, by 
Canadian National, that certain exchanges of mileage should be made in wi 
without considering the small detail of burden and profit—A. I think } 
Fairweather made that statement and later qualified it by saying a proposa) 
that kind had never been made by the Canadian National to the Canad 
Pacific. 
Q. At page 110 of No. 5 of the Proceedings Senator Beaubien asks the q 
tion: 

Q. Mr. Fairweather, you have, I understand, a group of lines 
to exchange ‘abandonment of. Naturally as compensation the ¢ 
would have to abandon an equal number of lines also. Could yo 
us an idea of the number and the importance of those exchanges 
you have prepared?—A. The chief one that occurs to me— 

Q. How many are there?—A. I really would not want a 
moment to speak in more than general terms in regard to it. But 
Manitoba there is a situation which might be handled in, that we 
you would care to have me submit a statement I will do so. I 
really like to refresh my mind on thing like that. y 

Q. Are there several of them?—A. Yes. 

Q. Could you give us an idea, do.they amount to a dozen, t 
thirty?—A. It would not be thirty. It might be half a dozen li 
[Mr. John E. Armstrong.] ; 
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‘seems to me, could have been dealt with in a more wholesale manner, 
would have got a great deal more speed.—A. There ‘again comes the 
on of the different properties under co-operation. In this matter I 
e been referring to in connection with agreements No, 34 and No. 35, where, 
ssume, the Canadian National thought the lines were in balance—they 
ned to be in balance, perhaps, under the reports as submitted—we found one 
hem was almost twice the value of the other per mile in the matter of 


. But you did not wish to consider it in that way at all?—A. We feel, if it 
es to the exchange of lines, that we would have to determine the value of 
line in just the same way as if an agreement were going to be prepared. If 
7 are in balance, we would say to wash them out. 
Q. But I understand that your policy was not to take up that matter at all. 
Oh, no. The Joint Co-operative Committee has agreed in the preamble 
port No. 32, for example, which I think is one of the exhibits, that where 
are found to be in balance they will be handled without agreement. I 
tt give you the wording of it, but it is there. But no one has yet suggested 
nes are to be in balance that way. 


By Mr. Biggar: . 


. Now, you, said with regard to the North Bay situation that you were 
re of the difficulties the Canadian National had with the T. & N.O. until 
eard Mr. Fairweather’s statement to the committee. It is suggested that 
was some correspondence by Mr. Fairweather and Mr. Grout on that matter. 
. Yes. Mr. Fairweather wrote to Mr. Grout suggesting that. this matter be 
rred back for study by the local committees, and it was suggested that the 
er be carried on by the joint local committee leading towards agreement 
ation and that the difficulties would be shown up in that. Mr. Grout had 
ormation up to last Saturday as to what the difficulties were. 

3. Now, the proposed abandonment of the shore line of the Canadian Pacific 
ing through Belleville. Was there in the proposed abandonment by the 
a@dian Pacific anything in connection with the operation of the line by the 
adian National which would prejudice or impair the full enjoyment by the 
lan Pacific of the traffic it carried over its own line?—A. Would you read 
gain, please? 

. Was there in the proposed abandonment of the shore line by the Canadian 
fic anything in connection with the operation of the line by the Canadian 
ional which would prejudice or impair the full enjoyment by the Canadian 
2 of the traffic it carried over its own line?—A. The Canadian Pacific 
bjecting to the handling of its through trains over Canadian National 
hat is not the point. It is the withdrawal of representation, the difficulty 
g a solution of this problem of withdrawing their representation between 
mn ville and Darlington. 
Q. That 17 miles between Komoka and Glencoe that you refer to, between 
tock and Windsor, is an obstacle. You spoke about it being inadequate to 
he traffic of both roads. Would it have been inadequate to handle the 
ins of those railways?—A. I am unable to answer that. 

You do not know?—A. I do not know. We did not get down to a detail 
kind, because we could not find a general balance of burden and advan- 


a, 


@). Can you tell us what the estimated savings in connection with the joint 
Ing in Toronto were?—That is Report 27. I think probably that inquiry 
rected to what they were under the second alternative, not the original?— 
s the only report that has been made. It is $16,430, under Report 27. 
d there was no other figure, as far as you know?—A. No, sir. That 
ort that was made, and that is confirmed by the Joint Co-operative 
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The Cuarrman (Hon. Mr. Beaubien): I understand the Senate will” 
its hands full this afternoon. We have very little chance of sitting again to-da 
I believe. Therefore it is the opinion of the two leaders that we had. 
adjourn until next Tuesday morning. ‘ 

Right Hon. Mr. Meicuen: I think that Senator Dandurand has since 
gested that we might meet this afternoon for an hour or so. a 

Hon. Mr. Danpuranp: I think we could do so, if we had any busin 
before the Committee. But if Mr. Armstrong is through and no one else ig 
be called to follow him, it may be unnecessary to sit this afternoon. .. | 

The Witness: Mr. Chairman, may I interrupt? I am not quite thr 
but I think I could finish in thirty minutes or so, easily. | 

The CuatrMan (Hon. Mr. Beaubien): Then we had better finish with I 
Armstrong this afternoon. 2 

Hon. Mr. DanpuRAND: As soon as the Senate adjourns we shall resume 0 
work here. 4 


m=) bi] 
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The Committee adjourned, to resume after the Senate rises this afternt 


AFTERNOON SESSION 
The committee resumed at 5.40 p.m. 
J. BE. Armsrrone (Examination resumed). 


By Mr. Biggar: : a 

Q. Mr. Armstrong, the principal subject you wanted to deal with wa 
statement with regard to the economy that could be made by co-operaith 
which was submitted to the Duff Commission by Mr .Beatty in 1932, and whi} 
will be Exhibit No. 48. You wanted to attach to that the summary Sta) 
ment of the effect of the figures given by Mr. Beatty to the Duff Commi 
which will be Exhibit No. 52. Could you deal generally with those fi 
from the point of view from which you desire to deal with them?—A. On 
ruary 19, 1932, Sir Edward Beatty submitted to the Duff Commission t 
statements and a summary showing economies possible by co-operation of. 
Canadian National and Canadian Pacific Railways in establishing joint tra 
age, stations and terminals. In that there were suggested for abandon 
1,582 miles of railway, and the estimated savings from that abandonment 
$3,988,870. There was an estimate for the Joint stations and terminals - 
ling $2,269,337. The details of those two figures are given in the atta 
to the summary sheet and all part of Exhibit No. 48. In addition, 
summary sheet there is an item for consolidation of Okanagan services: 
Q. And that amount is $90,000?—A. $90,000. The total of thos 
items, which is the only detailed estimate ever submitted by the Can 
Pacific, is $6,348,207. 4 
Q. The only detailed estimate with regard to savings form co-operation 

A. From co-operation, yes, sir. I am speaking of co-operation only. Prio1 
that, Sir Edward had advised the Royal Commission that co-operation in 
»services might be expected to result in economies of $900,000, and co-op 
in communication services—that is, telegraph and telephone and wire servi 
might be expected to produce economies of $750,000. a 


By Hon. Mr. Buchanan: . = 

Q. Those are all under co-operation?—A. Yes, sir. The total of tis 
three is $7,998,207, or, in round figures, $8,000,000. = 
(Mr. John E. Armstrong. ] re ae 
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By the Chairman (Hon. Mr. Beaubien): 

That is express and telegraphs and what?—A. Express and telegraphs 
ne abandonments and joint stations and terminals. Subsequently the 
ger traffic managers of the two railways jointly agreed that there were 
ating passenger train services in Canada of approximately 10,000 miles 
ay, or 3,650,000 miles per annum. 


By the Chairman (Right Hon. Mr. Graham): 


- Q. That is train miles?—A. Yes. Adding that to the $8,000,000 would 
re a figure of $11,650,000. 


e By Hon. Mr. Robinson: 

x Q. Figuring at about $1 a mile?—A. Yes, per train mile. That is an 
bitrary figure, but it is about as good as any, on the average, when you 
k of a train mile. To date the Joint Co-operative Committee has favour- 

bly reported upon 15 of the projects listed in this exhibit. 


a By Mr. Biggar: ° 

Q. That is, 15 of the projects, both line abandonments and others?— 
es, sir, of this total list in the exhibit. 
Q. And the total of the projects listed is what?—A. It is either 22 or 23 
e abandonments, and joint facilities in sixty-seven different locations; I be- 
ve there are actually suggested 87 different joint facilities at sixty-seven 
ations. 
~ Q. And out of that total number of projects the Joint Co-operative Com- 
arttee has dealt with how many?—A. Has dealt with a total of 19. Of those, 
were favourable and 4 were unfavourable. The total estimated saving in 
19 projects was $780,000. This was an ex parte forecast of possible 
omies. It was expected that when the two railways got together and 
ined the thing jointly there would be additions to it and subtractions from 
at would be only natural in the joint consideration of an ex parte state- 

So the loss of those four items that were adversely reported upon is 
lotvhing very surprising. Actually, in place of those four items which we lost 
1 joint consideration, we added twelve ‘items that were not in this list at all. 
the estimated total savings under the reports as presented to the Joint 
utive Committee by the Joint Co-operative Committee for the total of 27 
hat have been favourably reported upon—15 from this list and 8 outside 
list are $799,000 per annum. That is, so far in progressing through this 
are 2 or 3 per cent ahead of the forecast. Now, at the moment nothing is 
one in regard to telegraphs or express. We must for the moment consider 
as inactive co-operative projects. 


By the Chairman (Right Hon. Mr. Graham): 

Q. They are fairly difficult to arrange, I imagine?—A. Yes, sir, both of 
In this statement there is nothing for pooling of passenger train ser- 
. We have pooled passenger trains to the extent that the estimated savings, 
_ a train mile, are $972,000 per annum. By adding the $799,000 odd to the 
000, we get a total of $1,771,655, which is the total in that list of 62 
rts of projects in effect and not yet in effect. It is the sum of the money 
*s in the two columns in that statement. 


_ By Mr. Biggar: 

‘That is the statement, Exhibit 29?—A. I think that is it. 

The statement of the Joint Co-operative Committee?—A. Yes ‘sir. I 
hat is all I need to say about that set-up. 
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Q. Right. Now, there was one other point I think you wanted to deal vi 
That Wolfe’s Cove was referred to. 
Hon. Mr. Parent: I suggest that if you go on that ground it will take 
long. si 
The Cuarrman (Hon. Mr, Beaubien): Let us see what we can do up 1 
6 o'clock. q 
The Wirness: In the matter of Wolfe’s Cove, Mr. Fairweather in givin 
evidence on May 17 stated— y 


s ] 


By the Chairman (Right Hon. Mr. Graham): 
Q. Where is Wolfe’s Cove? Some of us do not know; I do.—A. Then you w 
correct me, sir, if I go wrong. Wolfe’s Cove is a few miles by the river from t 
city of Quebec. It is in effect Quebec when we talk of rail and water transfer, 
Mr. Fairweather stated: “At the time when the Canadian Pacific were cot 
sidering construction of a tunnel connecting their lines at Quebec and Wolf 
Cove, which they did construct, we thought—and this was long before ar 
C.N.-C. P. Act—that an economy would be indicated, that if they would use 0 
lines down there it would save them the cost of the tunnel and allow us to 
a little revenue from this line. I know I suggested to Sir Henry Thornton th 
approach the Canadian Pacific with a view to having them use our line and sa 
the expense of the tunnel, but apparently nothing came of it.” 5 
The facts of the situation as I understand them are these—and I may 
I was more concerned in the matter at the time, this was before co-operation 
before I was relieved of other duties—the Canadian Pacific approached the C 
dian National asking the right to reach Wolfe’s Cove over the Canadian Nati 
lines. The Canadian National, after giving due consideration to the matter, 
the Canadian Pacific an offer of a means of using that line. That contempl 
building a connection about one mile long between the Canadian Pacific and a 
Canadian National line in the vicinity of Belair and running over the Canadig 
National for a distance of about twelve miles. a 


i 

“a 
‘% 
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By the Chairman (Right Hon. Mr. Graham): 2 
Q. Is that the old Canadian Northern?—A. Yes, sir. Figuring the rem 

cost of that line and the other charges’ that would be involved in operating 
that manner, the annual cost of accepting that offer, which, I may say, 
included a restriction imposed by the Canadian National that if the Cana 
Pacific accepted that offer they would bind themselves to serve no ships” 
Wolfe’s Cove except Canadian Pacific ships. The annual cost to the C. P. B 
adopting that proposal, with that restriction, as we estimated it at that time 
$86,900 per annum. At the same time while the Canadian National was preparil 
this offer we were preparing an estimate of the tunnel and the cost of bu 
the tunnel line and the so-called Wolfe’s Cove line. The comparable ar 
cost, including the same elements of cost for the tunnel lme, was $45,4 
approximately half of the Canadian National: offer, and of course going in 
our line we would retain the right to serve any ship at Wolfe’s Cove, ¥ 
seemed rather essential to us. For that reason quite naturally we adopted 
Wolfe’s Cove tunnel line. a 

By Mr. Biggar: 
Q. Does that cover the ground?—A. That covers my submission. 


' By Hon. Mr. Murdock: a 
_ Q. Has that piece of the Canadian National from Belair into Quebe 
been abandoned?—A. Not to my knowledge, sir. ‘a 

(Mr. John E. Armstrong. ] 
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Ve heard the other day that a part of the old Canadian Northern had 
ndoned.—A. Are you referring to the Dombourg-St. Mare abandon- 


@. No.—A. There was an abandonment between Dombourg and St. Mare, 
is west of Belair. 


By Hon. Mr. Robinson: 

-Q. So a tunnel was built?—A. Yes, a tunnel was built. 

_ Q. It would be interesting to know the actual cost, how it compared with 
1¢ estimated cost—A. The actual cost of the tunnel was somewhat higher than 
estimated cost. After our estimates had been made and our plans all set 
der way, they asked us to revise the location of the tunnel slightly. 
as done by the Battlefields Commission. The relocation of the River 
oortal of our tunnel slightly lengthened the tunnel. I am sorry I cannot 
the exact cost of the tunnel. 


| By the Chairman (Right Hon. Mr. Graham): 
Q. That is the fact though?—A. Yes, sir. 


By Hon. Mr. Robinson: 


_ Q. The actual annual cost, how did it work out? I mean the annual cost of 
rating this tunnel line—A. I doubt if we have figured the annual cost of that 
ately. These estimates were made when we were comparing two alterna- 
available to us at the time, and after we had determined and gotten under 
ruction this change was brought about. Our plans were set then and it 
00 late to change them. 


By Hon. Mr. Murdoch: 


~ Q. But the original proposal of the C. N. was $86,000 annual rental.—A. No, 

le rental was less. That $86,000 includes rental and the extra cost to 

oving equipment from Wolfe’s Cove to Quebec and back to Wolfe’s Cove, 

perating to serve Wolfe’s Cove. 

‘the CHAIRMAN (Right Hon. Mr. Graham): I dislike to interrupt. you, but 

el wants to make a statement, and may probably desire to ask you a 
or two on it. 


r. Biccar: As far as I am concerned, I have finished asking Mr. 
ng questions, and I just wanted to tell the committee, that at the sug- 
of Senator Dandurand, there will be found attached to yesterday’s 
edings, which will be in print and ready for distribution to-morrow, a state- 
th regard to co-operative economies. This contains the figures with re- 
co-operative economies that Mr. Armstrong has just referred to. That 
it No. 48. 

‘here will also be found attached to the printed Proceedings the figures 
ed by the Canadian Pacific Railway to the Duff Commission, at its 
of the economies that could be obtained by consolidation or unification, 
he details of the 5,000 miles of abandonment, which was part of the 
sal 


e 


n. Mr. Danpuranp: And the $75,000,000 saving also. 

. Biccar: That is the $75,000,000 saving. That is Exhibit No. 49, and the 
the abandonments are Exhibit No. 50. 

e in my hand Exhibit No. 42, which the committee thought need not be 
It is a long document. It is the report that Mr. Fairweather made 
ober 27, 1931, and revised on December 28, 1931, with regard to a 
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possible saving of $56, 000, 000 on the basis of consolidation as ns rega’ 
at the date of that report. Would the committee like to have that report 
in order to be able to compare it with the statement of the $75,000,000 sa 


Hon. Mr. Rozrnson: It is pretty bulky. 


Mr. Biccar: It will take between 15 and 20 pages. I fancy it will 
quite frequently referred to in the evidence which the committee will 
to hear. Would you like it printed? 


The CuatrMAN (Hon. Mr. Beaubien): You have not got it in the fo 
of a. table? . 
Mr. Bicear: It is a statement with exhibits. . 
Hon. Mr. Ropinson: If there is a feeling that one should go in, b 
should go in. ‘a 
Mr. Biccar: I fancy they will both be referred to. That is why 1é 
asking instructions on this point. 4 
Hon. Mr. Danpuranp: . Mr. Fairweather dilated upon this statement 
The CHarrmMan (Right Hon. Mr. Graham): It is a big statement, 
the committee thought it should be filed and not printed. After hearing 
Biggar, I am not as sure as I was. This is a pretty big matter, and if 
members of the committee think the statement ought to be printed, I wou 
say they would have some reason for thinking so. 


Mr. Biccar: Yes. The reason I mention it now is that it will be ave 
able on Tuesday if the direction is given now. . 


Hon. Mr. Murpvocs: If it is going to be referred to frequently, I thi 
we should have it before us. ¢ 


The CuarrMan (Right Hon. Mr. Graham): What are your views, gen 
men? 
Mr. Biccar: I suggest that it is difficult to understand the whole situat 
without having that before you. a 
Hon. Mr. Cauper: Personally, I cannot conceive of what is going 
happen in connection with our inquiry. I cannot understand what w 
attempting to arrive at. We have had a great deal of evidence and disc 
with regard to co-operation. Now, it seems to me that there is not a 
around these tables who does not ‘understand now what has happened. 
operation to a very large extent has failed. I think we all know the re 
why. and I cannot conceive what benefit we are going to get from any fu 
discussion of that aspect of the question unless there is some conflict betwe 
the evidence of the Canadian National and the Canadian Pacific authoriti 
That. sould be cleared up. They both made estimates. They both must aa 
that they are only estimates and probably contain gross errors, unintentiol 
errors. But they deal with involved questions, and after all, ‘they are 
estimates. As an illustration, we have some eight different projects that 
not included in the original project at all but which were proceeded with 
solved. What strikes me is this, that we are going to get nowhere if we pr 
with this end of the inquiry first. 
Mr. Bracar: This document has nothing to do with co-operation; it e 
solely with unification or consolidation. 
Hon. Mr. Cauprr: Oh, well— 
Hon. Mr. Suarre: Mr. Fairweather said we could not depend on either 
them. “ 
Hon. Mr. Cauper: I imagine we may deal with it for a short time 
that we will end just where we did with the co-operative estimates. 
[Mr. John H. Armstrong. | 


IRMAN (Right Hon. Mr. Graham): Do you not think we should 
ything before us which would enable us to listen intelligently to what 
as to unification or whatever else comes before us? 
Ion. Mr. Catper: That is quite right, but I doubt that we should 20 
these estimates so fully. I think that what we have done up to now 
te right, but my own view is now, so far as the co-operative end is con- 
, that we grasp it fully. 
The Crarrman (Hon. Mr. Beaubien): That is finished. 
Hon. Mr. Cauper: There is only one aspect that I would like to see 
red up, and that is the question of whether there is any difference of 
between the two sets of officials as to what has happened. 
ht Hon. Mr. Mrtcuen: That is what he has been giving us. fi 
m. Mr. Cauper: Outside of that we can drop co-operation and deal 
most general way with unification. The important evidence, it seems to 
be with regard to unification, what it means, what it does, what will - it 
e the results. $ 
The Cuarrman (Right Hon. Mr. Graham): I think that is really what 
e have in mind. Those who have been advocating unification will be here. 
Biccar: That is the idea. 
he CrairmMan (Right Hon. Mr. Graham): If the committee agrees, I 
be in favour of putting this on record so that if it is referred to in future 
ll have both sides before us. 


The Committee adjourned until Tuesday, May 24, at 10.30 a.m. aes 
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e EXHIBIT No. 42 
Ss ibmission to the Royal Commission on Transportation by Mr, S. W. 
rweather, Director, Bureau of Economics, C.N.Rys. on Consolidation of 
nadian Pacific and Canadian National Railways. 


Note: This report was completed November 27, 1931. There are a few 
bid minor revisions in the figures, which revisions were made December 28, 
me «1931. 

a Bey 

(The maps and chart referred to herein as Exhibits 4, 7, sheets 3 and 4 
— __ of Exhibit 10, and Exhibit 13 are not reproduced) 


SOLIDATION OF CANADIAN PACIFIC RAILWAY AND CANADIAN 
ie NATIONAL RAILWAYS 


The purpose of this study is to develop in a broad way the economies which 
eht be expected to result from a consolidation of the properties of the Cana- 
National and the Canadian Pacific Railways. The railway problem of 
da has been brought forcibly to public attention by the current depression 
1 there has been much uninformed talk and speculation on the subject of 
isolidation with very little factual background. If large economies can be 
nd in rationalization of the railway industry, these economies should be 
xcted because cheap railway transportation is the keystone of the productive 
sonomy of Canada. 
n approaching the problem of consolidation of the two railway systems, it 
not be forgotten that these are abnormal times. Conclusions based on the 
nt volume of traffic might be seriously in error when traffic recovers to 
mal proportions, which may be anticipated with the recovery of general busi- 
8; therefore two situations will be studied, one the economies from consolida- 
1 based on 1931 performances, and the other economies based on a volume of 
»in line with trends established by past performance. 
fhe economies which can be foreseen as a result of consolidation are un- 
edly large,—proportionately larger perhaps in Canada than in most other 
ries because time has not as yet justified the duplication of Canadian rail- 
facilities by providing a compensating increase in population and traffic - 
sity. Much of the economy anticipated from consolidation can, however, 
be effected by the resolute facing of a situation which requires sacrifices 
dually and collectively; for the economy, if it is to reach large propor- 
will involve drastic abandonments of line, reduction in quantity and 
y of service, particularly passenger service, and a considerable disturbance 
e railway labour and material market. Canada must also be prepared 
accept the risk attendant upon monopoly,—the possibility of inadequate 
of inefficiency, of carelessness, and of political difficulties arising from 
eation of a large group with a common interest. 
pportunities for effecting savings as a result of consolidation may be 
ed as follows: 
_ General Overhead Expenses 
Readjustment of tariffs and traffic 
_ Traffic solicitation and advertising 
Operating economies—freight and passenger 
_ Purchases and Stores 
Accountancy and Statistics 
Hotels 
Express 
- Telegraphs 
Other Subsidiaries 
Economic value of Released Materials 
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The effect of consolidation has been studied under each of these he 
using as a basis the reported accounts and statistics of the Canadian Na 
and Canadian Pacific Railways, supplemented by special information Ww e 
necessary. a 

As a result of this study the following conclusions have been reached:— 


3 


1. On the basis of 1931 volume of traffic the anticipated economy fr 
consolidation at the present level of prices and wages would re: 
the sum of $49,000,000 per year. | | 

2. This economy could not be immediately effected and the figure represé 
what might be realized after a period of adjustment which is tentat 
set at 5 years. 

3 On the basis of a volume of traffic in line with general trends § 
stantially 30 per cent above the traffic of 1931, the anticipated econe 
from consolidation would reach the sum of $55,000,000 per year. 

4. In addition to the improved financial result indicated above arising ff 
readjustment of traffic and of operating conditions, there would b 
constructive betterment arising from the release of materials 
equipment which would materially reduce capital requirements 
period of years. The capital value of this released material, allow 
for salvage costs would be $48,000,000 and the interest upon that § 
at 3 per cent amounts to $1,500,000 per year. 


The sub-division of the problem under eleven headings as set forth abr 
presents a convenient erouping of the possible economies. Despite the fact 
these sub-divisions do not in all cases agree with the standard accounts 
arrangement was chosen because of its ereater convenience and clarity. 
approximate re-distribution of the prospective savings in accordance wit 
standard division of accounts will be found in Exhibit 1. Hereunder is 
an itemized schedule of the economies on the two bases previously menti 
In the following detail analysis the figures relate to 1931 operating condi 
unless otherwise noted in the text:— = 
Basis Normal Traffic " 


~~ 


1931 Traffic 


Basis 


General Overhead Expenses. Lest) nO 20,000 $ 1,020,000 
Readjustment of tariffs and Saas 5,420,000 6,540,000 
Traffic solicitation and advertising... .. .. -. + 6,800,000 6,800,000 
Operating economies—freight and passenger.. .- -- 26,050,000 30,770,000 
Purchases and Stores... .. .. «5 ++ ++ ++ 2 = 2,500,000 2,500,000 
Accountancy and § 500,000 500,000 
PLOUCLBiscy eaieen se © 4,500,000 4,500,000 
Libqaigessa npr sede ad 500,000 600,000 
Meleera phe wyiikie ts lieu ei) ox eueeye \lers 600,000 700,000 
Other Subsidiaries... .. 6. 2. ee eee 700,000 800,000 
PRAGA Rade ae ket Ram awin (AEs. eee iG Pen UES $54,730,000 
Economic value of released material.. .. .. «. «- 1,500,000 1,500,000 — 
Grand Totally will Se) ter Pees ol ate PSECIOD OOM), $56,230,000 


1. General Overhead Expenses. 

Naturally the first economy to be expected from consolidation wowd 
one of general overhead expense, which, for the purpose of this problem, is defi 
as the cost of direction and of system executive supervision. The following 
divisions of general overhead expense have been examined: , 


Directors’ fees and expenses 
General officers’ pay and expenses 
Clerks and Attendants 

Office rent 

Office supplies 


' 
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‘main directorate of the Canadian National Railways consist of 17 
drawing approximately $44,000 in fees and expenses. The Canadian Pacific 
irectorate consists of 17 men, but the extent of thei fees and expenses 
available. In addition to the main directorate there are directors of 
diary companies in the Canadian National, 108 such companies existing, 
ive of 14 companies jointly owned with other railways, and the number 
dividuals on the directorate, other than those who are directors of the 
in company, amounts to 95 people, but their fees and expenses do not amount 
over $4,000 per annum. No doubt the C.P.R. subsidiary companies would 
ent a similar picture. There would appear to be an excellent, opportunity 
simplification of directorates. Doubtless all of the expenses of the main 
ectorate of the Canadian National and of at least two-thirds of the directory 
ses of subsidiary companies could be eliminated. This would amount to 
oximately $50,000 per year. rare 
Under this heading are grouped the President, Vice Presidents, Secretary, 
trar, Treasurer and the system technical advisory staff. Exhibit 2 sets 
a list of positions in each company. Altogether there appear to be 32 
ions in which there is a duplication of functions, and were it not for the 
hat the consolidation would create a system of such magnitude as to be 
t unwieldy, one-half of these duplicating positions could be abandoned. 
estimated saving in salary and expense would, in that event, approximate 
000. However, so unwieldy would be the consolidated sytem that in al] 
bility it would be necessary to retain some of the apparently duplicating 
ons or alternatively to raise the standard of the position and supplement 
vith subordinate technical staff. For instance, with such a huge system it 
ht well be desirable to departmentalize the general executive control instead 
centralizing it under a single President. A natural sub-division would be 
il and finance on the one hand, and operation and traffic on the other, or 
mm in operation, a sub-division of the general operating authority might 
made into matters of current operation on the one hand, and budgeting and 
amping on the other. Having regard to these considerations it is not antici- 
ted that the net economies would exceed sixty per cent of those indicated by 
parent duplication. This would amount to $350,000 per year. 
_ Under this heading are grouped the salaries and expenses of subordinate 
mical assistants, heads of system sub-departments and clerks, A schedule 
he expense falling under this classification is shown for each railway in 
it 38. This exhibit shows that the combined expense of the two railways 
lounts to approximately $5,500,000 per year. In looking for economies under 
s heading it must be kept in mind that generally speaking the number of 
is closely adjusted to the amount. of work which is to be done and there- ~ 
“economies will result more from a reduction in the problems requiring 
ntion rather than the more efficient carrying on of work. A considerable 
m of the activities under this heading relate to dealings between the two 
Way systems and on that score economies may be effected. Having regard 
his feature and to the expectation of a lessened total operating expense 
ting to possibly $30,000,000 per year with consequent reduction in super- 
it is anticipated that the economies under this heading would amount 
roximately $500,000. 
fice rent is a comparatively minor item in the total. A consolidation with 
quent reduction in headquarters’ staff would reduce to some extent the 
@ space required. The economies previously mentioned would represent 
amately 200 people and at the allowance of 100 square feet of office space 
erson, the released office space would amount to approximately 20,000 
eet, which at an average price of $1 per square foot would amount to 
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Office supplies for headquarters’ staff is also a minor item; it is nt 

to include furniture, office fittings, typewriters, calculating machines, ete. 
approximate expense of these items to the Canadian National for syste: 

quarters is $255,000 per year, and having regard to this and the prob: 

‘that the Canadian Pacific expense is in proportion, a yearly econo! 

£100,600 is anticipated. 


Il. READJUSTMENT OF TARIFFS AND TRAFFIC 


Under this general heading will be discussed the effect of consoli 
upon traffic in so far as such readjustment would affect the revenue accou 

The first item to be considered is the rerouting of foreign intere 
traffic to lengthen system haul, The Canadian Pacific and Canadian Na 
Railways have in the past each favoured certain foreign lines, these f 
lines being chosen so as to yield the maximum traffic benefit. Thu 
Canadian Pacific Railway favours the Boston & Maine in Quebec F 
connections, and the Michigan Central at the Detroit gateway. The Ca: 
National possessing the Central Vermont and the Grand Trunk Western li 
manages to retain control of the traffic for a considerable distance into 
United States. The Canadian Pacific also have United States affilnati 
the territory west of Chicago. Exhibit 4 is a map showing the United 
gateways of the two systems and the connecting roads. It is quite ap 
from this exhibit that much could be done in case of consolidation in r 
traffic so as to considerably lengthen the system haul. This is particularl 
of traffic between central Canada and points in New England and Cet 
United States, and traffic between Western Canada and Central United 
Exhibit 4 in addition to showing the gateways, also shows the suggested r 
of traffic. From a detailed knowledge of the traffic moving on the United 8 
lines of the Canadian National, it is anticipated that consolidation 1 
increase the freight revenues of the combined system by $5,400,000 w 
offsetting increase of 411,000,000 revenue ton miles, as shown in Exhib 
Paralleling the freight situation there is the competitive passenger situa 
Exhibit 7 shows the passenger connections of each railway between import 
Canadian and United States points. Under consolidation it would be 
feasible to readjust this service to the benefit of the combined system resu 
‘n estimated increase gross of $1,170,000 as shown in Exhibit 6. These 
of increased gross revenue would, of course, carry with them increased of 
ing expenses; these on a direct out-of-pocket basis are estimated to amoul 
$3.250,000 for both freight and passenger, leaving an increase in the i 
net of $3,320,000. . 

Allied to the rerouting of foreign interchange traffic is the questi 
readjustment of interline divisions. At present the division’ of any | 
rate between a foreign railway and either the Canadian National or the 
dian Pacific is a matter of negotiation between the parties and since m 
this traffic is moving to or from competitive points in Canada, it is 0 
that the basis of divisions is influenced by competition between the C 
Pacific and the Canadian National. Under consolidated operation t 
petition would be eliminated. The volume of the traffic interchanged 
Canadian Pacific and Canadian Natonal Railways with United States 
other than their own subsidiaries, amounts to approximately $50,000 
year. It is anticipated that ultimately the basis of division could be reat 
to vield an increase of approximately five per cent, which would am 
$2,500,000 per year. ae 
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he eager competition for freight between the two railways has led to 
i uneconomic practices with relation to the fostering of L.C.L. consolidation. 
der unified operation the competitive incentive to such practices would be 
oved with beneficial effect upon the net income estimated at $1,000,000. 

_ This is a debit item and would be a necessary result of consolidation. 
rafiic interchanged between the two railways moves on a rate basis generally 
mewhat higher than the rate which would have been in effect had the traffic 
oved completely over one or the other system. The amount of the surcharge 
indeterminate, but approximates 5 per cent. The total volume of this traffic 
a normal year amounts to $5,000,000 and applying the percentage as men- 
med to this figure a debit to gross revenue of $250,000 would result. On the 
isis of 1931 traffic it might be $200,000 
_ As intimated in the introduction, if major economies are to be effected as a 
sult of consolidation, considerable line abandonment and reduction of trans- 
tation service must be effected. In most cases where abandonments have 
en recommended, the railways have a practical monopoly upon the traffic. 
other cases, however, there is highway competition and the reduction of service 
juld be followed directly by some reduction in traffic. Moreover, even where a 
mplete monopoly does exist, it is quite clear that the line abandonments will, 
almost every case, carry with them some reduction in commercial opportunity. 
ie approximate station earnings which would be effected on lines recommended 
* abandonment: amount to $3,000,000 per year. The amount of this traffic 
lich would be totally lost is estimated at $300,000. 


4 III—TRAFFIC SOLICITATION AND ADVERTISING 


_ The next main sub-division is the expense of traffic solicitation and adver- 
ing. This is a field in which large economies would be effected. It is the 
ld where duplication of activities on a competitive basis is an added expense 
+h very little off-setting compensation to the public. 
The first item to be considered is superintendence, by which is meant the 
y and expense of executive’ and Supervisory officers other than the Vice 
sident. The combined expense of the two railways under this heading 
ounts to approximately $3,500,000 per year—see Exhibit 23. Having regard 
the fact that under consolidated operation the traffic solicitation and adver- 
ng would be comparatively simple, it is estimated that this item could be 
uced by 40 per cent, resulting in an economy of $1,400,000. 
Under the heading of “ Agencies ” comes most of the detail expense of 
ing traffic. The combined expense for the two railways amounts to 
0,000 per year. Drastic economies could be effected in this field. Exhibit 
ws the number of off-line freight and passenger officers in foreign countries. 
ddition to this, every Canadian city has a staff of freight and passenger 
nts and solicitors. It is recognized that certain activities of the consolidated 
pany would be highly competitive with other transportation agencies, either 
. railways, steamboat lines, or the highway, therefore traffic solicitation could 
be completely eliminated, and further, traffic agencies in addition to solicita- 
render an important service to the public, a service which the public is 
ed to, but it is undoubtedly true that at present, much of the activity of 
licitation forces of the two railways is directed to direct competition, and it 
Amated that with the emphasis on service rather than solicitation, an 
omy of $3,000,000 per year could be effected. 
What has been said of agencies is even more true of advertising, which for 
s of this study will also include the cost of radio. The combined ex- 
of the two railways amounts to $4,800,000. Advertising by’ Canadian 
8 in foreign countries is, of course, highly desirable as it influences both 
d passenger business. Moreover, a considerable portion of the adver- 
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- tising consists of necessary service advertising with regard to train sch 


one department would be sufficient which would effect an economy of $300,00 


‘t 


ete. It is anticipated economies would amount to $2,000,000 per year. 
The two railways spend $250,000 on traffic association; this under ¢o: 

solidation might be reduced by $100,000. 4 
Both railways carry on industrial and colonization activities, the expense 

which amounts to $800,000 per year (Exhibit 23). Under combined operati 


IV—OPERATING ECONOMIES—FREIGHT AND PASSENGER © 


The next main sub-division is operating economy and considerable reduet 
could be effected. 4 
_ Reduction of system supervision has already been considered; but regior 
district and division supervision also presents a considerable field for f 
economy. The Canadian National is divided into two main regions—Cent 
and Western, and two smaller territories, Eastern Lines and the Grand 
Western Lines. The Canadian Pacific Railway is divided into Eastern 
Western Lines, and a number of separately operated railways both in the Unit 
States and in Canada. Exhibit 9 shows the division of the properties of 1 
respective railways for purposes of supervision. Under a consolidated conc 
it would appear possible to have but three main regions, Eastern and We 
in Canada, and all Lines in the United States. This would effect conside: 
economy which it is estimated would amount to $200,000 per year. Superv 
district economies would also amount to a considerable figure. Exhibit 9 
the mileage under each district of the Canadian National and Canadian P. 
Railways as at present constituted. This exhibit shows considerable vari 
in mileage. Generally speaking, the size of a district is less dependent upo 
mileage than on the geographical distribution of the territory about the di 
headauarters. It would be quite feasible to consolidate these 18 districts: 
present into 9 districts in the consolidated company, with a resultant eco 
of $350,000. 4 
There are undoubtedly large opportunities for reduction of supervisory 
on divisions. The railways of Canada are so far flung that divisions have 
organized upon the basis of accessibility rather than volume of transport 
Exhibit 9 shows the mileage and location of divisional headquarters | 
divisions of the Canadian Pacific and Canadian National. The wide diy 
in importance of these divisions is at once apparent. The consolidation | 
two systems would permit of increasing the mileage of many of the dn 
without decreasing the accessibility to any considerable extent. It is pro 
that the 74 divisions of the Canadian Pacific and Canadian National sho 
re-organized into 50 divisions. The economies resulting therefrom 
amount to approximately $600,000. é 
The abandonment of duplicating lines constitutes one of the major | 
‘mies possible as a result of consolidation. Occasion may also be taken f 
abandonment of thin traffic lmes with a view to further increasing the 
traffic density of the system. The line abandonments contemplated 
study are shown in detail on Exhibit 10. They are comprised as follows: 
Miles 
1,115 ¢ 


Duplicating Main Line.. .. -. 5 
1,035 — 
284 


Duplicating Branch Lines.. .. . es) 
Thin Traffic Lines.. .. aimee 


he FE tea ey recite thie os RATAN dies laial te fet bsMenAV lay | Ye sailnie as a tat Drees od Wale leas 2,43 


The economy to be anticipated from these abandonments is esti 
$3,950,000 per year and consists mostly of that portion of the maintet 
-way and structures which is independent of use, together with tl 
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n train service on thin traffic lines (Exhibit 11). An adjustment for 
ue of traffic lost by reason of line abandonments has already been made 
ling with traffic features of the consolidation. 
the rerouting of main line traffic as a result of the consolidation presents 
fe possibility for ecenomy, but generally speaking the analysis of com- 
rative operating conditions shows that no considerable out ‘of line -haul 
Ye main line of either railway could be justified by improved operating 
iditions on the alternative main line. The chief opportunities for economies 
ider this heading are: 
te Use of C.N.R. as freight line Kamloops to Vancouver. 
Routing of traffic from Northern Alberta and Saskatchewan to and 
from Vancouver via Yellow Head Pass C.N.R. 


Reduction of branch line haul to main line in Western Canada. 
Reclassification of main lines, 


etail analysis of these various proposals will be found in Exhibit 12. The 

pated economy totals $1,500,000. 

Advantage might be taken of the virtual monopoly 

msportation to revise the minimum arload requirements. This would need 
é done cautiously and the principle ad 


essary because the railway no longer enjoys a monopoly of short haul 
insport and must adapt its carload requ 

evertheless a considerable opportunity for economy exists in the long haul 
Id. The average carload at the present time is 22-4 tons although the average 
t Capacity is 38 tons. Raising of the carload five per cent should not be 
possible. Exhibit 13 shows the trend 


Mnjoying practical monopoly of rail transportation, the consolidated system 
Id be able to materially increase the average train loading by moving 
on the basis of the most economical] train load rather than by giving 
ration to delivery time, which latter is a prime factor under competitive 
on. Again, it must be pointed out that in the short haul field this policy 
10t be followed owing to motor truck competition and the same is true 
ain specialized and highly competitive international traffic. It is not 
plated that heavier locomotives would be used to achieve the greater 
1 loading, but simply that the existing locomotives be loaded closer to 
otential capacity. The average performance of the Canadian National 
nadian Pacific Railways, expressed as a percentage of the tonnage 
"moved to that which would have been moved, or in other words, the 


Average gross tons per train.. .. .. .. ., . Pulm oichanchah Reaeh, 10H Nays] 1,541 
_ Average Net Tons per Train... eho ushan retepainarp Rae Siete Ses dS ed 748 3 
Percent gross to potential... Ae montis 70°3% 80-8% 


is of calculating the gross to potential is not identical on the two 
nd they are, therefore, not strictly comparable. However, under con- 
virtual monopoly, it should not be impossible to materially increase 
f gross to potential, and for the purpose of this study an improve- 
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ment of five per cent is aimed at. In arriving at this figure, due regard h 
been had to the necessity of maintaining a high speed service on such traffic 
is competitive with the United States Railways. This consists chiefly of 
moving to and from Chicago and the eastern seaboard. The effect of this i 
crease of five per cent in gross to potential would be to reduce operating expens 
on the basis of 1931 traffic by some $2,200,000. The details of the calculati 
will be found in Exhibit 10. a 

There is an opportunity for economy in the operation of large frei 
terminals. As in the case of passenger terminals to be dealt with later, 1 
full economy as a result of consolidation could not be realized without t 
expenditure of considerable capital in rearrangement of facilities. Some imm 
diate economy may be effected in switching costs and in the carrying on 
auxiliary services such as rip tracks, water and coal supply, and a furtl 
gain might be expected as a result of the elimination of switching interchan 
Large freight terminals exist at the following points: St. John, N.B., Queb 
Montreal, Ottawa, Toronto, Hamilton, London, Windsor, Port Arthur and F 
William, Winnipeg, Regina, Saskatoon, Edmonton, Calgary and Vancouy 
The total yearly cost of operation of these freight terminals to the two railw 
approximates $30,000,000. It is anticipated that about $2,000,000 per year 
be saved without additional capital expenditure. It might be pointed — 
that the modernizing of freight terminals would be a very remunerative f 
for added capital. $10,000,000 or $15,000,000 expended in terminal facilit 
for the consolidated system would yield a return of at least twenty per ¢ 
per annum. af 

The Canadian National and Canadian Pacific Railways have each a num 
of locomotive and car shops, the location of which, and the normal number 


employees being as follows:— 


Canadian National Canadian Pacific 5 
Employees” 


Employees 

Moncton TiS Cerne as 1,294 McAdam Ge Ce ects 
St. Malo WHE Oa.se 30% 475 Montreal Ibn Oy sawoe 
Montreal MO OR tists: 2,617 Carleton Place L_...... 
Leaside Cpbteetae se 336 West Toronto L&C...... 
London Oh UB hto 710 North Bay bial Oris oot 
Stratford Ep ute 1,031 Winnipeg i Digcal Cen sane 
Fort Rouge Ibics GAG ede 1,998 Calgary Topica’ Cars ie o's 
Transcona Aber Ora arice 2,139 Vancouver WEG Seta soc 
Edmonton 1a Oa seas 404 Lyndonville Tes Oeaeret 
Battle Creek iy Saye ee 429 
Port Huron Cr anes: 443 
St. Albans TiS Ceex sy 450 

Matalin a cee enerine 12,296 Motalt arte cmrete olevele croreuors 


Winnipeg and Calgary. This would involve the closing of shops at other pe 
with a consequent reduction in overhead expenses and a reduction of re 
costs by full application of the principle of mass production. By this m 
it is anticipated that an economy of $4,000,000 per year might be effec 
details of the calculation being found in Exhibit 16. 4 
Under consolidated operation drastic cuts could be made in intercity 
transcontinental passenger service. It is true the travelling public would 
some inconvenience, but it is anticipated that 3,500,000 passenger train I 
could be eliminated without reducing to any considerable degree the ef 
ness of the railway service. This reduction in train mileage would re 
an economy of $4,500,000 per year. Details of the proposed rearrat 
and curtailment of services are found in Exhibit 17. It should be no 
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cuts have already been made in C.N R. train. service and this item should 
iscounted. Further possibilities may exist in the substitution of unit cars 
eam trains. This could not be accomplished without considerable capital 
enditure and has not been considered at this time. 


There are 249 points in Canada common to both the Canadian Pacific 
ad Canadian National Railways. Of these points 29 are joint stations; the 


alance represent opportunities for unification and consolidation. Of this 
umber the larger points are:— 


* 


Montreal Port Arthur 

Smith Falls Saskatoon 
North Bay Edmonton 
Hamilton Calgary 
London Vancouver 
Winnipeg Victoria, B.C. 


Fort William 


msiderable economy could be effected at these points by joint operation, but 
the majority of cases this would lead to large capital expenditures and each 
se requires careful detail study. It should be possible to consolidate without 
ry large expenditures in the following major points: — 


Hamilton Calgary 


London, Ont. Edmonton 
Saskatoon 


d the economies resulting therefrom would amount to approximately $200,000. 
the remaining 235 points where there are two stations it would not be feasible 
Many cases to make the track re-arrangement necessary to consolidate all 
iM movements into one station, but it should however be possible to con- 
idate into one station all ticketing and billing, and reduce the use of the 
naining station to the bare essentials necessary for the accommodation of 
fic. In this manner an immediate economy of approximately $450,000 
ld be effected, which, combined with the amount of $200,000, would repre- 
tt an annual saving of $650,000. In the larger terminals further rearrange- 
nt would involve substantial capital additions and would therefore be delayed 
some time. 
The spirit of competition has led to the provision of luxury service, especially 
the passenger trains. This has taken the form of expensive equipment, the 
tical neglect of upper berths in sleepers, and the provision of a very high- 
$8 dining service, which latter item alone cost the railway $4,700,000 in 1930 
et by receipts of $3,000,000. Both railways have been prompted to the 
vision of this high-class service by competitive conditions. With this incentive 
10ved, one of two things could be accomplished. Either rates could be obtained 
amensurate with the value of the service rendered, or alternatively the service 
Id be reduced commensurate with the amount paid. In either case a net 
nomy of about $2,000,000 per year might be anticipated. 
A stricter supervision in loss and damage claims and the elimination of 
competitive factor in making settlements should effect substantial economies. 
» Canadian National and Canadian Pacific Railways have paid out in loss ~ 
damage claims in 1930 an amount of $1,600,000. Much of this damage 
| caused by wrecks; some by rough handling, and some by delayed delivery, 
i is not anticipated that consolidation would materially reduce these factors, 
n the other hand the necessity from a traffic point of view of making a 
ble settlement is ever present, and with this pressure removed it is 
Ipated that $100,000 of economy might be anticipated. 
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A 


‘cost of storing materials. This economy, in so far as it would result in stai 
reduction, has been dealt with under the heading of ‘‘General Officers Pay an 


ata 


V. PuRCHASES AND STORES 


would permit of substantial economies in both the cost of purchasing an 


yi 


Expenses and Clerks and Attendants.” a 
Further substantial economy might be effected by the standardization | 
materials and the reduction of stores stocks. Materials and supplies ace 
for the two railways approximates $67,000,000 and after a period of adjustn 
there would seem no good reason why this should not be reduced by $15,000 
The out-of-pocket cost of carrying these materials, having regard to inte 
warehousing cost and depreciation would not be far short of nine per ce 
annum and on this basis an economy of $1,500,000 is indicated. Exhibt 
shows the comparative situation regarding materials and supplies of var 
large railway systems and notwithstanding peculiar climatic and geograph 
circumstances attached to Canadian railways, the above mentioned reduc 
is considered feasible. 
The possession of a virtual monopoly in railway transportation woul 
practically eliminate the pressure placed upon the railways to give consid 
tion to traffic features in placing orders. This is a very difficult featur 
estimate and it is not felt that either the Canadian National or Can 
Pacific Railways have purchased disadvantageously by reason of traffic 
tion to any considerable extent. An absolutely untrammelled purchasing 
would, however, probably result in some economies, especially when 
sideration is given to the fact that consolidated purchases could be bu 
in favourable quantities to a greater degree than is now possible individu 
The material purchases of the two railways in 1930 approximated $140,000 
and it is anticipated that an economy of one-half of one per cent would 
possible, resulting in $700,000 per year. q 
The Canadian National Railways has enjoyed for a year or more, th 
full benefits of a systematized layout of printed forms and stationery 
has effected large economies by this means, combined with a policy of buym 
paper in wholesale quantities and contracting separately for printing, bin 
and cutting. The printing and stationery expenses of the two railways in 
was $2,300,000. Based on the results obtained by standardization and bu 
ing on the Canadian National, it is anticipated that an economy of $3 


per vear could be effected as a result, of consolidation. me : 
% 


VI. ACCOUNTS AND STATISTICS 


The standard method of accounting does not show separately the cos 
keeping accounts and statistics and the effect of reduction in supervisory 
following consolidation will be found under the heading of “Clerks ¢ 
Attendants.” However, in addition to this there should be substantial eco: 
brought about by the elimination of accounting between the two railw 
such items as the interchange of car equipment, revenue accountin 
accounting in connection with joint facilities and joint terminals. In add 
if oceasion were taken to simplify the financial structure of the C 

: National and to centralize the accounting organization, further large economm 
would be possible. The whole is estimated at $500,000. 


ad pom ee A ii opt a, ARR Aah a Ui I CAI eae SO on 
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; VII. HOTELS 


e Canadian National and Canadian Pacific Railways own twenty 
and twelve summer resorts. In adition they are financially interested 
umber of other hotels and resort enterprises. In the former case the 
els and resorts are operated as departments of the railway, in the latter 
» they aret separately operated. The investment in owned hotels and resorts 
roximates $95,000,000 and the investments in affiliated properties approxi- 
S $8,000,000. It cannot be said that these hotel ventures have been 
fitable in themselves however necessary they may have appeared from the 
nt of view of larger policy. In dealing with this situation under consoli- 
ed conditions, it is quite possible that the most desirable procedure would 
30 dispose of the hotel properties to a private syndicate at the best price 
would fetch. Under consolidated conditions the chief competitive incentive 
r operatio nof hotels by the railways would be gone. It is true that from 
€ larger point of view a chain of first-clas hotels is desirable, but this chain 
ow in existence and it would be purely a matter of whether or not a con- 
lidated company could operate the hotels to yield substantial net, or whether, 
the other hand, it would not be the part of wisdom to turn them over as 
ggested, thereby releasing capital for more remunerative employment. Under 
isting conditions the hotels are operated on a high standard and cannot be 
to be profitable in themselves. It is doubtful if, under railway control 
y could ever be made to yield a substantial net, because the emphasis would 
ays be upon the service rather than upon cost. The operation of a chan 


able operation and a considerable degree of the railways’ equity would 
to be in the form of common stock. A tentative financial set up is 


Security Total Amount Ry. Portion 
ist Plottoare. Honda nas wt Us Ua a sGn eo -- $45,000,000 $45,000,000 
mero Mortgare Bonds. io. 66 ee eb ee 25,000,000 12,500,000 
Peeretredtai neice. a cae kL ah er 15,000,000 5,000,000: 
Common stock—500,000 shares.. .... .. 1... .. No par value 200,000 
| quidation of the bonds should not present serious difficulty once the 
t depression is over and might be expected to yield at least $50,000,000 
ish, which might be further enlarged by sale of the preferred and common 
c at later intervals. At the best, this capital presently invested in the 
does not yield more than one per cent; on the other hand, invested in 
herative improvements to the railway system, it should earn at least 
‘per cent. The difference represents a net economy of $4,500,000 per 


Occasion might also be taken to gradually liquidate the security holdings 
rately operated hotels, but no credit is taken for the feature. 


VIII. EXPRESS COMPANY 


ach railway company operates an express service on its Canadian lines. 
case of the Canadian National, the express traffic is handled as a 
ment of the railway and gross revenues are included as part of the 
m gross. In the case of the Canadian Pacific the accounting is through 
bsidiary organization which pays express privileges to the railway, and 
revenues and expenses are included under miscellaneous operations of 
m. In either case, in the final analysis the effect of the Express Com- 
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4. 


pany operations is reflected in the net income. Economies as a result 
solidation would largely consist of curtailment of supervision and g 
overhead, consolidation of outside agencies or offices in the larger centre: 
of station service in the smaller centres. The scope of these possible econ 
is set forth in exhibit 19 and it is estimated that they would amount to $500,0( 
per year. 4 


IX—TELEGRAPHS 


The commercial telegraph operation of the two systems is somewhat simil: 
to the express, and considerable economy would result from consolidation. | 
is estimated that the economy would amount to $600,000 per year, details to b 
found in Exhibit 20. E 


X—OTHER SUBSIDIARIES 


Both railway companies carry on miscellaneous operations such as w 
houses, terminal trucking companies, coal mines, coastal steamships, etc. 1 
+s a field here for considerable economy. For instance, operations of the 
and River Coal Company might be expanded to provide for both C.P.R. 
C.N.R. requirements (Exhibit 21). This in itself would make for considerabl 
economy by the reduction in mine operating unit costs estimated at $200,000 
year. Again, the consolidation of the lake and coastal steamship of the 
companies would effect considerable saving in supervision and would prob 
make available free capital by the disposal of boats, even at depreciated pr 
It is not too much to expect that ultimately an economy of $500,000 per 
would result. of 


XI—ECONOMIC VALUE OF RELEASED MATERIAL 


The abandonment of line, the curtailing of train service, the improw 
ment of train performance, and the consolidation of shop operation would releas 
large quantities of track and bridge material, and would result in a cons: 
able surplus of freight and passenger cars, locomotives and shop machinery. . 
is not anticipated that surplus stocks could be disposed of for cash, but th 
surplus of material would have a value equivalent to a large sum of m 
annually because it could be used to defer investment of new funds in ca 
expenditure. A classified estimate of the released material will be found © 
Exhibit 22 which indicates a total value less salvage ‘of $48,000,000. — vi 
allowing for warhousing expense and depreciation until put to active use, 
capital should have a net value of $1,500,000 per year. ai 

The analysis under the aforementioned head must not be taken as € 
haustive, but rather as indicative. The actual working out of a program of co. 
solidation would require the employment of the technical staffs of the ra 
ways for a number of years before the opportunities would be exhausted. 
conclusions arrived at are largely drawn from the experience gained in 
consolidation of the properties of the Canadian National System, and in tl 

connection it might be mentioned that the Canadian National problem was des 
with under the stimulus of competitive conditions; whether with this ince! 
lacking the economies mentioned herein could be effected, is to a 
degree questionable. The program is predicated upon a docile or practi 
helpless public, and an equally docile or helpless staff of employees. 

For convenience the conclusions are recapitulated hereunder:— 

1. On the basis of 1931 volume of traffic the anticipated economy ft 

consolidation at the present level of prices and wages would reach } 
sum of $50,000,000 per year. “3 


on ! 


d and the figure repre- 
7 Of 


¥ 


adjustment which is 


_ period of years. The ca 
for salvage costs would 


EXHIBIT - ie 


cane CANADIAN NATIONAL RAILWAYS | 
aa CONSOLIDATION OF CANADIAN Paciric AND CANADIAN NationaL RAILways 


Recapitulation of Economies 


_ Note: Re distribution of Economies in accordance with Standard Classification of Accounts is show wn 
Sheet 3 of Exhibit 1. 


— 1931. 
$ 
I, General Overhead Expense— 
IDIFEChOLSATeOs ANG EXPENSES, .:Aayoe siete cobain Ss Rte AS ae eee ae 50, 000 
General Oiicers pay and Expenses. wy, Soe eee pena ee 350, 000 
SDISr Rp OTCOMULCNCANER SA: Veni ree on, LUN ANG laut Cahn ea mn A Uti ha tbe 500, 000 
ADEE COLELON ERI NE Vie ey AG 6s a taht gar al ae aa Hold a er CHS RARE DA ERM Pg 20,000 
(COPTIC? ISH | 6) 0) UT IN Bil OREM BO RM aR NAOT e NAIVE sah apa BAL Die Np 100, 000 
ihotalG eneral Overhead 4uxpense ). 9/5) 0 oe: sh ee Mn ae 1,020,000 
II. Re-Adjustment of Tariffs and Traffic— 
Re-routing of foreign interline traffic to lengthen System haul.......... 3,320, 000 
me-agiustment ol interline Givisions.:.0, Soiree. ea ee ee 2,500, 000 
Cancellation of Agreements with carload Consolidating Cos............ 100, 000 
Revision of C.N.R. and C.P.R. interline rate structure................ 200,000 Dr. 
hbraticloss by, Line abandonment. gahok. ce yee e pie mie cota euany 800, 000 Dr. 
Total Re-adjustment of Tariffs and Traffic.................... 5,420, 000 
Til. Traffic Solicitation and Advertising— a 
PSUPGRULLON COD. Cel alg 10). REE IROL EDGER Tapani Set ARR RLY oe 1,400,000 1,400,000 
POT CHES 8 Nig Konus. 67s) Wiping Oa Ne ioe tier Nee yee cic VN name RO 3,000, 000 3,000,000 
MRCS ME USUI ls Aa 10 609) 2) he A a ae aN en ea 2,000,000 2,000, 000 
RUST ASSOCIA GIONS © 13000 NONI Nn ts Wy Relies pa penn (haar so mae My 100, 000 100, 000 
ACSIA ANd OOO NIZATION ih... sag hh eed Ane Laan eee ee 300, 000 300,000 
( Total Traffic Solicitation and Advertising....,..............-. 6,800, 000 
IV. Operating Economies—Freight and Passenger— 
HUG eiONAINSUPEryABION 2h ie). Wed ccarsc alotee (Senet ite es eee eee en a en ea 200, 000 
PPISHLCENOUDSL VISION fo) ANF iil UE oie lai ant nN eee Miia abe at 350, 000 
PrvisieniSuperVisione soy) ice Wk ).Ss CURNiid Nt SUA ys kul aL Rees h CMr aR a Rae 600, 000 
Line abandonments CADETS aE UAMI Gera wm taen alah See RN) Gk ty Std UY Se ie 3,950, 000 
aroun Tien, lane erat ce. eee.) oe ain. ae UII CUR 2) Doe Ram eNO rc 1,500, 000 
imercasec cardaading bts .4) Auli iva iiWel eer wae Winchd Gy eh os ale Sean iate 4,000, 000 
Mncreasea traimuloadin gs (20h Qin iS euler EMAC OU OL ented Resear enn Ue 2, 200, 000 
Large freight terminals Me ar EY ANE Lae ei. eet, Oe Cs NG ol Re oY 2,000, 000 
Consolidationion main Shops. ye... lk Wakes asi oe es cle ene (ie a mee 4,000, 000 
Inter-city and transcontinental passenger service....................... 4,500, 000 
DPAdHON SERV ACES ie Wil MEST Ut Ma lyr LUNIA my fl Cet. t 1/1 ON a eaten It ea 50, 000 
IDUB GIA Io) a Ce ME IN AAG SUE eee MP TS RDG aU arena a Nik le JEAN OB: i i 2,000, 000 
Mossanawiamaro clang a. cals \/20 Weta ciel Mean ONeany At imi S eigen Ee 100, 000 
Total Operating Economies—Freight and Passenger....:...... 26, 050, 000 
V. Purchases and Stores— 
Ed UE TON A StOLES VOTOCKS: (oes Midas came en Medes eee RN le eee 1,500,000 
RICCI OE OIC AY ys pub ie W/ahe alban: Nate et sale 0 Ue saver ON ued , 000 
DSMONe TVA aT VE TInt inp en wet ci ibaiae acyl cee etna ae OL Lcd. See in Oe ee ee eG 300, 000 
Vovaluburchases and sotoresi.c0 aeecee cee eee 2,500, 000 
IVALREPALOCOUIESIILTIG ISEOLESLIGS. kU latin aca gi ee iweae evi). av uae ene Pag 500, 000 
RE MEMRCSEIS EDU ATM INE Sorte aires at Poe ta dles eau shen tec ae At 4,500,000 
MCR WISN CMe oh i hielo ae oa rh MiNi Mae 2 tel ea Te aad A i 500, 000 
RIPE CIO DNS Ry AI Sas, op sGirey aul c kami me Aner a ke MAS Se ies Rear eed 600, 000 
ELAR SOURS THA TANCE is Nes aan De eine ony ee Na ei ores AW CL a yur ace SP 700, 000 
‘ 12 Oe Re I RR wt EO 0S OES Dey 48,590,000 


1,500, 000 
50,090,000 |, 
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"CANADIAN NATIONAL RAILWAYS | 
omachea oF Canapian Pactric anp Canapian Nationan Ramways 


Summary of Expected Savings by General Accounts 


Operating Expenses 


Main- 
Income Grand © 
tenance 4 
of Way of Traffic Trans- Miscel- Ganeral Total Account Total 


and fe portation} laneous Items 
Struc- Equip- 
tures anon’ 
$ $ $ $ $ $ $ $ $ 
ooo ao daentdel fo wrgoe lea set ORR cheered (ESE Cirmerch nt CRC omar) (em I 1,020,000} 1,020,000}..........] 1,020,000 
| DG ieee biel elfen 2 SAE LUGL ST RT What al Ee esd PLR ae ‘...+..-{ 5,420,000! 5,420,000 
Pt siesta. wart] srleasy ocd: GySU0 000 | Ate ee Celie ny iL 4s eNulibe oreauit GA SOD SOOUI ae eae eae 6, 800, 000 
st Passenger] 2,970,000] 6,320,000].......... TO" S60, OOO] eae aly eet aieew 25,750,000}  300,000/26,050, 000 ms 
166,000} 201,000} 150,000} 423,000 7,000 53,000) 1,000,000} 1, 500, 000} 2, 500, 000 
| 500,000} 500,000].......... 10, 000 ‘ 
PMenete etavel eo ueldie are ehaiel ate seat iAats ols afore acs icro a keta cree ate eal 4,500,000] 4, oe 000 4 
Seer arree Lic a casts aioists,| a /s,8 evencnstaala | evayaccte eesty ts DOO OOO ier. Waele. israel ue 500,000].......... 500, 000 ; 


sn jelaieae ROBO doa) Gentine tones (er NOQ OOO ee Mee 


Serereisie' 3,236,000) 6,521,000} 6,950, 000/17, 883, 000 7,000} 1,573, 000/36, 170, 000/13, 920, 000/50, 090, 000 


EXHIBIT 2 
CANADIAN NATIONAL RAILWAYS 
CoNSOLIDATION OF CANADIAN Paciric AND CANADIAN NaTionaL RAILWAYS 


General Officers and System Technical Advisory Staff es oo 


Position C.N.R.] }C.P. Rae gag 


1 1 
i 6* 
3 2 
7 3 
4 2 
5 4 
4 3 
8 Bt) 
12 6 
{ cating Positions—32. 
udes consulting counsel. 
‘ i 
“3 e ‘ ne ; 
oY x A a 
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EXHIBIT 3 
CANADIAN NATIONAL RAILWAYS 


CONSOLIDATION OF CANADIAN PaciFic AND CANADIAN NATIONAL RAILWAYS 


Clerks and Attendants 


4 
be 
: 


a 1926 1927 1928 1929 1930 
. $ $ $ $ $ 
Canadian National Railways.............| 3,871,334 | 3,831,508 | 3,897,024 } 3,948,314 3, 858, 6 
Canadian Pacific Railway............... 1,583,960 | 1,648,548 | 1,686,050 | 1,761,533 1, 722,4 
‘Rove Wh 2 he ile Sp opm mee tay I 5,455,294 | 5,475,056 | 5,583,074 | 5,709,847 5, 581,0 


EXHIBIT No. 4 


Map showing U.S. Gateways of the Canadian National Rys. and tt 
Canadian Pacific Ry. and their connecting railroads. (Not reproduced) 
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‘Total Pes Revenue G.T.W. Pa 1930... 
Other Passenger Train Revenues, 1930. 


; $2, 800, 000 
‘Estimated amount accruing from through traffic 1,800, 000° 
aA check made four years ago showed that the Canadian Pacific was doing 
about 55% of the international business of Canadian National. 

_ Gross earnings would then amount to 

Total Passenger train earnings of the C.V. Rly. ex milk in 1930 

3 - amounted to 
‘It is estimated that 60% of this revenue accrues from. through business | 
and that the C.P.R. are handling nearly as much traffic as the C.N.R. 

Because there is only a slight balance in mileage in favour of the C.N.R. a 
it is estimated that gross earnings will be increased by only 15%.... 180,000 

Total increase in gross earnings. r 3 $1, 170,000 
‘Estimated operating ration on out of eee basis 30%: vy 

- Operating Expense.. apt 350,000 


eNetunerease wealth omen: un Penis Gene! ree is 820, 000 


EXHIBIT No. 7 


a Sketch map showing Principal passenger connections of Canadian 
fy and Canadian Pacific Systems with U.S. railroads. (Not reproduced.) _ 
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i one : 


i 


ay 


F 
ike End—Cowichan Lake— 
Cowichan Lake 


Sal Byei(e) 628) Viele le: o-sle.s) be, 4.0 eles e ole 


ren eaiak Mae MeL ce helen ds) cers elle gave esaxeiera:,c [id wUv\-es: oteleidioleil\sistere ete cin o ATR 


Si RRs (o/s: fej ven elle) et wis si « 


CMD he aie ii tarcasis crotch eli) = sis ern ol obaNaxeterny> [ieee she turer yearn | iat Ae coke Al en 


MEN aby i ete aS eke ono eg hades sale «fot oR sink Coty eee et ee 


(Maps referred to in Exhibit 10 are not reproduced.) 
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RAILWAY CONDITIONS 
EXHIBIT 12 
; CANADIAN NATIONAL RAILWAYS 


CONSOLIDATION oF CANADIAN PaciFic AND Canapian Natronan Rawways 


Summary of Savings Resulting from Re-routing of Main Line Traffic 


509 


Cost via | Cost via Saving Due 
a Most Ex- | Cheapest O 
pensive Line Line © Rerouting 
$ $ $ 
'C.N.R. as Freight Line, Kamloops-Vancouver............. 2,046,964 | 1,632,794 414,170 
¢from Northern Alberta and Saskatchewan to and from Van- 

1 0 0 uaa et aid Sia cin car Hie PEN Cc, ies eee UR nee Ree oa 1,565,979 | 1,024,457 541,522 
Being Branch Line traffic to Main Lines... deselect. 178,750 
ting C.N.R. traffic Toronto-Sudbury via C.P.R.............. 818, 704 757, 526 61,178 

erring Northern Navigation Company traffic to Canadian 
MU a rs ee, ae eee th Gwe Trek le)’ fel ua nee 200,000 
erring Canadian Pacific Railway traffic to Canada Atlantic 
(1 She ESB CCE ie ie ae a US IOS Rea ee ea TNT a 100, 000 
Res BO aarti Bets aes ay Ble ok Nous e AU ak ee 1,495, 620 
EXHIBIT 14 
CANADIAN NATIONAL RAILWAYS 
CoNSoLIDATION or CANADIAN Paciric AND CANADIAN Nationa, Raways 
Estimated Saving in Out-of-Pocket Cost by Increase of 5% in Average Load Per Car 
Total 
— CIN eRe CaPane C.N.R.— 
1930 1930 CPiR. 
LE CES UG NS Pee Ao) ne 16,874,333 | 12,050,992 28, 925,325 
SOE aI CE IE Sn hel aie ee ne ne nn 758, 544 531, 252 1,289,796 
Rr ecar rece et Cmet. ivi hein es i 22-25 22-68 22-43 
rease in car miles due to 5% increase in average load per car 
LOE ie 5 PhS Oba o Ctinia Aroha git RCI eee Ra (9) FRANCE Engr raf 1 61,39 
ee eon les OOO th Sie lafeck calc, ke apelin 1, 227, 900 
niles TO00te sae e ost i ge A ease 613,950 
MR OM SS ee ee ie ber cneac sod age et ee eRe 1,841,850 
(RUTTEN 1 08 onc SR Cl a TSR OMNES Naif $4, 144, 163 
EXHIBIT 15 
CANADIAN NATIONAL RAILWAYS 
CoNSOoLIDATION or CANADIAN Paciric AND Canapian Nationa Ramways 
Increase in Train Loading—Estimated Saving 
Freight train miles, 1930—Canadian National ECB TNWAY Beek ern aes era 32,076, 885 
Freight train miles, 1930—Canadian PAC CHAT Wayne ee ee ene 23,379,420 
ez oral IN ReandiCoPin uecee, et a hl ky) 55,456, 305 
Estimated train miles at 5% increased train LOAGIN Gye sls cy hes ah cee 52,815,305 
Mpeg eto laippain Mllessy Rie eee. «280 eid cs cctehc acne 2,641,000 
Saving due to reduction in train TO MOS TOSO CI ek ae, nen chee a ed wae $2, 380, 000 
pave On mpsinOf 1021 trallio gs i. 054... csc ck concn ke $2, 200, 000 
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- EXHIBIT 16 
CANADIAN NATIONAL RAILWAYS ~~ 


CONSOLIDATION OF CANADIAN Paciric AND CANADIAN NaTIOoNAL RaILWways 


Consolidation of Shops 


Pe MGtak nun DEN OF CLAPLOV EOS... Wisin is vs clecdd cogs Wa = wigtle clave ninreteune 12,296 10,551 
Average number of man hours per man per annum,.......... 1,500 1,500 

MUA WORARO OUTLY TALES! ia). eval ys) wolda cae Waele) aly ple Mal anieal $ 070 $ 070 
ARoOtal Man SHOUTS PETLANNUMA s))i...,221¢,01 0/6. /sieke wel nie ewe ola eee 18,444,000 15,826,500 


ay) “Assume 20 per cent increase in efficiency— 
Wy toe Vine TAMMANY TOUTS 4 Wey ciaiGe slant talal ated wied's's ale) leperelas notes ete 3,074,000 2,637, 750 
‘ Estimated savings per annuM......... 0066 eben eee ee $ 2,151,800 | $ 1,846,425 


EXHIBIT 17 
CANADIAN NATIONAL RAILWAYS 
CONSOLIDATION OF CANADIAN Paciric AND CANADIAN NationaL Ralbways 


Reduction of Passenger Train Service 


Direct 
: Maintenance Train 
Service i of Way and Service 
Structures 
$ 

Mpranscontinental CASSCNGEN. fons islkicitaals «ate n oe aaleoe altos ne oe 185,460 1,742,385 
Inter-City Train Service— 

Montes) -O) tba wie a iHMe An Steed Odie Sala Stelewe ae PAW tonal 22,540 248 , 225 

MLONTreal-QueDeCo wide cde ats citcase sep nib eee ft CaaS 22,353 245,949 

MOREY GO OTOL et Nia ti diy sic)s ici Meters staan Clana canal eiatsli al urs le 89,615 860, 644 

TEEN OAM BG oO igs POU IT en Al MS en ate aa 27,354 298, 543 

MOTOR GO ORMOND Pails kectetc aba ale hime late a ty ae ata ee 31,052 302,823 

iondon=Windsor/and: Paria... i. ks viiss wee aie 6 telecine 34, 063 332,743 

Mota rnber- City oli eit oben ay ali mlasie tebe s ures hae 226,977 2,288,927 


Mel rsh Atk rere ied Raa Sata a Rin ey ote Stein Cri ahha tarinanc ick es $ 412,487] $ 4,031,312 


ay | ae Ay ee oh taen a bir gt Faden 
e by hi ‘ We [ate os ion, hoa Rend ts Kone nee 
- ; Vi , A, 4 “ i We sie eee ae sera ifs 
ee nm Ua pata ay aan bbe ey 
f Me r 4 iets if a Ye , , ; a | bt 
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Be thse liar ar Scr BTa 18 t 
CANADIAN NATIONAL RAILWAYS 

NEGA HOR OF CANADIAN Paciric AND CANADIAN NATIONAL Rattways 
Ratio of M perials and Supplies on Hand to Materials and Supplies Used—1930 

Mi C.N.R. — C.P.R. — Crass I U.S. Roaps 


J 
Se ts 
Ratio! of 
Materials Materials Materials ; 
on hand, Used, on hand to Wel 
Dec. 31, 1930] Year 1930 Materials é 
Used 
i R $ $ % By 
fis , Ye Paty pasate 
s I Roads, excl. Switching Companies...............] 430,789,212 1,076, 297,298 40-0 (S/he 
2 OS gE aC cibrat te tacatoy meee race tien ble 33,117,417 | 155,805,728 21:3 SEA 
ES OR On lalla Ne 15,187,376 56, 283, 197 27-0 ms 
GRE SUR ANAT ER ET PETE Ni ia Oa a 29,097,945 67,079, 643 43-4 
Pa abslaiena sense ory fs pr are eee seh aa) oa 25, 856, 848 52,369,515 49-4 
Rie es ara aigr ce Me Unive aine ste nee GREG, 2 a0 Non 9,459,995 22,658,872 41-7 
BOOB RED Nia clos eI icla Nan Seay une 6 ee IE, 11,091,876 35,939, 112 30-9 
STO a a MSc) ORS at aha eae a 14, 151,593 43,188,894 32-8 
3 S10 Ciacci Bo ga. ONS a Rl Al PURO i 6,962,371 43,264,122 39-2 
n N O28 lo: DERE UIE Re ee sane ee ene 42,088, 695 80, 064, 358 52-8 
iis; 
sa SN ek SO aN CRE a 25,445,272 | 64,031,747 |(est.) 39-7 
N. tional and Canadian Pacific combined 


eae 67,533,967 | 144,096,104 47-6) 0: 


Possiptx Repuction in Stores Stocks 


consolidation of Canadian National and Canadian Pacific, the deer 


s and Supplies’? would amount to approximately $20,000,000 per annum. Total purchases 
re be reduced to about $124,000,000. i 
a ratio of materials on hand to materials used for the Canadian National and Canadian 
ined of 42%, or 2 points over the average for all Class I U.S. Roads, materials on hand © 
ount to $52,000,000, or a reduction of $15,000,000. Ea UIA A 


ease in Operating Expenses 


SPECIAL COMMITTEE 0%) tnt he 
EXHIBIT 19 . 
CANADIAN NATIONAL RAILWAYS 
CoNSOLIDATION OF CANADIAN PaciFric AND CANADIAN Nationa, Ralbways 


. 


Express Departments 


PossIBLE Possible economies under joint operation include: 

EconoMIgEs 

UnveER JOINT 1. Reduction in Supervisory Expense ‘a 
OPERATION 2. Reduction in expenses at competitive points—agents and staff, collection : 


delivery service, etc. 


, 


REDUCTION IN The following shows the location of System, District and Division headqua 
SUPERVISORY of C.N.R. and C.P.R. Express Departments. 
EXPENSE 
oN RA 
ORGANIZATION System Headquarters—Montreal ; 
Hastern District.....4..... General Superintendent................. 
Superintendent AME re Pat Mr th aor Ltrs Beate 
e TSG aD ia anita aig 
a COLE) Re Lee eet 
Central District...:.....- General Superintendent............ ace 
Superintendent alias seers date heel 
“ 
r COTS aig PLACE REE 
“ce 
«“ PP EN a Lene 
Western District..........General Superintendent................- 
Superintend enitacee. ke sia cakes ore ies, eae 
a (City Qe aay eee 
BES hy 0) NER PU SUA DARTS aS Oe 2s 
Cee abe st |. System Headquarters—T oronto 
ORGANIZATION Pines Mastacen. aes General Superintendent................. 
Superintendent ii) ak Re MGS ER, ee OR a 


Ub Imes, Wiest dunes wise eae General Superintendent................. 
Superintendents deascian eins eee eee 
“cc 


Savings in Supervisory expense would include: 


1. Elimination of one system Headquarters 
2. Elimination of two district Headquarters (Montreal and Winnipeg). 
3. Elimination of three divisional Headquarters (Montreal, Toronto and Win. 


In each case there is some expense which probably could not be eliminated, such as claims 


certain clerical staffs. C.P.R. figures are not available, but using those for the C.N.R.;4 
would mean a reduction in operating expenses (based on August 1931) as follows: ; 


Exzpress—Concluded. 


August 
iar 5 1931 
$ 
System H.Q.—Offices of Gen. Mer. and Traffic Mgr............--.:.seeeee eee 9,402} 
District H. .Q -—Gen'l. Sup’ t. Mtl. & Claims Dep pee AE eg RUA eater sta oe TAL ne 7,781 
Wipes uke eer) CNR Eure de repent tee Ree Dm hie 4,606 
Div. H. Q Superintendent, Monten iA g el ie AINE OE. ASAT SE ai oe OG ele ees 1,673 
OKT RCI HB NU ar anton Cinearntaen thea ouyte hee de pia ote 2,063 | 
$s rf Warn tes 2 citi.) ts aN hes BPR a ae A se : 2,389 | 
i 
or approximately $190,000 per annum. 
X t : 7 
Re 4) 
£! a 
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IN EXPENSE AT CoMPETITIVE Points: Savings at competitive points for agents, staff, collection and 
delivery service, etc., are estimated as follows:-— 


Agents, 
° Staff 


Truck 
and Per cent | Estimated 
Wagon Reduction Saving 
Service— 
Aug. 1931 
$ $ 
- on 5 odie eho Rial eek eee ote Se UR A ae a Be cee 6, 100 10 610 
4,300 10 430 
SSRIS coo BAU lcd eee Oe RS UAE a memes RN 6, 600 5 330 
ro so ah 8 tthe B Huo CAE i Ores hOB eb RONNIE Pear me ee 6, 300 10 630 
PUN R setae vals Sete fue vA mT 7,500 10 750 
inkl CH eae ilies Aided Selec haa as Mina Bae nce Ee aes 51,300 5 2,500 
| CELTS ace eee aipneg oan lee be” ae CEG Dt ee 1,800 20 360 
|. RWI ss RR Nec CH eicas ie ae a a RE 1,300 20 260 
SULTS, <n deel tale Rens he RI wo Re Ne na 600 40 240 
Joc SOG SE Soe 5.6 Mga hat ALS NRL AMAL cil OP Ens Opened rem ae a et pe 1,700 20 340 
cond ele BS ee ARG ORANG chtdeRe CoN oP En en OR OI 800 40 320 
spo 0st. BB ick Soc PIO ichrands tie Ie ty Nee LL a CSE a aa ns Sa ey 1,600 20 320 
DSPISEOG OOD CPUC HES OLS COMESE TUES heroes ae eee eae 1,600 20 320 
SES. eee 800 40 320 
Ouida Soltad a aittaet Su6esa Ue ctch cael Sieh ay Rae Bak a Oe Be 1,000 10 100 
_ oo non ode BOR ae Rnd, OES Sere ae eens SCL a 780 40 210 
029.6 gi elOG 6B eA EACLE SI ion pot TiS mums oT 2) eh yaa am 1,800 20 360 
ition bad Sgible eit cite orion ae Be ie Me tage RSG Cnn ara a a 6,800 10 680 
Weg AA SOc lO cinta ta Skee eS mies er ore MER eas (et AS cop ee Ra 2,100 15 310 
25 Ge ONS ELBERT cc es CCEOR RSET Car eee ee I ee 64, 400 5 3, 220 
5 SCRPO ES OS TLC Ui EG AVION Bie Ciel ee ee Ee 2,600 15 390 
ocd. ta cB ic ehh Ba SRS AGL es EAC gint aa Rae le ae aol ima 1,800 20 360 
1,000 20 200, 
+ V5 Og MN 3S RN OIE Btn" Cot CARR RET Coen ae Sk ee 500 40 200 
Yel BIS 5 Sicha Ane, eT DR RA a MIR LCR et hay le erm OD 460 40 180 
Bes tue BAS AB Es feats Cts A ee healt RDS 9 eae a Da 9,000 10 900 
6, aie eon Oe dy en ae ee ee Taner St ee eS 940 40 380 
Prot S008 cro CERRO EGRET ceo FRCL TELS PETE At rs] ge ae 460 40 180 
501d OSES Td Le OSE B OTIS Ne IRE CE Ee ee A 300 40 120 
410 40 160 
23° 6 Day Se Mioigle a Siete Maen ee orcas SOUR: ROR ede ot PS ae Oa 600 40 240 
- oho’ OEE Rly ARIA LOR Gea IS ta Ao URE A TSUN ve 3,300 15 500 
sos chee cities RA RAE SPUR IR CIE, pce od amu PMR IM eS) HG 20 ane Reg 00 40 160 
+400 POT AM Oe ROO O CIC OOS SORE Rete eR Ricat he Se ea 16,500 10 1, 650 
eMC (Pe he ade sta csvata. sysi es aretsbetese ac tie e Sinee eas 480 40 
ME MNOLONC otc iy Synth cate aed snide d an ete Gees de be 900 40 ; 860 
HST ass Oya ag ie Oe: Teal 1, 200 20 240 
1 LOVOE I atelier ie REO EI Ns EI ae SP AC A 5, 400 10 540 
8 op RE SAA Sars ERE Se CE GEY MEY UP fits teal 3, 600 15 540 
i gH Se ial Sa can tt ae ane a 6, 600 10 660 
EE se SONI IR AT SRS ES Ace 560 40 220 
a ai MIS OPN et OS Ae RO a ne Oe 2,800 15 420 
| ELD coca a Saeert BU re Ce ete tie ai te et a em 500 40 200 
MR ONGC one ee a Pee Bee ok tok Rie koe ov «0's 10,400 10 1,040 
oralipased oni Aul,. LOS lan yrs ele rts Pan oA) ant 1 Mp SNE lta oe ay 22, 640 
| ae : 
| Mumeted total ford: moans... waned vide es hay tt Sem $ 270,000 
jummarizing the above, reduction in expenses under joint operation would be:— 
ihe Per annum 
\Weeveduction in Supervisory Expense...../.. 06.00 cco e cece ceccccccccccceccebeccs. $ 190,000 
" sf mlxponserat Competitive: DOMtSie. 4 9b yao ka ance tet ok eee 270,000 
i ENG batline ieee yae yt cites Was eae rete cen CSD LU PAR TUG dl oe $ 460,000 
is reduction amounts to 3-7% of the total operating expenses of the combined express companies 
ing ‘‘Express Privileges’’) as reported to Dominion Bureau of Statistics. 
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: EXHIBIT 20 . 


CANADIAN NATIONAL RAILWAYS 


Consolidation of Canadian Pacific and Canadian National Railways 
Telegraph Departments a 


Possible economies under joint operation include:— 
(1) Reduction in supervisory expenses. 
(2) Saving in operation and maintenance. 

(a) Outside plant. | 

(6) Main or functional offices. 

(c) Branch offices. 


(3) Advertising and solicitation of business. ag 

It is assumed that under joint operation the greater proportion of | 
general overhead of one system would disappear, that is practically the eq 
lent expense of one general manager’s office and staff would be saved. sy 
Headquarter supervision of telegraphs is as follows:— a 
Officers, 9; staff, 34; salaries, $128,000; estimated reduction say 70 ] 
cent or $100,000. a 
| Saving in travelling expenses, rents, materials, etc., would total say $: 
per annum, a total of $115,000. ; 

-- ‘Under joint operation one general superintendent’s office might be abol 
with a saving in wages, material and other expenses of approximately $ 
per annum. District organization might be decreased from a total of 
say 9 or 10, with a saving in expense for superintendent offices, wages, mat 
etc., of $90,000 per annum. 4 
As will be noted above, the total pole and wire mileage are as follo 
CNR. CPR. Total 


PalewMitlea ge: ease, Wonuente Wetland Men Gem OS 16,919 41,747 
Witwer Nileare sien ito) ie uid SR LOO uOd 176,236 345,399 ‘a 


There is undoubtedly a considerable duplication of pole and wire 1 
throughout the country between principal cities. On the basis of a r 
of 10 per cent in wire mileage at the average cost per wire mile on the 
of say $4, the reduction by joint operation would work out at approxin 
$140,000 per annum. Commercial telegraph proportion of this savin 
be about $80,000. 

Main offices are maintained by each company in all of the larger 
of the Dominion. Physical consolidation would be very expensive but 
operation might be expected to reduce maintenance of office equipmen 
least 10 per cent of the 'C.N.R. expense, which would amount to about 
per annum. - 

Operators, clerks and messengers expenses, which are the princip 1 ec 
at these offices, vary to a large extent with traffic. Better utilization of” 
might be expected to result in a saving in operators’ wages of approxin 
$70,000 per annum (about 24 per cent), a total for main offices of about $ 
per annum. 

C.N.R. branch office expenses total $885,000 per year (excludi 
mission offices). Of this amount a total of $600,000 per year is at p 
served by the Canadian Pacific. A reduction of probably one-thir 
amount should be possible by joint operation, say $200,000 per ann 

The C.N.R. expenses for advertising and solicitation of traffic tot 
per annum. A reduction of 50 per cent might be expected or $2 


NUNN GE TS 5 yu a fab 
hy Wale ‘pe a %i 4 4 
Wares hat 
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) vay ere is a strong competition from the telephone companies, otherwise 
n larger proportion of advertising expense might be saved. 
ummarizing the above probable savings:— 


Berea tarterss Wer ew aks cree Metin ie er eT Se let Mie 0 $115,000 


BU MOL a jena vera uae yqeetrst tie Cites Hews ergs Liat ite eal 30,000 
Buen iibenaonia. co pad alee seen em eycunield Cy, cle ueartare Nose NE 90,000 


Operation and Maintenance— 


ORT ZIN A)Rt) OA ln ihe Sale a GS aOR AR eh Sy ROTA Ae 80,000 
BPA CER Soh tay ren enw bose et Ry Ue gab! Ue wae ns ot a eT 85,000 
BREE OCC Seas Rem ne fale ist aa, toa A Mica gm aie al bs Dis doe 200,000 
mevertining and policttations< oo. ie! oho) ous yal, Sa ede Moe 25,000 


PLEO EO re LE 910 MOAI PAS A BM aD one iS $625,000 


This reduction of $625,000 is equivalent to about 7 per cent of the com- 
d operating expenses of the C.N.. and C.P. Commercial Telegraphs, as 
ted to the Dominion Bureau of Statistics for 1930. 


EXHIBIT 21 
CANADIAN NATIONAL RAILWAYS 
CONSOLIDATION OF CANADIAN Paciric AND CANADIAN Nationa, RAILWAYS 


Cost of Production at Rail and River Coal Company’s Mines—Bellaire, Ohio 


My Mine Tons Total Average Cost 
Produced Cost per Ton 
i. $ $ 
ips No. 3 607,321 656, 902 1-0816 
mths MCU ire ir uae anal snag TERS No. 4 384, 708 452,493 1-1762 
i No. 6 579, 686 637,136 1-0991 
MMMM otal a eh re) ete egy, Sine 1,571,715 | 1,746,530 |. 1-1112 
fl dt 
onths asodionnl Oumongns ssa hu shee 3 mines 1,886,058 | 2,095,836 1-1112 
ie No. 3 875,736 | 898,236} 11-0257 July 
ths based on best month at each mine 1931 No. 4 542,544 587,436 1-0827 Oct. 
my No. 6 930, 804 968, 748 1-0407 May 
TOLER Re ck care Rea Et NRE AEM 21 a eG AR 2,349, 084 2,454, 420 1-0448 
MEENA TITITIO My emcee yh Menan WAIN 3 mines 2,500, 000 2,600, 000 1-040 
resent rate of PIGMUSTIONSiMINOS NTs MN eee Asem eur tustania las 1,900,000 at $1.11 
Mer robable maximum production..............00.. 00. cc cece cue en cue 2,500,000 at $1.04 


ming C.P.R. are now paying same price for Ohio coal as C.N.R., saving by consolidation would 
000 tons at $0.07 or $175, 000 per annum. 


SPECIA 
EXHIBITI22 ©) 
CANADIAN NATIONAL RAILWAYS 


L COMMITTEE 


CoNSOLIDATION OF CANADIAN Paciric AND CANADIAN National RAmWways 


Economic Value of Released Material 
SuMMARY 


Material released from abandoned lines (see exhibit 10) 
Material released from closed shops 
Equipment released by reduced Passenger Train Service 
Equipment released by heavier car loading 
Equipment released by heavier train loading 
Equipment released by re-routing main line traffic 


Ole Sie ete ewe e 9010s 9, 04) 6 .earm 


o ele 0:6 0 clove io © 0) o's else as 


See e eer ees ervectereveencee 


$ 48,730, 000 


Economic Value of Equipment Released by Reduction in 
Passenger Train Service 


3,355,000 
1,375,000 


4 


a 


Proposed saving in Passenger Service is..........-0+.+e erste eee etre ees 3,500, 000 train n 
Average miles per passenger locomotive year..........--.-+++eeeeeee ees , 000 4 
RA RUDE Ti LOCOMOEIVES oahu iain Pa ccs abot Ron eee rime aes ate Geakainle 45 q 
“Average value per passenger locomotive.........--...- sees eeee eee e eee $ 60, 000 
Wale of LOCOMOLIVESS Weise oan test oiats ole aarhete lene Ra eae ia) Ree Ma ADE a $ 2,700,000 
Average number of passenger train cars per passenger locomotive is...... 8 
INTIMDETIOL COACHES GAVEL iirc CN tiaiarenar ea ie eae unene trtner atin rae teneten salto dets 340 
Average value of passenger train Cars.......2.0200 066s ees c ee te teens $ 25,000 
WialNevOL PASSeNE EH CLAIM ICALS cae nseteljacl bet-iceel sie ey chater edo etorere rise re eho eee cents $ 8,500,000 
Motale value Of Lsciui pment ves weet cole stall teete cies estas elated lteter ae $ 11,200, 000 
Equipment Released by Heavier Car Loadings 
Total freight cars owned by Canadian National Railways..................- 128,191 
Total freight cars owned by Canadian Pacific Ry..................eeeeeeeee 87,882 
Total. si biti doe, POs Se acd EE hte crane CREAT RETO Oe ane ea ee 216,073 © 
Cars required if loading is increased by 5 p.¢...........0 060 cence eee eee ees 205,783. i 
Saying dueito increased. car lOAGING.1...055- oecelel. romero rename eet 10, 290° 
Average book value per car—$1,800 4 
Maltievor released DUATCTIAL. |. colcc cn eal eite e iceaises oteuyciee saeetetenrcie mileliens Islam ter tiane feted is $ 18,500,000 — 
Freight Train Males 1930-—Canadian) National), sce mele n/a crucial tene 32,076,885 
Freight Train Miles 1930—Canadian Pacific.............:..6eeeee seen eee ees 23,379,420 — 
—————_—_ ee 
Total ANa. and CSP oR ak rein aetelel tpt le cra a teria ata hated 55,456,305 
Estimated train miles at 5% increased train loading.................--20005- 52,815,305 — 
4 
Reduetion i train miles  Goyen wich alcieradesae ast tise real eto 2,641,000 
Average locomotive miles per yeaT—SAY........ 6s eee cect t eect tree eceens 43 000. 
. 4 ‘ 
Sex LOAN O COL OTE VCS iia) ls sd arava esas Feist laeudo nd spesenaeeteete totes ohms rapes els reales ane 61 ; 
AVETACE VAlbe' OF OCOMOOIVEs 5 «21 0)f Ass tists dis sre oie oeh etaleteel ete eytiele eit cen aya $ 55,000 
Wale of released LOCOMODLV.ES sc culate a es nee eel elet eects tol teralniole tee $ 3,355,000 
Equipment Released by Re-routing Main Line Traffic 
Locomotive Miles of Traffic Present 
Routing 
AGOTELOODS= VANCOUVET i). Mel yictherste io sb iecaaie aia oie aed e LMIsanMlalEES sieruausSiane 8 lower hierenss? 1,047,540 
Nore Altat and SAask:—VANCOUVER s'5i<6 as h-c/om eld 9 ne) sph stois stat gues ohoralelait ciavouetateeiys 676,381 
DIRECTS es OU CHIOUITSY soi Ac cs idiotic Ia ahve ety 21k S 40d Bic iw le enelG RB tia sliscausl ateketrer Sage 343, 604 


2,067,525 


EXHIBIT 23 
CANADIAN NATIONAL RAILWAYS 
. CONSOLIDATION oF CANADIAN Paciric aND CanapiIAN NationaL Ramways _ 


Railway Operating Revenues and Expenses—1930 
C.N.R. and C.P.R. Combined 


INDEX 


ee 
Revenues—Expenses—Net Revenues—Operating Ratio 
Revenue by Primary Accounts 
xpenses by General Accounts.......... 
penses by Primary Accounts— 
_ Maintenance of Way and Structures..... 
Maintenance of Equipment 
Traffic 
Transportation 
iscellaneous 


1 
2 
Bh 
4 
5 
6 
7-8 
a) 
9 
9 


All-inclusive 
System 


Foo $ $ Pd Neto 
250,968,101 | 180,022,387 | 430,990,488 
PE TaN 
Expenses 228, 802,428 | 138,523,657 | 367,326,085 
Revenu e from Railway Operations | 22,165,673 41,498, 730 63, 664,403 


91-17% 76-95% | 85-23% 
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518 SPECIAL COMMITTED t Ree 
CANADIAN NATIONAL RAILWAYS nb 
CONSOLIDATION OF CANADIAN PaciFIc AND CANADIAN Nationan Raiwars 
Ge 
Railway Operating Revenues by Primary Accounts C.N.R. and C.P.R. Combined 1930 
C.N.R. 
Railway Operating Revenues All-inclusive CER 
System 
$ $ 
(1). Transportation—Rail Line— 
i UDI LAREN Fea DY RECS STR AAU A MB ec tt CM DIN bg ON Ege ULE 181,206,063 | 126,594,790 
Ne 101a Govt. Contribution Maritime Frt. Rates Act 1927. 2 SGI (Vy es i eee aes 
se 1 di pie EL NSCS 1 Faas) a eS BAe CINE IE Nl RU 32, 601,622 27,712,095 
NOS AUK GOSH Db aeeage ys) ANE Nis Salil WRONG BREN Ree 186, 943 230,777 
TREHE Whe Revay oh Coat GCE gi te pepe NR an AUN Og Re SR RAMEN 2,459, 030 3, 264, 194 
105). Parlour’and’ Chair Cari. oo ilies 345, 840 240,331 
BEAU) eV Ace eae A NIC TAC ar UR A SIEM Ta aT eee oS Na 8, 922,525 3, 673, 117 
107 & 
LOGAN PEORPTOSS s seits kon es foreseen ei cs wlstel Catone eo see ORCAS os) Ls 13,357, 727 5,465, 184 
POSH Opes ass: ral. cece eevee ey wel en Ue Cy tar) ails 85,442 28,302 
TOR CONTE MIR RIM ne ein VM tere NSM RU Gu MEL Sinaia DSRNA) 703,117 396,989 
ARAN SNOPES ENTE EET Ste ton Atha be Mt AUC AIL ARTE CICA CURA Na 2 2,725,485 1,870,495 
lips Special Services Lraipd:.\ ji. sa cee ena the oe ee ee 98, 371 8,840 
MOTE TEL G WLreaaTy Meck), icky Nel a Canta ye Regie ee 6,755 36,701 
113 Water Mranstersib neigh ty iveniiynant eater eric ames LOROPR Cera eri bate 
114 TP ASSCALET THe CeCe eM ben ak Diraes PPA yes Mall a Ry ois ek RIE 
115 —Vehicle and Live Stock........... AO G94 Waar e abe ee oh 
116 aOthericiknvee wn ote lone oe me tae QO DSi See ee Reig, 
(2). Transportation—W ater Line— 
PS TOIOERG Son Pte Ng AUN ae REM REE EG, ttt aoe fae gtk ya gm ee Mua ey Sa 1,332, 084 
TPR AD SEENS/-723 Yds SN SORA NERD Guay VASO At UR poe Fey npr Al PSUR A EBL L 389, 623 
12S PRHIKCOSA OAS A LE! hk 8 VA Ty ein Pana ed why 0s, Ual © aus ey Rb Nie NR cr By ge ae og 1,399 
124 Other Passenger Service 
TS Ere eee eR ala aaa Oe Mea eR a tn ua URE ALLMAN hy 2 ; 
HE OIREU RD TOSS Saleh: heen: So pLhe d ibe MOAR Val ROS Mopar can ok Uday INN Iam ote Dann eee 14,378 
AW EPOCIAL OORVACE: sic esye a ciaes a na hesabeeleich es aeeeaea pao! A erarplell Sh ehetpe a See Tale embaterentn saree een oe 
AES OMICS A aCe Okie Sh GaSe NAIM Ran ea eau RMT pH NL NES NU at aR TEN ASIA nL 2 30, 026 
(8). Incidental— 
STAC SIC YE eb a¥easy ee GRY LPL S C=] RAT NE ee aaa) A DR a aa 1,607,055 1,621,703 
132 Hotel and Restaurant......... EE ir Tea mat ANU. i Rea AU NP 320, 906 
133 Station, Train and Boat privileges................. 170, 941 46, 088 
PAL AT CEL EUOOIN silica 5 HERVE ews eee teen ene Unni SUN ae 62,599 84, 647 
135. Storage—Freight.. 0.0.0.0... 0068 LO ALE La en (215, 952 189, 259 
1G (LOLA ere DAT PALO. ollie lib’ ahi sicias wires. sles le cami oils Sinoan 34, 269 
POT OUAUT TAS ON cic eae ene ue AN Ma ac eeaoarel RES tate bigs 484, 874 216,509 
138 & 
18a Lelegraph and Telephone.) iin... cce eee seconde: Dy O87 DOA oem ter Or CAN eae 
PS OC PAL BRON A COTA iA. tnnte cic butslsaekete eye OM IeIetobee hecre 309,576 728,041 
PAM OTOC VETO IN skls ania sha bokeh ON Auie tte Sa SONAR Mie Se eM Oh ARMAS Peat IE cs 
HEU By) AY Ba efor gly dll Bn MnP MUS eR Meet eM  MOm att Je ROL Sy OGa Ce ue wy Meaney 
DAV MRNENTS OL DUN GINGS ECE: . cc chs cms Aussie tele ae aerate 326, 036 945,350 
PAST MN UTS COM ANCOUB Nilo si sila Meni ale nae Dad ie a aack nt oanla Cath iif 377. 060 5, 293,961 
(4). Joint Facility— 
LSPA OMMD AA CLL Cole Orn art snare Nendo Me eer eee ale gue uot nraS 676, 084 172,901 
SAMI OMA CHIC VITA roa. dicta tiejeldiein se letsieate ctunseeaste teats 57,022 10, 609 
Total Railway Operating Revenues............. 250, 968, 101 180, 022, 387 
‘ 
eae 
; & plain 
) hats ie 4 ‘ 


erat ee by Gatal’ Accounts 
R. and CPR, Combined, , 1930 


ONR. 
All-inclusive C.P.R. 
System 


if $ $ 
Operating Hxpenses— } ; 
tenance of Way and Structures..... 47,962,358 25,048,282 | 73, 005, 640 \f 
mance of Equipment......... ' 49,367,985 30,022,641 79,390, 628 
8,684, 121 10, 149, 656 Pi od 833, V7 
112,259,304 | 65,962,202 | “178, 221,506 
tis ae Line... ’ 1,029,035 1,029,035 
ellaneous Citations | 2,637,753 | 2,595,402 my 233,155 
1a JA 973829, 0be 3,721,489 | =: 18, bas 805 
poral , 1,432,805 


_ Total Railway Operating Expenses.............. 228,802,428 | 138,523,657 
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CANADIAN NATIONAL RAILWAYS 
CONSOLIDATION OF CANADIAN PAcIFIC AND CANADIAN NATIONAL RAILWAYS 


Railway Operating Expenses by Primary Wecounts 
C.N.R. and C.P.R. Combined 1930 


C.N.R. 
— All-inclusive CoP Re 
System 
$ $ 

Maintenance of Way and Structures— 

DUMEASIDCRIN EDGE CEeieieie sie l-itye iets eleds lo ssefons ars aietonsiciaretn clases 3, 944, 725 1,277,241 
POD ROADWAY: WlaIDLENANCE.\c)sisrie leisy viele cee © be ectietelel te ole 5, 514, 142 3, 532, 673 
JOAmeWndersround: LOwer DUDES es soli. «veces s nies se/sieler esos oil's iors esreist he sipverel| el soeia seston ae 6 Stare 
PUGET UNNe ls ANCISUDIWAY Ss: ohis e's ous aicia she ease rateiptere aie tole 48,841 38, 340 
208 Bridges, Trestles and Culverts...................46. 2,343, 226 1,317,008 is 
DT Oe PNON ALEC I UEUCEULCS: ssi, ciyiie tes oes dei nlal avy reals ale o> a, uered| stscallge lett ekalateie die tersde el ueael neta 1] cha an 
PROMO ee a dats ae hii eey cl mien erence rbateets sfctots bia meeta aie 6, 933, 126 2,374, 676 
PAPA UREN SLT LS RR ects et Ae oSaes soe ia es cane Walle, ou Utehbites steno reise leyabelicnate) ishtasts 3,457, 606 509,370 
DG MOTMEr LACK MAtOPIAL [0 sel kotels Gite jaleieus be etectbgs aacea 2,304,531 1,148, 936 
BRV SEO BACHE SH CBee CAMO TAD) ee Sl IG Isai es eats I eh A 585, 590 584, 726 
920 Track Laying and Surfacing...............-..--..- 12, 242, 256 7,656,319 
DOT MRIS Nt OLAV VY, Lt CLLCORS sta iore pcre ig sn ae aes ss tavolele dels ols aie teri 465, 883 300, 208 
223 Snow and Sand Fences and Snow Sheds............ 135,482 61,116 
POM MMO TOSSES ANG CIPUSsc\eresins seed eee Slainiate ele sitiphais ot 633, 724 267, 656 
HOP e Station and: OfdGe) BULGING, oe isi sieiuis ole cane cdeisine e elec 1, 959, 658 1,315,003 
P20 MRO AG WAY UUILGINGSs Hale Neale seo ieseste-are niche. o\eleie oiler oters 176,197 94,919 
PSII COT STA GIONS ye us ide se Tatler e alee abe teers cetrelsree 514, 103 345, 236 
AMEE SLE CIOTB sc che bias Je Gebers mance Maven lcteie sie isem ease icie of 168, 224 146, 207 
b35 i Shops and, Enginchousesis ace. ocisles's eee sel ereie wis etee 1, 533, 513 713, 998 
a IMe ead AIT) BLOVATOTSc: ss wien slam enero ae Bialoate resin ¢ cavers tere 6,800 39, 799 
PSO MALOTASO! WVATCOOUSES. valeur nis oe clase are Scie SEM a Cins istic cima 2,101 
PATI DATV ES EG IOCKE.. eee ae cae oe tai nee Colne ohne eee 222,784 81, 227 
PAs Oa and. Ore: WHATVES ss cae aeu aici Mc neke caus s 3, 781 17, 362 
PAD TMG HAT TOCUCING FLANGE. hye ibis. cla\nietessie pumetare see ttae ete ets AD Clete nies ahead 
247 
and 
247a Telegraph and Telephone Lines..................--- 1,405, 036 980,313 
P4Oe Sion alscandsAnterlOOkerss.. occas ts scleoebele aye eieeniel 620, 059 526, 790 
OSAMe Power elant; CAMS, OCs aise steed elers ote eiteiew.c ota pte ey| Stabe nee eine iene ietal| [snetsoter cic lc ays tae er F 
DoS OWGEL E180 b) OULLGING Siu. . sioniclels a) © sill ste ete ee et OO48)s| acts ete eae 
955. Power Substation Buildings...............000+.05 1 OST ee ee eine 
Poy POWer —LTAanDSMISSiION SYStOMB.. 08h. bse ssiees sucess - BUN ese Mes el yee 
259 Power Distributing Systems...............-+--000- 365490) |b scent tata d 
261 Power Line Poles and Fixtures................-+.6% 20, 6825 | ae en ae 2 
26a dul nderground: COnduitss ...)/%)< 0. ais © bale ele bere odie bieiastel ia eyeisele sige ete, ater | pe ekeis let oneiel ego en P 
QHD. MAscellancous Structures... «occ «5 bo nelslelele ob w dsc ele 37,191 4 
RENAME VAIO ae Bech seek Mectovale a ea lave aptees sale oiahele eotoitee reece SOG tnt aie ea ora 
OO MMALO LC e VACCINES. paises aie ciel abate ayerste a aere eye meielate 261, 098 119, 766 
Bi esimnall OG and SUDDIEB: sacle sale tals sable tenee ae 600, 227 248, 534 
272 Removing Snow, Ice and Sand...................- 1, 720, 734 952,271 
273 Assessments for Public Improvements............. 75, 692 31,750 
PMN ILT LOSE LOWE OLSON Seasale + cls 'e cereale acon fits: a tertie ote oltre 493,455 207, 185 
PLS MUA RUTAN COATED AR iste ooh wei nan Lk Malaka one et a Jonci SO 12) Wen aan Dee 
DOM StatlOnery, ANG ETINGING:. ciaisic cere eto eaves cisleowies 73, 586 24,456 
PEO ECT LUXPEDSEB ss. ie) oleles's:d sleyeels stupas tie © atalcie ss aletagdoks 18,384 1, 289 
278 Maintaining Jt. Tracks, Yards, etc............ xs 682, 560 382, 586 
279 f SH CSL Usenet Cr. 1,458, 837 292,790 
Depreciation US. Mes ONLY 24 2. cc. vice uke a bin cteeveetotsldlels 1095986 sl 2 pee a eee 

4 BG 21) Ribs Ea Rares a teeta cy ADT eg ae a 47,962, 358 25, 043, 282 


ap Ad 
“Consoupamion: OF Ghwivian 


Railway Operating Expenses by Primary Accounts. 


Railway Operating Revenues 


ance of Equipment— 
1 _ Superintendence 


Alvieleleimy site) #)'a1s) 6 ais: leteis eis: <i s'a dia in aie wre fee) afd 
wy elf@ite isi) 's) ©o{'e\ =) wie) #6 0 \e)e. ins 06) bp 6 6 se «0 tee 
@ Ce (di ely bisiienelw as wle aYe.s/eluls. wie'no is) «6 
CCS ROCROIT ACR CCC iC Cura Bri ceetir 
eal e ¢ialelsiivistsWe\a (sirale/ieis:e)e (0) isli¥ « cs le) cea 


Other aes bak eat 


Frt. Train Cars—Repairs 


‘Pass. Train Meee Bre Benen UNS ie heat etic PAB tint 


io elleiateiutiel py, 61/6) sits\\e \enale; sy shi, 


2 & Floating ana che er 


cl Age aan eee 
Mise. Equipt. —Repairs........... peed: Tone 
ey ANS tS GD a aa 


nl h ge. te i'n 6)ie\’mjsl wet elioiialie:‘a\\5) ol eiieiss)\6 6 1¢).0 6; » isi e\jele 


_ Stationery and Printing 
| Other eons 


widiel sha) a\snecevalelio ails lsis) sue ‘ateherce (v o-5.5e 


NATIONAL RAILWAYS 


All-inclusive 
System 


$ 
2,014, 954 
1,548, 619 
107,258 


925 | 
16, 802, 088 


15,493, 858 
2,131,158 
6,367,474 
97,941 
228,217 


213, 574 


1,518, 562 
337,605 


49, 367,985 


Paciric AND CANADIAN NATIONAL Rawways 


C.N.R. and C.P.R. Combined 1930 


Capes 


$ 
635, 844 
1,306, 631 


30,022,641 


26,713,173 
2,131,158 © 
12,120,865 


227,008 


1,518,562 
337, 605 
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‘ CANADIAN NATIONAL RAILWAYS 


Conaolin bern OF CANADIAN Pactric AND Chniiorats RatLways 


Railway ete Expenses by Primary Accounts 
R. and C.P.R. Combined, 1930 


C.N.R. 
Railway Operating Revenues All-inclusive C.P.R. 
System 


$° $ 


BUPELINGEN LENCE Heide jain ale ete era atte olefansalsteretaleta es $ 2,218,625 1$ 1,361,495 i 
OMESLE AMEN CIOS, oe eatery inert yeoneduiaen oe abate ty eyuiteal 3,188,010 4,986,674 
PANG EE OLSITE hy Nicer Miter oa oe cg MIU cr Werte Iai sere beats 1,875, 004 2,934,672 

7 OOK ht CIR I MRC ROUEN CHa Tat SPOOR ORS ORI AE MAMA bay) RAUB yr MUNIN Me ERMA UUM Ale ek | o 
TTATC UN SSOCIATION SY: Keeani Olt Walia aateia Dal pean 111,071 116,436 
TQATONRCSH Bm MN BASE ere h CA) Cnr air ela ne tg aS AIBN MORE ai ct 149 SSG ein seewn eae 
Colonization—Agric. and Nat. Resources.......... 545,110 81,437 
PBUTAN COR A. Mae say ue IMILe een ther | Mma Maa Raya elg pao LM es vs Monae 3 

Sha TOMER y ALG ME TUNEING Vein vai wha Sere Taaresty Ms eae ana 423,422 408, 130 

GHEr Mxpensesacecon NanisacUn erie a lie chete elie nee 173, 032 260,813 


RUC Gaul coke cm Metae eco S isa Reel Raicraio at al esta $ 8,684,121 |$ 10,149,656 |$ 
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CANADIAN NATIONAL RAILWAYS 
CoNsoLIDATION or CANADIAN Pactric AND CANADIAN NATIONAL Ramways 


Railway Operating Expenses by Primary Accounts 
C.N.R. and C.P.R. Combined 1930 


All-inclusive 
System 


Railway Operating Revenues 


ut $ $ 
nsportation—Rail Line— 
Mumroupetintendence:. 0. soe 4,109,520 2,354,570 6,464, 090 
a Dispatching Mrains: Mie oe NNT te bal aie 1,512,189 1,146,118 2, 658, 307 
Memotation Employees..:................0.....0 0.0, 17,139, 173 11,096, 149 28, 235, 322 
Weighing, Inspection and Demurrage Bureaus 84,493 32,736 117,229 
Me Coal and Ore Wharves.'..0.........0.......0000, Se eter Nate 91 
3/6 Station Supplies and Expenses..................... 1,414, 482 885, 796 2,300,278 
3/7 Yardmasters and Yard Clerks..................... 1, 064,359 4,010,850 
378 Yard Conductors and Brakemen................... 3,442,910 8,582,298 
3/9 Yard Switch and Signal Tenders.................. 258, 918 960, 707 
Bomerard Pnginemen yy cas ve N ms end ak 2,362, 295 6,091, 368 
Eats MOLORINOH toa a ian eS ns a okt Ee) BB BIO eget kt 35,310 
ge2 Fuel for Yard Locomotives........................ 6, 144, 285 
mee ard Switching Power Produced...............0..])0 9,988 |..0.0000 UL. 9, 233 
ot ss iH CURSE: Leon Gi CA UN GORAOD (fs KAYO Onan EN 59,402 
385 Water for Yard Locomotives...................... 285, 445 
366 Lubricants for Yard Locomotives.................. 65,191 
387 Other Supplies for Yard Locomotives 49,716 
388 Enginehouse Expenses—Yard...................... 2,032,978 
389 Yard Supplies and Expenses....................... 219,430 
390 Operating Jt. Yards and Terminal....... 2,483, 773 
391 “ Gi) CAB SUR 2,138, 652 
SESTLCRLDL Tg LP Te 2 OA EO Ua sO Ue ae 10, 481, 369 18,502,021 
393 BM NEO PORTA ONIN 4 suntan NUMAN Ry th 0! untae 143, 692 11,061 154,753 
394 Fuel for Train Locomotives........................ 17, 242, 894 12,138,696 29,381,590 
Mearain Power Produced. ..............0............ LDS O2S) iy eal arin 11,923 
396 x BRUT CH SEG Mrmr g i in Te tinal Lae oN 43, 653 52,069 
7 Waterfor Train Locomotives.................... 1, 046, 346 1,763,808 
198 Lubricants i Sa a inatis See ENE AE OME | 312,097 491,922 
99 Other Supplies for Train Locomotives 181,746 295,931 
“a Enginehouse Expenses—Train...................... 3, 967,630 6, 686, 424 
( BEeRAININIC Tae ci Oh eau Nema Mile al Ri len Voi 11,840,185 20, 108, 990 
02 ‘Train Supplies and Expenses....................... 6,011, 556 9,453, 109 
Ws Operating Sleeping Cars........................... 1,291,801 3,274,780 
04 Signal and Interlooker Operations.................. 628,535 932, 253 
PeerOssing Protection ac woe inl un Wb 677, 917 818, 867 
Mom Drawbridge Operation..........................., 119, 262 150, 822 
07 Telegraph and Telephone Operation. tain Ape 4,720, 254 5,124, 264. 
08 Operating Floating Equipment.................... UR DEC Oy ei ae SE hy 1, 142, 704 
MIESDICES SODVICG. |.) vieue sos lon ee GeZSOVO9 TA) tea eee ee 6, 239, 097 
He Stationery and Printing........................... 571, 594 411, 692 983, 286 
MEO CHETUEXPENSOR. 80 ho meee ae youn cbs 246, 039 37,559 283,598 
Oper. Jt. Tracks & Facilities...................Dr. 258, 774 217,866 476, 640 
13 os SHO ea RE Walkera ac 2 er f 174, 914 719, 627 
PEIRCE oo ene Meanie eran hs HW | RB OBO fy VuAua nara 76,060 
Betesrilic, Wrecks.00 ee A Me aS 404, 336 
Memmntniace! to Property) io... ss ooccc be ccte ovle ee . 133, 134 
17 rs Livestock and Right of Way 100, 180 
| Loss and Damage—Freight........................ ; 1,581,275 
19 ff Ye Fes DAS PATO Mem UPN! Weenie Clune 6,652 4,611 11, 263 
Me injuries to Persons.......................ccc 1,203,817 435,471 1,639, 288 
Dg aie ar $5 | 
We 112, 259, 304 65, 962, 202 178, 221,506 
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CANADIAN NATIONAL RAILWAYS 


CoNSOLIDATION OF CANADIAN Paciric AND CANADIAN NaTIONAL Ralbways 


Railway ie edges! Expenses by Primary Accounts 
R. and C.P.R. Combined 1930 


C.N.R. 
Railway Operating Revenues All-inclusive C.P.R 
System 
Reena ee 
$ $ 
Transportation—W ater Line— 
Ag Operation ORV OSSEI SUG ce Hae Ae Cloaiiihe ctolstete eRe oneieksu eteuepenietorane retarted 901, 237 
CD ST TVLAT Se oie tcraoh sve a die bie ese nace ottet tenets Far te aratenerton 69, 578 
ne SE reveled ea Loe Mig duce ada. rage pons pane Copel eriialasie stays etene: Svclepy| ath em wager Pa tka 58, 220 
a Total Transportation—Water Line.....|...........--- 1,029, 035 
Total Transportation—Rail Line....... 112, 259, 304 65, 962, 202 
Total Transportation— 
Rail and Water Line............... 112, 259, 304 66, 991, 237 
in Seana Operations— 
441 Dining and Buffet Service........2....-,---eee eee 2,515, 585 2,183,079 
MAP MEMIO TELA ANd IREStALITANGSe uate meee va wiconletsiaieislesiotster ta | Glareastanee Cag toleraiees 294,039 
AAS Pe rain Miley aAtOTS.' «davies ats aoe « ite afery ole atin ere tr eos 63,344 118, 284 
HAA eS ole MATOS 5 o's sich Pu ate sel opalsiela-acle e eieleuatein eleiziw eveerel| pia ioleipiekeysual tommy oll loves (apt een ie) oie aa 
WAP Producing Owe? SOldsnassigy vee ee ceca rela cries F3 OO miro we ce 
446 Other Miscellaneous Operations.............-+++++- SR aba ee: aahee cise esos 
ATG BA: spicaan TRUER Io ee cee ohne 2, 637,753 2,595, 402 
General Expenses— 
451 Salaries and Expenses Gen! Officers. sitneetias 1,109, 945 446, 589 
452 Clerks and Attendants...... 4,031,378 1,722, 409 
453 Gen. Office Supplies and Expenses..............---- 600, 493 , 644 
AAW AVA MEUXPOMLSEBs . s\ciayshs siiels ee yeleios ycrettle -/8ue, 6) oom mow fafa adehate 565, 227 273,941 
SA rate PMT AYA TSEAT CQ aston oles, Nelda iets ahanie utellola caso volral hime pnate coho rpt state 856 340, 556 
AEG RelICL, Depts EUXDENSCSis.| s\n eis os sre ere ee ole © oye ape ls ine DTSDOO? Her consent caone sean 
PE FUMES TAS LONTI SSE Sie ES op A. 3 oaecak thal ssattavade  ghineaic Coa hovaatvate ise see teh cite yoteteus QETSR LT arena cietere eee 
ALS Stationery: AUG PLINGING. 41's lc +. tej ele nein wictniat = 171, 967 145, 166 
ABO VALUATION JUXPENSOS. o:04 sc.cayejeisce = cta:bre ele teloltiaueys iocs ysl le" ps Ba Lo: Sl Bae eae le 
ABM PHOTIUS POUSCS 21s isle seialc ore ate n\elelmieibyo)s eictpte ral ofep alee re 526, 488 622,055 
AGH CrON Me tet ACUITLCS,, peel ie ateYoial sis cashes s\cle aw suc. e kale Dr: 30,435 17,081 
462 a SE ait caNh Sahe an, Matancuth Str. Rate lola o chaictetel ne Cr CORY Vl ites Santini eee: 
TUG GEL te ti atheros be aot c oie leis ioks le Becelonnce 9,323,712 721,439 
Transportation for Investment...............-- Cr. L482" 80 bin ahes Vania 
Total Railway Operating Expenses....| 228,802,428 138, 523, 657 
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ORDER OF APPOINTMENT 


from the Minutes of Proceedings of the Senate for March 80, 1988) tae 


olved,—That a Committee of the Senate be appointed to enquire into ~ 
ort upon the best means of relieving the country from its extremely | i 
‘ailway condition and financial burden consequent thereto, with power 
r persons, papers and records, and that the said Committee consist of | 
Senators. Wak 
red that the said Special Committee be composed of the Honourable 
Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, 
, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdock, 
Robinson, Sharpe, and Sinclair. hein 


MINUTES OF EVIDENCE 


Tue SENATE, 


Turspay, May 24, 1938. 


‘The Special Committee appointed to inquire into and report upon the best 
of relieving the country from its extremely serious railway condition 
inancial burden consequent thereto, met this day at 10.30 a.m. 


boli ight Hon. George P, Graham and Hon. C. P. Beaubien, Joint Chairmen. 
Col. O. M. Biggar, K.C., Counsel to the Committee. 


i he Cuatrman (Right Hon. Mr. Graham): What do you propose going 
with this morning, Mr. Biggar? 

Mr. Bicear: Mr. Chairman, Sir Edward Beatty, Chairman and President 
le Canadian Pacific Railway Company, is in attendance this morning. We 
hear him, if the committee desires. 
The Cuarrman (Right Hon. Mr, Graham): Shall we hear Sir Edward 


é 


on. Mr. Danpuranp: I should like first to make a statement through 
ress. The other day the committee decided that any persons desiring to 
rd here should first send to the Chairman or Mr. Biggar a statement 
ing briefly what they wish to say. I proposed that procedure, with 
acurrence of my right honourable friend Senator Meighen. But I omitted 
dd that any such statement should not be longer than two hundred words. 
ecision will be made at the proper time as to whether any of the state- 
S we receive have real meat in them. A number of letters have come to 
m persons asking that they be heard. One gentleman says, for example, 
e wishes to bring with him, to support his views, some witnesses now in 
¥ York who have come from Europe. Well, we want to know, first, what 
2 views are. And, I repeat, the outline of the views should not go beyond 
0 hundred words. 


Sir Epwarp Brattry, Chairman and President of the Canadian Pacific 
lway Company, appeared as a witness and took the stand: 


By Mr. Biggar: 
Q. Sir Edward, I understand you have a memorandum prepared that 
ins the situation generally, and that you would like to open what you have 
with that?—A. Yes, that is correct. 
Members of the Committee have been supplied with copies of that 
andum?—A. Yes. 
Will you please proceed?—A. (Reading) 


rable Members of the Committee: 

is not my intention to take your time for any lengthy discussion of the 
which led to the situation which your Committee has been appointed to 
On the other hand, you may permit me, in order to facilitate my 
to the questions before you, to recite, briefly, certain historic facts. 


Canadian Pacific Railway Company is not a corporation of an ordi- 
It is an institution created, to carry out a national purpose, by the 
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joint potion of the Government of Canada and private peters a 
by that Government to assist it in fulfilling the terms of that other con 
which the existence of the Dominion as a nation depends. . 
You are all familiar, I assume, with the history of the circumnaean es 
which the Canadian Pacific Railway was constructed. In order to obt 
union of the scattered Colonies of British North America, a contract 
undertaken between their Governments, and part of that contract inv 
the construction of two railway systems. One was to connect the Marit 
Provinces with Central Canada—using for that purpose a route which, to 
entirely on Canadian soil, must, of necessity, be somewhat uneconomic, — 
was agreed that that railway should be constructed at the public expense, ¢ 
the Intercolonial was thus built. 
The other necessary railway project was one to connect Central Cana 
and, through the Intercolonial, the Maritime Provinces—with the Provinee 
British Columbia. 
The history of this project may be summed up quite simply. The. Ce 
ernment of Canada undertook to construct it as a public work, but, unt 
tunately, difficulties of construction and the resulting cost soon made it a 
that the task might be one which might overburden the finances of a you 
nation and be so long drawn out as to defeat its object. So grave did 
difficulties become, that the Government of the day found it necessar 
abandon this form of project, and to invite private interests to participa 
the work. 
As you are aware, the original railway system of Canada was the G 
Trunk—a corporation financed in England, which, in obtaining a conve 
route between the Middle West of the United States and the American 
board, had found it advisable to pass over Canadian soil, and which, in 
somewhat. indirect fashion, became an important factor in transportatio | 
the present Provinces of Ontario and Quebec. That Company was 0 
the right to participate in constructing a transcontinental railway s 
Because its proprietors did not believe that such a project would be 
nomical, if the line were constructed entirely on Canadian soil, the G 
Trunk refused the invitation, and, indeed, used its great influence in 
financial markets of England to discredit any possibility of success for a 
pany whose lines were ‘constructed entirely on the soil of the Dominion.) 
The Dominion Government, regarding this condition as an essential of 7 
construction of a national transcontinental railway, abandoned negotiations ¥ 
the Grand Trunk, and succeeded in inducing a group of Canadian business | 
to undertake the rash adventure of building a railway from Montreal to t 
mouth of the Fraser River. 
It is thus a fact that the Canadian Pacific Railway is the first and 
vital of all the public works of the Dominion of Canada. Its relations with @ 
Government were established by a formal contract, and while details of th 
of that instrument have been varied from time to time, the Company h 
both a right and an obligation, the status of a public enterprise cons 
primarily to assure the country adequate transportation facilities. It was_ 
realized by the Government of the day that private capital used for this p 
was entitled to make legitimate profit. Indeed, there is no better evid 
_ this than that the Government agreed to transfer to the syndicate the co: 
portions of the railway, a sum of money in cash and certain Crown land 
as a gift, but as a condition of a contract. 
At the time that this transaction was undertaken the only comment 
was concerning the rash spirit in which the syndicate had undertaken its” ob 
tions. Fortunately for them, and for the Dominion, the adventure proved « 
modest profit, and the syndicate, through its successors, the Canadian > 
_ Railway, has been able to fulfil the onerous obligations which it underto 
only up to the letter of the contract, but far beyond that. 
[Sir Edward Beatty, G.B.E.] 


RAILWAY CONDITIONS: 527 


‘It is not my intention, if your Honourable Committee will permit, to explore 

urther than this the causes which have led to the existing railway problem, 
_to my attempt to offer a solution. With your consent I should like to 
fine my evidence to explaining the origin, the nature and the effects of the 
on which I suggest. 


f SHAUGHNESSY PLAN: 


As you are aware, the first formal suggestion made, on behalf of the Cana- 
1 Pacific Railway, looking to unified operation of the two railway systems, 
that made by the first Lord Shaughnessy in a memorandum addressed to 
Government on April 16th, 1921. At that time the country was just emerging 
n the primary effects of the Great. War and the economic outlook was wholly 
sttled. The suggestion was substantially that the Canadian Pacific Railway 
s should be transferred to ownership of the Government; that the Govern- 
it would, as a quid pro quo, agree to guarantee a fixed annual dividend to 
shareholders of the Canadian Pacific in perpetuity. There was the further 
yestion that, in order to avoid any danger of political interference, the 
ladian Pacific Railway should be given a contract to operate the combined 
ems. 


PSN are Commnirter, 1925: 


In 1925 a Committee of your House was appointed to consider the question 
w, and in due course a report was prepared and recommendations were made 
, the two railway systems should be merged for purposes of administration 
‘operation under the direction of a Board of fifteen directors—five named by 
Breadian Pacific Railway, five named by the Government, and five chosen 
he first ten; that the Canadian National Railways be recapitalized; that the 
7 Pacific Railway be guaranteed an agreed dividend on its stock, and 
_in the event of a surplus being earned, a dividend at the same rate as paid 
he Canadian Pacific Railway be paid to the Government on the new capital- 
a of the Government railways. After the payment of these dividends, any 
us would be divided between the Canadian Pacific and Canadian National 
ways, in proportion to the valuation of the two systems. This Report was 
surred in by your Honourable House. 

the year 1925 happened to be that in which a temporary return of pros- 
yy to the world produced conditions in which the pressure of the railway 
lem was forgotten. It ushered in the period in which the Governmen 
orized very large expenditures upon its railway activities. 


-Royan Commission, 1931-2: 


i 


yy 1931 depressed conditions of business made it clear that a railway 
m still existed, and, in discussing this matter with the late Sir Henry 
ton, I suggested to him that he should propose a Royal Commission to 
igate means for providing relief for railway losses. The result was the 
ommission to Inquire into Railways and Transportation in Canada. 
his Royal Commission brought in a Report—to my surprise, in view of 
end of the investigation—in which the idea of unification was set aside on 
ound that the time was not opportune. It is well known—indeed, it is 
ted in the Report—that opinion of the Commission was divided. The 
try had only lately experienced the onset of depression, and, in 1932, it was 
usual to hear the suggestion made that, within a year or two, the Dominion 
nter on an even greater period of expansion and prosperity than it had 
perienced. It was, indeed, not unusual to find those who really hoped at 
ime that improving business conditions would soon place the Canadian 
nal Railways on a sound earning basis. 


\ 
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3 In the see Aes the Royal Conimnedan Randa the esta 
of a system providing for more or less enforced co-operation between the - 
companies. 
| I ask your Honourable Committee to note that the suggestion s 
made to the effect that the Royal Commission condemned unification 
correct. Some members of the Commission—in the words of the report—‘ V 
have preferred a plan which would have established a complete dissociation 
the Government of Canada from the responsibilities of competitive raih 
management, or of any direct interest therein.” The report was fran 
compromise, and it was made because the Commission hoped that it w 
in their words, “ afford early relief to the Federal Treasury.” In additior 
Commission said “ We feel compelled, as a matter of public duty, to 
a serious note of warning to the people of Canada. Unless the country is 
pared to adopt the plan we have proposed, or some other equally eff 
measures, to secure the efficient and economical working of both railway sys 
and thereby not only reduce the burden on the federal treasury but improv 
financial position of the privately-owned railway, then the only courses 
would be left would be either to effect savings in national expenditures in 
directions, or to add still further to the burdens under which the indu 
of the country are suffering by the imposition of yet further taxation. Fail 
the adoption of one or other of these courses, and there are obvious lim 
their application, the very stability of the nation’s finances and the fina 
credit of the Canadian Pacific Railway will be threatened, with serious ¢ 
quences to the people of Canada and to those who have invested their sa 
in that railway.” 
In the course of its hearings the Royal Commission heard evidence, a: 
other, from the late Sir Henry Thornton and myself. In preparing this evi 
we were both erideavouring to accede to specific requests made by certain : 
bers of the Commission, as well as to give evidence along general lines. 
Joseph Flavelle, for instance, was very anxious to obtain information as to1 
savings which might result from unified operation of the railway systems, 
The then President of the Canadian National stressed several points. — 
that, while the depressed business conditions of 1931-1932 had broughi 
matter to a head, this had merely aggravated existing conditions. Two, th 
the Canadian railways were, in his opinion, “ subsidizing out of their earnin 
the shippers of grain and erain products of Canada,” and that “as far ast 
Canadian National is concerned” the public “can have lowe freight 
unremunerative operation and increased taxes, or they can have higher 
rates, remunerative operation and lower taxes.” He stressed especially t 
that the Canadian freight rates are lower than those of the United 
He pointed out particularly that the two competing railways must m 
the same freight rate structure. In the third place, he went on recor 
the desirable policy would be for the railways “to reach an agreemen 
each other to divide traffic on some reasonable basis.” He argued that “w 
times be evil or good, there is never any excuse for waste,” and insisted 
one of the advantages of the depression was that it would bring home 
railways the necessity of avoiding wasteful competition. Fourthly, he pr 
the unification of competitive city ticket offices, the pooling of passeng 
vices, the co-ordination of freight services, the elimination of duplicate 
age, the consolidation of telegraph companies and hotel systems, the jo 
of local facilities and the interchange of trackage rights wherever econ 
- Finally, its President impressed upon the Commission the difficulties 1 
on the Canadian National Railways by political pressure. 
On my own part, I offered the Royal Commission a suggestion which 
stantially the same as that which, more fully developed later, has come 
known as unification. 
[Sir Edward Beatty, G.B.E.] 
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There are merely a few general points which I regard as vital to a plan 
railway unification. One is that the two railway companies should con- 
to own their present properties. It is not my intention to suggest that 
Canadian National should be transferred to Canadian Pacific ownership, 
the Canadian Pacific to Government ownership. The securities of the com- 
jes would remain in their present ownership. No question is involved of the 
ue of the properties, or of any new capital set-up. 

Another point is that I have not suggested that any guarantee should be 
ven to the Canadian Pacific of a return on its stock or other capital issues. 
say this because I am convinced that no guarantee of interest on the debenture 
jock and bonds of the Canadian Pacific will be necessary. As to dividends 
es stock, I do not see that it is necessary to give shareholders any protection 
yyond a reasonable opportunity for the company which they own to earn a 
sasonable profit. 

4 The third of my fundamental points is that each group of owners should con- 
hue to receive under unification the net earnings which past experience indi- 
cs their company would have received as an independent institution, and that 
le additional net earnings made available by unification be shared between 
lem on an equitable basis. I assume that the Government would directly 
ive at least half of these savings. These details, of course, could only be 
fermined at the time of the formal contract. 

_ My fourth basic theory is that adequate provision should be made to pre- 
ant the unified company from neglecting its duty as a public utility, and 
spriving any community of necessary railway service. This, of course, can 
2 easily arranged, by adding, if necessary, to the strength and powers of the 
ec of Railway Commissioners. I may remind you that the Board among 
s very wide powers to-day controls the cancellation of trains, the closing 
stations and the abandonment of lines. 

_ My fifth, and, in some ways, the most important consideration, is that 
lequate provision should be made to protect. the rights of railway workers. I 
ypose, with your permission, to deal with this particular question at greater 
gth later, but satisfactory precautions of this nature are a prerequisite of 
e acceptance by the Canadian Pacific Railway Company of any plan of 
ification. 

_ Since it has been suggested by some of the critics of my plan that I am not 
ciently specific, may I point out that I am convinced that the conditions 
ch I have just outlined are quite specific enough to ensure that any plan of 
cation will be entirely without danger to the public interest? The sugges- 
ms which I have offered are definite enough to form the basis of a contract 
ich would readily be arrived at by negotiation between authorized representa- 
es of the Government and of the Canadian Pacific Railway Company. When, 
I hope, these conferences are undertaken, further details of the arrangement 
1 undoubtedly arise for examination and will be dealt with as they appear. 
0 not see how I can make a more specific suggestion except as the result of 
h conferences. 

_ Obviously, no formal contract can be arranged until the conferees have 
ported to their principals. Those acting on behalf of the Canadian Pacific 

ulway must obtain the authority of its owners, and the representatives of the 
ernment must receive approval of the responsible Government of the day. 

2 Suggestion that any arrangement could be entered into on such a basis as 

uld not be in the public interest is, I submit, merely an assumption that our 
em of democratic and responsible government is not functioning. 

he advantages of unification are apparent. They would include, first: 

erable relief for the Treasury of the nation. It is true that we could 

ely expect unification to relieve the Treasury of all its burdens arising from 

; < 
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and Canadian economic conditions could this occur. However, I am con 
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tine present railway situation. Only in the event of a radical change 


that the relief which could be afforded would be most important. 

Second, unification would permit the Canadian Pacific to earn a fair 
on prudently invested capital, and I am confident that I do not need to impre 
upon you the importance of this to the nation, as well as to the investors t 
selves. 

Third, the savings of unification would leave both railway companies 
better position to carry on the inevitable process of remodelling, moderniz 
and improving the railway services of the Dominion. As a railway man I 

assure you that we must continue to deal with this task extensively and 
in present circumstances, the efforts of both railway companies are hampe 
In the fourth place, unification, by stabilizing the railway industry, ai 
freeing us from the now imminent danger of forced abandonment of li 
traffic lines to an increasing extent. So much has been said of the mileage \& 
abandoned under unification that I should like to remind you that both 
way systems are increasingly pressed, by financial exigencies, to seare 
opportunities for line abandonment, and that, despite certain difficulti 
obtaining permission for these abandonments, they are becoming inevitable, 
am afraid—I much regret to say it—that there are many established commul 
ties in Canada which will not be able to obtain regular railway service 1 
future unless something be done to free both railway companies from 
present financial stresses. 

Fifthly, unification will permit the stabilization, on what I hope will 
lasting foundation, of the employment of railway workers. At present 
large body of our citizens is engaged in an industry which is in an un 
economic position. For the moment the Government may be able to ma 
the present situation by the providing of large sums annually for railway deficit 
This cannot continue indefinitely, and I am honest in saying that no o 
be a better friend of railway workers than the man who urges that the in 
on which their livelihood depends should be rescued from a condition of 
vency. : 

On this point, I may say that I am not alarmed over the outlook for 
Canadian Pacific Railway. By stringent economy that Company has been 
to survive the stresses of recent years, and I look forward with confidence 
future. 2 
There are other incidental advantages which are not without import 
Certainly, I feel assured that all members of the national legislature ¥ 
welcome the removal of railway transportation from the political field. An 
advantage is that the unified system would be in a position to meet th 
petition of other forms of transport with an efficiency which would be 1 
greater than at present. p 


= 


Tue ESTIMATES OF SAVINGS: 


Naturally, much interest is displayed in the accuracy of the vario 
mates of savings which have been offered. In my own case, I have repea 
quoted the fact that a Committee of Canadian Pacific officers, after an ex 
tive study, concluded that, given conditions similar to those of 1930, 
savings of $75,300,000 could be realized by the unified railways. 

I have been prepared to accept the substantial accuracy of this estim 
view of the extent of unnecessary duplication of railway services. Your 
mittee, however, may desire some account of the basis and methods 
this calculation, and, without being too technical, I shall endeavour to 
the origin of the figures. Estimates of savings were submitted by 
Canadian Pacific and the Canadian National Railways as the result of 
[Sir Edward Beatty, G.B.E.] 
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em of the Royal Commission. Three estimates were made—$75,300,000 
Canadian Pacific, based on 1930; $50,340,000 by the Canadian National, 

d on 1931—practically the level of traffic in 1937, and $56,440,000 by the 

dian National on a year of normal traffic, which was taken as 30 per cent 

e 1931, or practically the level of traffic in 1930. 

I should like to explain to your Committee the precise procedure followed in 

ing the estimate offered by the Canadian Pacific Railway. 

When the Royal Commission requested that the Canadian Pacific exhibit 

noney its estimate of the amount of railway duplication, I arranged for a com- 

tee of our officers from the operating, engineering, traffic, mechanical and 


They surveyed the existing supervisory organizations of the two railways 
dependent units, and the probable organization of a railway as unified; the 
tion and function of the various lines of railway; the passenger and freight 
services; and the terminal and shop facilities. Each phase was assigned 
Micers qualified to deal with it. When information covering a special problem 
3 not available, the senior officer in the territory affected was consulted. In 
er words, the resources of the entire organization were used by the committee 
ts work. The committee understood they were not trying to determine the 
amum limit of savings, but only what could reasonably be expected under 
mal conditions. 

In addition to savings resulting from unification of actual operations, there 
other advantages. Account must be taken also of the savings in future capital 


enditures. In providing for the normal growth of traffic and changes in its 
acter, the extension of one plant would obviously cost less than the extension 
wo. This consideration would apply throughout the entire scheme of additions 
betterments necessary to adapt the system from time to time to the use of 
-+ machinery and methods. I regard this as a most important element in 
ation, and one involving a very large item of saving. 

s has already been pointed out, our estimate was offered with two prepared 
e Canadian National Railways. One of those was a figure of $56,440,000, 
on a year in which traffic would be 30 per cent above the volume of 1931. 
is a little over the level of traffic in 1930, and it is, therefore, reasonable 
compare the Canadian Pacific figure of $75,300,000 with the Canadian 
jonal estimate of $56,440,000. 

lose examination of the two estimates shows that both included economies 
reduction in general overhead expenses, traffic solicitation, advertising and 
al supervision; from line abandonments; from re-routing of traffic ; from 
sed car and train loading; from consolidation of repair work; from 
ustment of passenger train services; from operating joint freight and 
iger terminals; from consolidating express and telegraph services; from 
tion in accounting, and other expenses. Individual items appear in each 
ate which are not in the other, but, considering that two quite different 
ds were followed in compiling the estimates the close similarity in result 
uestionable proof that, at the time of the Royal Commission, responsible 
‘s of both companies were in general agreement that the savings to be 
were substantial. 

is only proper to point out that the Canadian National officers, in pre- 
ig their estimates, which were stated to be based on the experience gained 
| consolidation of the properties of the Canadian National, expressed the 
m that, lacking the stimulus of competition with another system, the 
nt of the estimated economies was to a certain degree questionable, and 
»the economies as planned might meet with opposition from the public and 
ees. For my part, while recognizing these problems, I felt and still feel 
necessities of the case require action, and that the estimated economies 
f wisely and gradually carried out, be achieved without injuring the 


ms 


7 


Pie ego! 6 SPECIAL COMMITTEE =———~S— 


shipping public, the communities involved or the railway employees. 


- we carry out line abandonments on the general scale I had indicated, or 


address in 1926, I drew attention to these difficulties but, in view of events 
then, I am certain that there is no option but to unify the systems. E 
of experienced railway officers on this point will be available if your Com 
desires to hear it. 

There are those who admit that, at the time of the Royal Commission he 
ing, the estimates were sound, but argue that since then savings have been 
by both railway companies on such a scale that the economies estimated in 
could no longer be made. q 

This argument reflects some misunderstanding of the case. The estime 
of 1932 were prepared to show the savings which could be secured by. 
action only, not the economies which could be carried out by each rai 
independently, and are, therefore, just as valid to-day as then. Of course, 
admitted that improvements in railway technique have altered the situ 
to some extent, and I might add that these improvements involve savings 
there are only two new or important factors which might alter the amou 
savings—(a) co-operative savings secured by joint action, which, incl 
projects in effect and agreed upon, total $1,771,000 per annum, and (b) vari 
in amount of duplication which changes with the traffic volume. As t 
latter, estimates were for a normal year, taken as 1930, and are, therefore 
the estimates which should be considered. In 1938 they would be less, but 
year of greater traffic than 1930 they would be more. As a basic year, 
may still be considered as a fair average. Those who invite us to await) 
early return to traffic at the level of 1927 or 1928 as normal must admit 
estimates on the lower level of 1930 are reasonable and conservative. : 

I will not try, at this time, to take you through my evidence before 
Royal Commission or the mass of detail which the work of the Canadian P 
committee entailed. The conclusion reached is not to be taken as a pr 
amount for which a definite plan of action has been worked out, but a 
considered judgment of a group of responsible officers as to the level of pro 
savings. With the Royal Commission I stressed that some things were pro 
included in the estimate which, in practice, would not be realized, but that, o 
other hand, many known items of savings were not included, because it ha 
been practical to put a value on them, though they were certain to be se 
The character of these savings will be indicated to you. The Committee’ 
clusions were for the information of a Royal Commission; the task was seri 
undertaken and capably discharged, and its results can be accepted as a re 
able and conservative conclusion by men accustomed to deal with the p: 
which would be involved when adopting the plan of unification. It 
estimate which supports the case for unification, but is not the only arg 

An item of the estimate, which has only moderate importance, in so 
amount of saving is concerned, but has provoked most of the discussion, 1 
of line abandonment, and it is desirable that this be seen in its proper perspe 
It is only one of perhaps twenty general items considered. The Commissior 
asked both railways what mileages they thought could be abandoned 1 
railways were operated as a unit. It was natural that each railway s 
include in its estimate the savings from the line abandonments about which 
Commission had enquired. The Canadian Pacific had estimated total ma 
tenance of way savings of $14,888,000; examination of the estimate sho 
only a portion of these savings would arise from the fact that duplicatio 
be eliminated in respect of approximately 5,000 miles, from which mainte. 
savings would be about $7,000,000, or about $1,400 per mile. This co 
with average maintenance expenditures per mile of line in 1930 of Ca 
Pacific of $1,672 and of Canadian National $2,028. The Canadian N 
estimated abandonments of 2,434 miles. It is not vital to the question, 


a 
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scale of the plan put forward by the Canadian National. Where two 
[Sir Edward Beatty, G.B.E.] ; 
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ines are involved, if it were decided not to abandon either, undoubtedly 
f the economy could be secured by altering the standard of maintenance 
e, and avoiding its future improvement. The Board of Railway Commis- 
now protects the public interest in connection with line abandonment, 
is futile to attempt to anticipate their specific action. 


One further point: We have the interesting fact that the Royal Commission 
aformed that from $30,000,000 to $35,000,000 per annum could be saved by 
es of compulsory co-operation. This may well have been one of the most 
portant factors in leading the Commission to recommend that compulsory 
eration should first be tried. Later, I shall offer some reasons for the failure 
e0-operation to provide an adequate solution of the problem, but, at this point, 
aay say that, since co-operation, carried to the extent where it would afford 
sortant savings, would have to employ many of the same measures taken for 
$ purpose under unification, an estimate of $35,000,000 to be saved by co- 
ration is fairly good evidence that much more could be saved by complete 
Psion. As shown by the evidence before the Commission, the estimated 
gs of $30,000,000 to $35,000,000 per annum did not take into consideration 
economies to be obtained by dispensing with duplicate executive, supervisory, 
citing, accounting and engineering staffs, and by carrying out complete 
ling of freight express and other services and facilities, as would be possible 
ler complete unification. 
‘T assume that your Honourable Committee will wish to explore this subject 
re fully, and, when you so desire, I shall be glad to offer a detailed explanation 
our estimate, and to have available officers of the Company who have an 
imate knowledge of the subject to appear before you and give evidence in 
port of the methods followed and the bona fides of the result. 
‘I have never hesitated to use the 1930 basis for the reason that the process 
unification will take some years. I think that your Honourable Committee 
| agree that we may hope for conditions in which the volume of traffic of 
0 may be attained again by the time that unification becomes wholly effective. . 
ad, I am afraid that, if this hope is vain, more serious measures than uni- 
on may have to be contemplated to solve the nation’s transportation 


One fact which interests me is that, up to the present time, there has been 
alternative offered to unification—except co-operation. The plan suggested 

e Senate Committee Report of 1925 was unification. The nearest thing to 
alternative which is offered is that we should possess our souls in patience 


Ly 


1 wait for the return of such prosperity as to eliminate railway deficits, 

‘On that point I have only one thing to say—that this is the same prophecy 
th, commencing with the Drayton-Acworth Report recommending that the 
rnment should take over the railways which now constitute the Canadian 
nal Railways, has been used by everyone who has opposed constructive 
n to solve the railway problem. 

4m recommending the amalgamation of the Canadian Northern, Grand 
K, Grand Trunk Pacific, and Canadian Government Railways in 1917, the 
ton-Acworth Commission stated:— 


_ “Tf then we take as a starting point a deficiency of roughly $12,500,000 
-year ... ; if we assume that this will not seriously increase for the next 
year or two, but will not, on the other hand, diminish, . . . . then in order 
reach a position of selvency, the Dominion Railways would need to earn 
| additional gross income of some $50,000,000, and to retain one-quarter 
that amount as net. The present gross income is well over $100,000,000; 


but the statement was made that “the C.N.R. was rapidly approaching the d 


see in the course of six or seven years, if Canad neni ‘iA prog 
~ a normal rate.” 


Mg 


Five years later, in 1922, gross income had more than doubled, but - 
deficit had increased more than fourfold to $58,000,000. In spite of this, ‘optin 
still said “that sufficient traffic to sustain the National System can be ‘devel 
within a reasonable period of normal progress.” In 1926, when revenues he 
increased to $270,000,000, there was still a deficit of approximately $30,000,0t 
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when it would cease to be a burden upon the Canadian people.” Much happe 
between 1926 and 1932; in one year the revenues were almost three times great 
than in 1917, but even then the deficit was nearly $30,000,000. In 1982, t 
deficit was almost as great as the gross earnings in 1917, but the assertion i 
repeated that: “If we were to-day on a nor mal trend of gross earnings, we wou 
be earning an amount sufficient to pay interest on all the securities in the han 
of the public.” It will be noted that this forecast did not take into accoul 
interest on the Government’s advances to the Railways. } 

In 1935, ii was said that: “It is not fewer miles of track, but more freig 
that is the solution of Canada’s railw ay problem” and in 1937 ‘that “the sol 
of Canada’s railway problem is not to be found in cutting operating costs furt 
but in building up traffic, and obtaining reasonable rates for that traffi 
regulation.” 

I have always felt that the problem should be dealt with on the basis of t 
actual existing situation. In view of the failure of these forecasts to material 
I suggest that we approach the problem with greater regard to reality. . 


Tue DirricuLTIes oF CO-OPERATION: 


The suggestion has been made quite frequently that, since unification of 
railways would involve certain consequences which many of our citizens bel 
to be dangerous or objectionable, it is the duty of the railways to explain why tk 
method of co-operation laid down in the Canadian National-Canadian Paeit 
Act of 1933 has not been used more extensively than has been the case. 

Your Committee has already reviewed the whole process of compulsor 
co-operation, as recommended by the Royal Commission, and made mandatot 
by the Canadian National-Canadian Pacific Act of 1933. You are aware 
many co-operative projects have been examined, and some accepted by 
railway companies, and put into effect. 

In addition certain projects have been studied, and abandoned owi 
belief, on the part of the representatives of both of the railway companies 
they were not economically desirable. 

Yet other projects have been favourably reported upon and approve 
are not yet in effect, and others are under study, or are listed for considerat 

Besides these operations of the Joint Co-operative Committee, the rai 
agreed to consider the unification of express and telegraph services, b 

presentation to Parliament of the empowering legislation, objections were r 
and the Government withdrew the bills. ! 

Recently, by direct negotiations under the authority of the Act, it has I 
possible to arrive at an arrangement to meet the situation produced at Vancot 
by the construction there of a new hotel. 

I might intimate there that Mr. Hungerford, before another committee, wa 
asked who initiated the negotiations for joint operation at Vancouver, ar id h 
said he could not say definitely, because the first suggestion was made so lon 
ago. I think that is a very correct answer, because my recollection is tha 

or six years ago a suggestion was made by the contractors of the C: 
National hotel. It was discussed by me with Mr. Hungerford, and 2 
a Edward Beatty, G.B.E.] ae 
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‘nment, but inasmuch as the Government had not then made up their minds 
oceed with the completion of the hotel, nothing came of it, In November, 
I wrote to Mr. Hungerford making a proposal in respect of this and other 
3, and as a result of that direct negotiations between him and myself, and 
veen the Executive Committees of the Canadian National and the Canadian 
ific, an agreement has been practically concluded, but not signed. 
nh no case, has either of the railways invoked the right to-ask for the 
ntment of a tribunal to deal with any project on which agreement had 
found impossible. 
can assure you that the Canadian Pacific Railway has taken its obli- 
ons under the Act seriously, and I must assume that the attitude of the 
adian National Railways has been identical. Thus, in view of the com- 
atively small savings accomplished by co-operation under the provisions 
he Act, I believe that I am right in saying that there must be something 
ng with the system—not with its execution, even though that has been 
ppointingly slow. 
is not surprising to me that this should be the case. Co-operation and 
tition scarcely seem suitable bedfellows. Co-operation and compulsion 
almost less suited for companionship. It is a fact that the two great 
ay systems in this country are competing for business, and it is inevitable 
in any attempt to unify their services piecemeal, there will be certain 
Ities. I should like to point out how these make co-operation an unsatis- 
y substitute for unification. 
o-operation, under the Act, is to be carried out by two competing com-_ 
which retain their independent operating organizations. Unification, 
term is here used, is a plan by which the properties and services of the 
railways, on such detailed terms as may later be arranged, will be entrusted 
single operating organization. As has been said, the plan, as now sug- 
ed, leaves ownership of the properties in its present hands and contemplates 
operation for joint interest. The distinction between these plans, in their 
on efforts to eliminate duplication, is an essential one. 
nification is a general plan which, once adopted in principle at the 
ive centre, is then carried out throughout the railway system. Co- 
ion is an attempt to build up individual projects of unification, each of 
must, in the end, come to the executive for approval. 
henever a measure of co-operation is studied, it is discovered that one 
ie difficulties in obtaining from it all the savings possible is that to do this 
id require the consolidation of other services or facilities. For example, 
er train services are pooled, one of the limits to the advantage to be 
is that the new pooled service will still have to use yard and shop facili- 
hich have not been pooled. In some cases this actually prevents the 
tion of an otherwise desirable project; in other cases it means that the 
pooling which is finally adopted does not accomplish all the savings 
it might. . 
_ Unification, on the contrary, starts with the assumption that all possible 
ings are to be made, within the limits of the plan as finally adopted. There- 
1t does not matter whether you start by trying to pool shops or by pool- 
Wain services. At whatever point is is discovered that any difficulty is 
ted to the pooling of one service by the fact that another type of service 
pooled, this can at once be overcome. All the savings which are pos- 
of attainment not only become automatically apparent, but are more 
realized. 
addition, the officers engaged in a process of unification would have no 
0 their activities except the rules of business, the terms of the unifica- 
ontract, and the provisions of the statute authorizing such unification. 
ers engaged in attempts at limited and piecemeal co-operation neces- 
ind their hands tied by the obligation that nothing which they do may 
ith the maintenance of a sound competitive position for the system 
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To take a case: To instruct the officers of the two companies to co-opera 
in routing trains into one or other station will accomplish minor savings. Th 
must keep in mind, at all times, that this routing may, in the case of termine 
or junctions, decidedly affect. the probable choice by passengers of the rou 
to be followed for further travel, beyond the territorial limits of the co- -oper 
tive project under discussion. It must be clear how serious a limitation tk 
is to intelligent co-operation, when you compare it with general instructio 
to officers to remove duplicate routes of travel, and all the facilities which a 
for them. 

The failure of either of the railway companies to request the spol 
of a tribunal to complete a detailed item of co-operation on which agreeme 
was not reached is quite natural. 4 

I might say there, gentlemen, if you will permit me, that if it was a mistal 
in our not applying for appointment of a tribunal, I must bear my share of 1] 
responsibility. I had numerous discussions with Judge Fullerton and \ 
Hungerford, and I think that really we were of one mind that we should not J 
furthering the cause of co-operation if we started that system. I do not belie 
that I could put it any better than it has been put in the Canadian Nationl 
annual reports of 1934 and 1935. Perhaps these parts of the reports have be 
filed here? 

Mr. Biccar: No. j 

The Witness: Then, it may be well to read these extracts. The first of 
is from the annual report of the Canadian National Railways, 1934, page "4 


course of the year under review there was an occasion when it might 
been proper to apply for the intervention of such a Tribunal. 17 
Trustees, felt, however, that during their first year of office as mu 
ground as possible towards the maximum of co-operation should | 
covered between the two railway companies without outside interven 
and that recourse to such Tribunals should only be had when it devel 
beyond question that no further progress could be made by conti 
negotiations between the companies themselves; even then there ha 
be kept in mind the effect which such recourse might have on oth 
matters regarding which discussions were proceeding or might be inst 
tuted. While anxious that progress towards the ends contemplated b 
the Act should be made with all possible speed, it was the view of 
Trustees that, even at the expense of some delay, results accruing 
the amicable adjustment of such differences, if such could be obtai 
would in the end be better for all parties, and for the whole schem 
co-operation, than would those which followed a hearing by and an o 
of a Tribunal. Due allowance must be made for the difference of viel 
point of each company and for the fact that in any given matter 
difficulties confronting one company are not necessarily the same as t 
facing the other, and that even where they are the same they may 
differ in degree. There is the further consideration that while ce 
co-operative measures were mutually agreed on in 1938, these were 
paratively free from controversial features, and that each extens 
co-operation must necessarily be accompanied by problems of in 
ingly delicate and intricate nature which require for their soluti 
utmost of patience and goodwill. These problems are inherent in 
plan of joint action and, of course, do not diminish the benefits 
such a plan seeks to achieve. ‘ 
[Sir Edward Beatty, G.B.E.] 
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ag Impressed as they are with the extent of these benefits when obtained, 
and earnest in their desire to achieve them if at all possible by amicable 
and free discussion, it is the intention of the Trustees to continue the 
consideration of proposals presently pending along the lines which both 
companies have mutually agreed upon—with the hope that the necessity 
of reference to Tribunals may either be eliminated or, if they require 
to be made, may be confined to the smallest number possible. 


gp rhen, in their annual report of 1935 they include this comment, at page 8: 


if In previous reports mention has been made of the Emergency Railroad 
_ Transportation Act of 1933 as affecting the United States lines of the 
_ System. The general purpose of the Emergency Railroad Transportation 
_ Act is similar to that of the Canadian National-Canadian Pacific Act. 
$ Notwithstanding the large organization which has been developed and the 
_ fact that the Federal Co-ordinator has urged the railways to carry on 
_ numerous investigations and has called for the furnishing of a great deal 
_ of data, no definite co-ordination measures have been achieved so far. 
_ This further evidences the difficulties inherent in bringing such measures 
into effect. The British railways met with similar difficulties. 


yw I will proceed with my memorandum: 

_ The officers of the two systems are in constant and daily contact, on many 
ts. ‘They are quite accustomed to reaching agreement. They should be able 
void the application of compulsion to force a friendly competitor into an 
reement which he dislikes. Finally, as each railway has, in the discussions 


ding up to an impasse, made all the concessions which its officers consider 
X 


osition of additional disadvantages—such as must result, to one or other of 
parties to the discussion, from any conceivable report of a tribunal. This 
Id only magnify the difficulties of co-operation owing to the fact that the 
ties would constantly fear the establishment of adverse precedents. It would 
ve something in the nature of contentious litigation which would not create 
tmosphere favourable to cordial and effective co-operation. 

the end, the paradox develops that, the more successful our attempts to 
properties and services by co-operation, the more impossible would be the 
on which we attained. We should ultimately reach a point at which the 
majority of our train services throughout the country would be run in 
m over commonly operated lines. We should have the extraordinary 
le of two staffs of railway workers engaged in joint operation of a railway 
, and supervised by two separate head offices and official staffs. 

e might have the picture of two groups of salesmen engaged in competing 
ch other to obtain passenger and freight traffic to be carried on the same 


PERATION OR UNIFICATION: 


e are warned that the objections to unification, as I have suggested it, are 
rave. Let me examine them, one by one, and consider how co-operation 
ld meet them. 


beyond the ability of one Board of Directors and one management to 

successfully. I disagree with this—but consider how co-operation would 
b this aspect of the problem. Co-operation, carried to the extent where it 
valuable method of reducing expense, would create very substantially 
railway system, but one not operated by one Board of Directors and 
yement, but by two boards and two managements. I think that your 
> Committee will realize that if it is impossible for one administration 


elligent and businesslike, neither one should have any desire to risk the. 


lere is first the objection that unification would create a transportation — 
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to conduct successfully the railway transportation of all Canada by mean 
one unified system of railways, it will be somewhat more difficult for two adn 
istrations to do it simultaneously and in co-operation. 

The second general objection is that we should create by unificatior 
monopoly under which the interests of the shipper and_ traveller would 
neglected. It is my clear impression that to set up what might be called a d 
monopoly, operating the same railway system, would not avoid this danger, | 
would, by its divided responsibility, make inefficient railway service the stand, 
in this country, and produce unnecessarily high charges or reduced standa 
of service. q 
The next objection is that unification might deprive communities in Cang 
of railway services. To the extent to which co-operation was parallel. in 
effect to unification, this would also be the case. The disadvantage would 
that, to some extent, co-operation would not be—even. in its most complete fo 
—entire unification. Thus, the co-operating railways would not be able to 
as many methods of adjusting their services to the needs of various communit 
and localities as a unified railway system could. 

When we come to consider the effect on the interest of railway workers 
these two alternative methods of arriving at the same general condition, I 
point out that the maintenance of separate managements, and the limitatior 
co-operation as compared with unification would render impossible the ful 
satisfactory application of those long term and complete measures of protect 
the interest of railway workers, which, in my opinion, must and will be emp 0 
under an intelligent and businesslike method of unification. q 

Indeed, it is clear that those railway workers who have been encourag 
believe that safety for labour will better be obtained under the present § 
than under rationalization of the industry in which they are engaged are al 
noting that co-operation is no more, should it ever be possible to carry 
on a major scale, than unification in disguise, retaining all the supery 
officers in service, and making the personnel savings entirely among wo 
For example, the Saskatoon Star Phoena of March 28, 1938, reports th 
meeting of the Saskatoon Joint Council of Railway Unions, repeal of the 
dian National-Canadian Pacific Act was demanded. It must be clear 
co-operation, to the degree that it might be made effective, would hay 
same result as unified management in respect of displacement of labour 
would, carried to the extent which its advocates suggests as possible, aff 
interests of labour almost as much as unification. In my opinion, it wo 
this without permitting the use of proper precautions and remedial m 
Under co-operation, adjustments made for the benefit of labour have to be 
with according to the effect of each individual co-operative measure. In’ 
way, there is lacking the general advantage of arrangements which, under 
management, might be made by agreement between representatives of t 
ways and representatives of the employees. 

There would, of course, be one advantage—if your committee belie 
be an advantage—in co-operation: The nominal independence of the two ra 
systems would be maintained. It would not be a real independence—for it 
difficult to “‘unscramble” physically a piece of railway track, a railway servi 
a railway terminal, which has been placed in joint use by co-operation, as il 
perform the same service for one which has been brought under unified m 
ment. 

The actual effect under co-operation would be that the head offices 
supervisory staffs of the two railway systems would retain their indepe 
existence. Railway workers throughout the country in train service, 
sheds, in shops, and on track maintenance, would find their numbers red 
co-operation—as by unification. The more successful the co-operation, th 
its results would approximate those of unification. The more highly paid 
and employes, however, would not be affected, and would remain in int 
units to exercise Joint direction of the diminished staff of railway worke 

[Sir Edward Beatty, G.B.E.] : 
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OPOLY : 


- One objection often made to unification is that it would produce a monopoly 
ransportation which might be used to the disadvantage of the public. That 
mnopoly would be created, within the comparatively narrow field of railway 
ice, is quite true. On the other hand, it must be remembered that monopolies 
way transportation are not infrequent in Canada, at present. 
The Canadian Pacific possesses a rather complete monopoly in the Kootenay 
t of British Columbia; in Southern Alberta and Southwestern Saskatch- 
The Canadian National possesses a complete monopoly between Edmon- 
and Prince Rupert; Edmonton and Kamloops; in much of Northern Sas- 
hewan and Manitoba; in the territory between Winnipeg and Quebec; in 
Lake St. John district of Quebec; in the Northern portion of New Bruns- 
k and Nova Scotia; and in the Province of Prince Edward Island. The 
lan Pacific monopolizes railway transportation in an area South of the 
ian National transcontinental lines from Nipigon as far as Sudbury; in 
rritory between Sudbury and Sault Ste. Marie; between Sherbrooke and 
nt John, N.B., on the so-called “Short Line,” and in Southwestern Nova 
ja. These are examples of fairly complete monopoly. In the areas in 
on, while through traffic may be competitive in type, local traffic is 
ely non-competitive. Neither the charges nor the standard of service 
lese areas can be affected in the least by competition between Canadian 
yays. It is impossible, for example, for anything which the Canadian Pacific 
) affect the cost or comfort of a passenger travelling from Edmonton to 
Rupert; or for anything that the Canadian National does to affect the 
nes of the traveller or shipper between Lethbridge and Calgary. The 
Jian Pacific has absolutely no influence on the charges or standards of 
viee on the Canadian National between Cochrane and Quebec. The Temis- 
mng and Northern Ontario Railway has an absolute monopoly of service in 
and important area of Northern Ontario. Yet, the charges and standards 
e of these railways in the areas mentioned are on the same basis as - 
charges and standards in areas where competition is fully developed. 


, matter of fact, any idea that the existence of two railways affects 
mt rates by keeping them low should be fairly well exploded by the fact 

hany years ago, a political agitation against the charges for the transporta- 

f grain on the Canadian Pacific in Western Canada was used as a powerful 
obtain governmental subsidies for rival private interests in connection 
construction of the Canadian Northern Railways. It was freely alleged 
e Canadian Pacific was robbing the farmers of Western Canada, and 
moters of the Canadian Northern Railway promised great things in the 
lower transportation charges. It is undeniable that a temporary lower- 
these charges was forced on the Canadian Pacific Railway at that time. 
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_ The effect on rates was of a passing nature. The railway which was to fo 
Canadian Pacific charges down became bankrupt; passed into the hand 
the Government, and is now a part of the Canadian National System. 4 
rate of charges so established proved too low to support the later Grand Trt 
Pacific, and, to-day, the Canadian Pacific is the only solvent one of th 
companies. Further, the coming of the War, and the alteration in econo 
conditions which resulted, ended in a condition in which the undertaking of- 
Canadian Northern to maintain a certain level of grain rates became impossi 
of performance, and, when the grain rates were settled, on their present ba 
no consideration was given to these forgotten passages of history. 4 
Perhaps the best evidence that it is not the existence of two railways th 
euarantees low freight rates, can be drawn from a statement by an officer of: 
Canadian National System. In evidence before the Royal Commission, there 
quoted a statement by an official of the Canadian National, in attempting 
set up some alternative to unification, stating that “the situation calls % 
a courageous facing of facts, provision of rates high enough to pay the ¢ 
of services; equitably distributed and free from statutory limitations.” 
This would, of course, be one way of attempting to solve the railw 
problem, but not, in my opinion, the correct one. It does not appear to 
desirable to attempt to increase the cost of transportation in Canada in ore 
to maintain unnecessary duplicate railway services. My own preferene 
always in the direction of trying to eliminate waste in order to give the p 
the cheapest possible service. Freight rates may, from time to time, have 
increased in order to meet changes in general economic conditions, but, a 
ss I know, it is possible to solve the railway problem by other methods 
those recommended by the official in question. In any event it is reaso 
apparent that the elimination of the Canadian National as a separately ope 
system would not reduce the tendency to increased freight rates. . 
Freight and passenger rates in Canada are not set by the railway C01 
panies in competition with each other. They are—and this is very fort 
for the people of Canada—set by the railways, openly in an endeavour to 
rates adjusted to the economic needs of the nation. a 
Freight rates in the main are kept low by a highly concentrated effort 
railway managements to deal intelligently and consistently with a if 
problem. They are, in Canada, as low as they are in any major cou 
the world, and far lower than in all countries except the United States whi 
compete with us for markets abroad. For example, the average rate for can 
ing a bushel of grain an average distance of 750 miles from point of pro 
to water navigation is less than 13c. in Canada. My information indi 
rate of 11-74c. for a haul of 144 miles in the Argentine Republic, and 8 
haul of 88 miles in Australia. 4 
This is an entirely natural state of affairs, since Canadian grain mus 
delivered in. the markets of the world in competition with the grain of 
countries, and the Canadian railways must, therefore, make such cha: 
their proportion of the transportation and handling as, combined with 
ocean rates and very low charges for elevation and other handling, will 
this object to be attained. Since rail haul is, in the case of Canada, a far 
important portion of the journey than in Australia or the Argentine Rep 
Canadian rail rates on grain must rule much lower than is the case 1 
~ competing countries, 
That is typical of the influences which really set Canadian railway 
It is true, of course, in the particular case of grain rates, that their establish 
on’ a statutory basis makes them comparatively inflexible, by preventin 
increase when the traffic would bear such an increase, and thus, in comper 
preventing their lowering, when the traffic finds it difficult to bear the 
charges. ¥: 
[Sir Edward Beatty, G.B.E.] 
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a consequence of the method of approach to the rate situation above 
ibed, the Canadian railways, without compulsion, and in an endeavour to 
t their traffic, between January Ist, 1930, and June 30th, 1934, reduced 
¢ 100 individual rates for each one which was increased. 


ARDS OF SERVICE: 


he same thing is largely true of standards of service. For example, when 
nditioning was applied to Canadian railway travel, this was recognized 
ilway companies as involving additional cost without any increase in 
ger fares. Since the Canadian railways operate on the Continent of North 
ea, their passenger service must be generally of the standards accepted 
is Continent. Thus, when air-conditioning became general in the United 
, it was inevitable that it would be adopted for long distance travel in 
ada. Neither competition between the Canadian railway companies nor an 
ler of the Board of Railway Commissioners was needed to effect this import+ 
change in the standards of railway service. 


MPETITIVE Factors: 


_ After all, it is quite reasonable that this condition should prevail. The 
me of railway shipment and railway travel is exposed to possible limitation 
m two factors among others. One is the competition from other forms of 
ortation. The subsidized highway transportation of this country has 
ed from the railways a mass of passenger business—which now uses 
e motor cars, and, to a less extent, buses. It has taken away an amount 
mercial freight traffic which cannot be assessed exactly. It is even more 
It to obtain figures showing the competitive effect of our great waterways. 
sible as it is to weigh precisely the effect of these forms of competition 
erting traffic from the railways, I am sure that you will realize that it is 
tant. In addition, the Panama Canal has created a situation in which 
ilways find it necessary—in order to hold their transcontinental freight 
ss—to maintain a structure of rates for this type of traffic which is out 
ping with the normal structure. When you hear, for example, that it is 
le to ship goods to Vancouver from Montreal cheaper than it is to ship 
me goods to Edmonton, you might remember that this is not by any 
kire of the railways, but because extraneous competition forces them to do it, 
iat one of the reasons why no downward adjustment can be made in rates 
rected by highway and waterway competition is that these forms of com- 
4 have carried many other rates to a point much lower than they need 
uld be. 
other factor which tends to keep railway rates low is one generally 
en. While people travel or ship goods because they desire to travel or 
) goods, they can neither travel nor ship goods if the rates are too high. 
the one object of every railway traffic executive is to keep rates as low 
mensurate with the needs of revenue, and low enough to enable people 
freely and to ship goods freely. When times are hard and prices low, 
tates must be kept down. In better times, they may be allowed to 
little. If, at any time, they rise too much, business dries up. 


~ConrTROL: 

should be clearly understood that I am not suggesting that the Board 
way Commissioners has no valuable functions. It is my opinion that 
utilities of a semi-monopolistic type should, at all times, be subject, in 
s and standards of service, to the orders of a tribunal which can prevent 
ion of the public or neglect of its interests. I have, indeed, repeatedly 
hat the powers of the Board should be extended wherever this appears 


monopolistic abuse of the public interest by the unified railway system 
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May I point out in addition that a necessary condition of unification 
that the Canadian Government will continue to own the Canadian 
Railways? That carries with it the assumption of increased effect of the p 
will on the policies of both the railway systems. If the railways unde 
experiments in monopolistic oppression of the people, then, under unific 
this would have to be with the consent of the Government. I may enquire 
your Honourable Committee whether it would be your intention to pert 


Z 


whether you have the least doubt of your ability to prevent it. 4 

Monopoly is a word which has a sinister significance in the minds of ma 
people. In this case it is an argument obviously designed to frighten the pub 
but it loses much of its terror when it is considered that in this instance m 
opoly will be strictly regulated by public authority; that public opinion it 
is a more potent influence in the conduct of large operations than ever bet 
and that the attitude of railway officers towards their public responsibility 
drastically different from that of fifteen or twenty years ago. These fact 
combined with the heavy losses of the past twelve years due to the maintenai 
of competitive systems, must be given serious weight in appraising fort 
objections to unification. 


Lasour UNpER UNIFICATION: q 


Perhaps the most important objection made to unification is the possibi 
that it might affect unfavourably the interests of Canadian railway worke 
believe that this question must be examined very thoroughly, but that by 
examination it will be discovered that the fears expressed by the oppone 
unification have no real foundation. a 

Unified management can only be made valuable by methods whi 
ultimately involve a reduction in the amount of labour employed by the rail 
and it is not surprising that not only railway workers themselves, but all 
citizens, express a keen desire to have the incidence of the reduction in empl 
ment under unification set out in some detail for public consideration. 1 

The whole progress of modern civilization has sprung from the desire to 
labour. Every machine which has ever been invented has been an attem 
save wasted labour, and put it to useful occupations. On the other han 
the chief economies of unification are ultimately to be made by saving labo 
is certainly my duty to explain as carefully as possible what will ha 
labour under it. 4 

In the first place, I may point out the arithmetical fact that the a: 
turnover of railway labour on the Canadian Pacific is almost 5 per cent 
year almost 5 per cent of our employees die, retire, seek other employme 
leave the service for other reasons. The total savings of labour under uni 
are estimated at 15 per cent to 17 per cent. Thus, assuming that the 
situation on the Canadian National System is approximately the same as 
Canadian Pacific, we can see that, in the five years, at least, which 
required to accomplish unification, a policy of not hiring additional we 
would reduce the staffs of the two railway systems more than the savings 
unification would involve. 

I can illustrate the labour situation in another fashion; More than 2 
cent of the present employees of the Canadian Pacific Railway have fiv 
or less service. That is, were we to attempt the impossible, and to ma 
labour savings under unification overnight, the number of employees di 
would be no greater than that of our men with five years’ service or less 

. It would be dishonest on my part, however, to pretend that these 
facts offer a complete answer to those who fear the minor and tempora 
quences to labour of a policy of rationalizing our railway situation. — 

[Sir Edward Beatty, G.B.E.] 
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true that more railway workers will leave the service inthe time required 
cation than would be necessary to accomplish the estimated saving. This 
owever, not the same thing as saying that no one will lose employment. The 
hat, for example, a locomotive engineer retires does not necessarily open an 
ediate opportunity for the employment of an accountant or a freight checker 
an be dispensed with as a result of unification. There are, however, certain 
ensating facts. One is that we should have available the entire employment 
ortunities of the two railways. That is, under unification, the transfer to 


pendent systems. 
_ Ido not think that we should fail to realize that Canadian railway employ- 
mt has been on a generous and well paid basis. For example, comparing 
litions in this country with those in the United States, I find that, while the 
ber of railway employees in Canada was for 1936 14:5 per cent below the 
re of 1916, the corresponding decrease on the Class I roads in the United 
es was 35-3 per cent. I find also that in Canada, for each unit of operating 
nue, the railways employ over 40 per cent more workers than do the Class I 
oads of the United States. To some extent this condition results from the 
rence in underlying economic conditions in the two countries, such as density 
opulation and traffic, proportion of lines of light traffic, types of traffic, and 
ects of highway and waterway competition. The figures which I have 
, however, will indicate quite clearly that Canadian railway management 
t overdone labour saving. 

fact, the relations between railway management and labour in this 
untry have been at all times such as to lead me to say with certainty that any 
aceivable management of the unified system will deal fairly with labour, and 
on confident that, where every effort fails, and any man loses employment, 
opinion will support the management of the unified system in providing 
ble compensation to assist those displaced in becoming re-established in 
employment. 
should like very much to be able to offer some definite promise concerning 
tent of this compensation, but I think you will see the difficulties which 
the way of an ex parte statement of this sort—especially at this stage of 
> discussion. It would not be honest for me to pretend that I can commit the 
nment—the representatives of the owners of the Canadian National—to a 

our policy. For my part, I could not consent to any plan of unification 
did not include adequate provision of this nature. 
here are precedents elsewhere for the application of measures to prevent 
savings under railway unification becoming oppressive to labour. The 
ys of the United Kingdom, in the process of amalgamation, agreed to 
s for the protection of their staffs during the period of transition. It is 
nown that these plans worked well, and that, generally speaking, it was 
sible to hold labour savings under amalgamation down to the rate set by 
il turnover. 

you know, in the United States also provision has been made to protect 
terest of employees where measures of co-ordination are undertaken, and, 
y, 1936, a specific agreement was arrived at between all the important 
companies and the representatives of railway workers. That agreement 
for compensation to employees displaced as a result of co-ordination 


s. 
annot say that 1t would be possible to apply precisely similar measures 
da, since conditions in the three countries vary considerably. Nor can 
ture to pledge both the Canadian railway systems to a specific labour 
after unification. I can say that any management of a unified railway 
in Canada is certain to do its best to adopt the best features of both 
tems—for anything else would be entirely contrary to the spirit which 
in the labour policies of Canadian railways in the past. 


ul employment of labour saved will be easier than is the case with two 
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L believe that the effect of unification on labour and its: interests 
genuinely misunderstood, and that once the facts of the case are known, 1 
cease to be possible for the opponents of railway rationalization to ust 
particular bogey. a 
| If credence were given to the picture of unification as it is some 
yainted your Honourable Committee might expect to see great numbers of 
way workers thrown into the street as soon as agreement was reached for 
cation. That is not correct. 
A study of the probable effect upon employment of the estimated econ 
under unified management as compared with the natural attrition of labour 
cates that many more openings will be created for employment by the an 
attrition withdrawals from service than there will be employees displaced un 
unified management arrangements to fill the positions. Let us assume—and 
of course is an arbitrary assumption—that the estimated economies u 
unified management could proceed at the rate of 25 per cent for each of 
first two years, 20 per cent in the third year, 15 per cent in each of the for 
and fifth years. On this basis and with the known fact that railway lab 
turnover is about 5 per cent per annum, even if we succeeded in five years 
reducing our annual labour costs as much as 17 per cent the railways woul 
require to engage from 993 men in the first year to 2,015 in the fifth year 
average of almost 1,500 per annum—ain excess of the number of employees ¢ 
placed as a result of the unified management economies. a 
In other words, with employment at the level of 1937 there would be 2: 
positions closed in the five year period as a result of the economies, but, o 
other hand, there would be 29,947 positions opened by reason of the 5 per @€ 
annual employment attrition, the excess being 7 AAL. ‘a 
This is apart from any increase as a result of an improvement in tral 
conditions. Should traffic volume return to the level of the year 1930, it 
estimated that over 25,000 additional workers would be required as compa 
with the number needed with traffic volume at the level of the year 1937. 
After unification is complete, of course, the full 5 per cent of all railwe 
posts will again be opened each year for railway workers. a 
I can assure you that, in any plan of unification which would be accept 
to the Canadian Pacific, proper provision for any small number of cases W 
it is difficult to retain present workers in the service will be made, and you 
put aside the fear that labour will suffer from large scale dismissal as at 
of the adoption of a plan of unification. 


CONCLUSION: 
I have attempted to deal with those detailed objections which have Db 
raised to unification. May I now deal with the subject in a somewhat bre 
fashion? We hear, for example, that this community fears the loss of s 
its residents, that such a merchant believes that his business will be unf 
ably affected, and that, after all that I have said concerning provisi 
labour, we must, in the end, face the fact that unification means fewer fF: 
workers. ‘9 
Is it not a fact that all of these objections are merely the objectior 
economic progress? When the motor car replaced the horse-drawn carr 
and the steamship put sailing craft out of commission, all of these consequ 
resulted. All that those who use these objections are saying is that they be 
that the unwise rioters who smashed looms in England more than a century 
because they took the place of manual workers, were sounder economists 


ADAM SMITH: 
The only reason for accepting unification is that it 1s in the national 

and it is in the national interest because every measure which will re 
cost of carrying on the vital task of transportation in Canada is in the : 
(Sir Edward Beatty, G.B.E.] 
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is in the national interest because the public finances of this country 
and unification will afford it. It is for these reasons that I have 
conclusion that unification cannot be avoided. 
his is not the first time that it has been sought to make important railway 
mies in Canada by removing duplication. After the Government acquired 
systems which now constitute the Canadian National Railways, it pro- 
led to seck efficiency and economy by organizing them into a single operat- 
1 This, since it was the amalgamation of railways under the same own- 
differed radically from the programme which I am now suggesting, but 
fact that the object of obtaining economy is the same in both cases. 
‘I have never welcomed unification. The Canadian Pacific is a highly 
eloped organization, and an object of pride to all its officers and employees. 
r unification, it will lose its identity—and that is a real loss to those of us 
ave spent a lifetime in its service. 
fiven with the acute competition given it by what I consider has been an 
nse venture of the state into the railway field, I still believe that the Cana- 
Pacific can survive as an independent institution. Far from eagerness, as 
itics have it, to seize the publicly owned system, I feel deep regret that, 
y by unification, can we remove the greatest danger of which I know to the 
» of the nation. . 
a recent public address I said that unification is inevitable. The public 
compels it. 


-Q. That statement is a very comprehensive one, and I understand you 
nd to supplement it by dealing with the estimate of $75,300,000?—A. Yes, 


/@. But you agree with me that we might discuss some points of general 
Meiple at this stage before we go on with the statement of the figures relat- 
the economy. 

haps the first matter on which you might expand a little is the three 
f co-operation that have been discussed or mentioned in the com- 
first, purely voluntary co-operation; second, co-operation with, in the 
‘ound, compulsory powers exercisable on the initiative of, though not by, 
ilway company; and third, one that has been merely referred to, co- 
ion with, in the background, compulsory powers exercisable by a body 
itself takes the initiative—A. Yes. 

. Now, you have dealt with the first two of these in your memorandum. 
you anything you can add with regard to the third?—A. The third in- 
, as I understand it, the establishment of a co-ordinating tribunal which 
investigate measures of joint action and, after conference with the rail- 
involved, if they could not be brought into agreement, would have power 
le an order compelling them. 

The initiative should be exercised outside of the railways altogether? 
‘That plan has been attempted, as you know, in modified form in the 
| States. True, Mr. Eastman did not have very many teeth in the 
but he did all he could do to bring it about without compulsion or coer- 
y objection to that is that it involves on the part of an independent 
al responsibility for management without responsibility for the results. 
d not say that, of course, if this was one railway, or two operated together. 
ong as the Canadian Pacific operates in competition with the Canadian 
ial and, under its charter, the responsibility reposes in the hands of its 
I would think it was unwise and perhaps unfair that we should be 
» the order of an independent tribunal on matters of administration. 
t think it would be right to substitute the judgment, for example, of 
n lemen or this gentleman for the judgment of our own representatives 
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of our shareholders. I must confess that I am speaking without kno 
of any precedent. I do not know a place in the world where this ha 
done, or tried to the extent that you indicate or outline. , he 

The idea of co-operation is an excellent one. Compulsory co-operation 
another thing entirely. We discussed this before the Royal Commission, a 
I think I discussed it with the committee of the Senate in 1933 whe 
passed this legislation, and I pointed out the dangers and difficulties. — 
not at all disappointed—I am disappointed in a sense, but I am not surpri 
that under the sort of hybrid system we adopted in 1933 we have not made 
progress. I do not want you to think that I think progress is at an end. I 
not. I believe we can go on, and J think, as one of the witnesses said the ot] 
day, if time is no object, over a period of years we can effect further econ 
by voluntary co-operation. I do not believe we will effect any more by 
pulsory co-operation. I question the judgment of an independent tribunal > 
would have to take up an isolated case which would affect a company thr 
out the whole system. I question the wisdom of allowing that kind of di 
tion to be imposed on a private institution which, under statute and contract 
this Government, has established a recognized form of responsibility. 


By Hon. Mr. Horsey: 4 
Q. In giving your evidence to the Royal Commission you gave part of wh 
is contained in this memorandum. But there is another very important part 
ing with financial results——A. That is’ coming later. 
Q. How the division of income would be made. Perhaps the commit 
might like to have the whole of that evidence of yours. i 
Mr. Biccar: I think we shall cover everything. 


By Hon. Mr. Calder: 

Q. May I ask a question here on a point which has just been referred 
Looking at the map between Sudbury and Winnipeg, the two companies. 
had under consideration for some time the possibility of entering into an a 
ment whereby there could be economies. They have not reached an agree: 
Suppose a,tribunal existed that would compel an agreement, and that agree 
was not satisfactory to either company, you think that would be very wm 
tunate?—A. Yes, I do, because, after all, as the condition is to-day, we - 
form the policies of those two companies, and the respective boards of dir 
cannot absolve themselves from that responsibility. Therefore, they bein 
bodies created by their owners for that purpose, I do not think anyone s 
be permitted to take their place. 
Q. That is, unless you can agree voluntarily, you think compulsion s 
never be used?—A. I do not think compulsion would accomplish anything 
material beyond what the railways can accomplish by themselves. 4 


By Mr. Biggar: . 

Q. Now, turning to the other alternative, or a possible alternative th: 

not been referred to, but which has been suggested, namely, that instead 
outside body with compulsory power there might be some outside body : 
nature of a new board which initiated or considered these questions 0 
operation and simply reported to Parliament the results obtained 
its aegis—what would be your view with regard to that?—A. I would s 
objection to that, Colonel Biggar. I do not think that would be a hi 
measure at all. # 


By the Chairman (Right Hon. Mr. Graham) : 

Q. Would it be of any use?—A. It would depend upon the abili 
man chosen in each case to persuade the railways to do certain t 

[Sir Edward Beatty, G.B.E.] : i 


“RAILWAY CONDITIONS 547 
ld Ye a conciliation proposal. It could not possibly be resented by either 
pany. And further, there are cases, Senator Graham, as you know, when 
an from the outside makes a suggestion that you can adopt after following 
p yourself, and to which you can say yes. He has a new approach, and if 
done in goodwill, I think it might help. 

Q. It would not be done with a club?—A. No. And of course the railway 
panies would have to have a great respect for the qualities of that individual. 
would have to be known to be a competent and honest and intelligent man, 

once he got their confidence he probably would be able to help. 


_ By Mr. Biggar: 


Q. What would be your view as to the limitations on that? Would 
carry you much beyond voluntary co-operation?—A. Well, it would in 
sense. As you know, under the Lemieux Act boards are established. They 
e findings—unfortunately not always unanimous—and they become public, 
they have an influence on public opinion and public opinion has an influence 
s. To that extent, if a report were made public as to the efforts of this 
an, the position of the parties and-his views, it would probably have a bene- 
ial influence. 

_ Q. And would it be fair to compare the results to be obtained under such 
stem with the results obtainable under voluntary co-operation and unifica- 
i respectively?—A. Well, of course, I think it could not harm voluntary 
eration, because in the end it is only a means of bringing it about. It 
Id not, of course, compare with unified management. Perhaps I should say 
e, Colonel Biggar, that the use of these words, “unification” and “amalgama- 
is a little confusing, very often. The difference between them is probably 
‘little. I understand it has been judicially determined that neither word 
legal word; it is just a commercial word. 

. Exactly —A. But we are not talking of unification and amalgamation 
t all. We are just talking about a company employed as managers for 
two companies. There is no physical merger in the sense that we become 
_ And there is no financial or corporate merger. It is just an instrument 
ereate ourselves voluntarily to manage two properties instead of one. 

. I think it has appeared here that one of the chief difficulties in arriving 
eements for co-operation is the disinclination, the perfectly proper disin- 
10n, of officers of either railway to co-operate in something that is going 
stitute a mutilation of their own system,—or, as you put it, I think, in 
memorandum, “seriously to affect its competitive system”?—A. Yes. 

. Now, if you had this single managing company, would not one of its 
obs be to do just that thing to the physical property and the services 
he plants of each of the railways?—A. Yes, unquestionably. 

Q. So that from the point of view of an independent entity, the result of 
action of unified management would undoubtedly be to mutilate each of 
stems as a physical system capable of competing with the other?—A. To 
ent that is true, because there is no competition and there is a common 
hey are both interested in common results. 

. Suppose you get into that position and there has been substantial 
lation of each of the systems as a separate entity, how are you ever going 
ack to where you were? 


Hon. Mr. DanpurAnp: To unscramble. 


By Mr. Biggar: 


. How are you going to unscramble the omelet, as Senator Dandurand 
ts?—A. It would be extraordinarily difficult, but not impossible. But do 
rget that this plan of unified management is designed as a permanent 


n of the railway question in Canada. If there were interjected questions | 
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of temporary unified management, of course we should have anothe 


~ eonelusion that unified management of these companies should be establish 
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‘to consider. I am not saying it could not be done, but it would be extraordiz 
ditficult. And while there would be some things that would not be chang 
any event, there would be many facilities which would be made diffe 
joined, and which would continue to be different, no matter how 
unscrambling you did, because it would be so greatly in the interests of 1 
railways to have them that way. But I have never contemplated a plan 
unscrambling in connection with this. I have assumed that if we came tot 


it would be permanent. As to methods of unscrambling and the conditic 
which would arise if this were restricted to a temporary arrangment, I would 
quite prepared later, if you desired me, to tell the committee how I think 
would work out practically. : 
Q. On a temporary basis?—A. Yes, a short term basis. y 

Q. I think that would be very useful—A. But I am not prepared to de 

now, because I do not think I have got all these difficulties in my mind or 
the possible advantages of the things which would ease the doing of it; bu 
would certainly be glad to do it before the committee adjourns its work. © 


By the Chairman (Right Hon. Mr. Graham): 

Q. If I remember rightly, a leading lawyer, a gentleman who had s 

as an officer on one of the railways, suggested a temporary scheme before a 
mittee of the Senate some time ago—A. Yes, when you were considering 
Act in 1933, Senator Graham. That was Mr. Ruel. He had a plan for a ve 
short period of joint operation, under what he called entrusting agreements. 7 


By Hon. Mr. Horsey: 

Q. For how many years?—A. Ten years, sir. I never agreed with Mr. 
plan, obviously, because his term was too short. We would just about g 
the end of our economies and get straightened out for the future, when) 
should have to dissolve again. And that of course would restrict very conside 
ably the extent of possible savings. . 


i 
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By the Chairman (Right Hon. Mr. Graham): q 
Q. That was one of the objections, certainly. If it could be done ai 
you would just begin to realize what benefits there might be when you 
have to unscramble again?—A. That, I think, would be fatal to any short-te1 
plan. “a 
By. Hon. Mr. Dandurand: 
Q. He was suggesting a yearly reserve, which would accumulate and be ui 
when the time came to unscramble or re-establish the two railways into sep. 
systems.—A. Yes. I think he called that a rehabilitation plan. That ¢a 
done, but of course if you had a fairly long plan, your difficulties would] 
smaller per year. 


By Hon. Mr. Calder: 
_Q. Sir Edward,.in your proposed plan of unified management, there 
be no really substantial economy unless you began to amalgamate the va 
features of the system, to pool the trains, abandon tracks, use joint shops, 
express and telegraphs, and so on, and the more you did that the more econ 
you would effect?—-A. Exactly. | 
Q. And unless that is continued for a number of years, with all that jo 
together taking place, you would not get very far in the way of econom 
A. We would get far; we would begin to make economies, I think, imm 
Senator. We said, for example, that five years would be necessary to do 
Q. But that process of amalgamating the services, and so on, all alo: 
line, would have to continue?—A. Yes. ie 
[Sir Edward Beatty, G.B.E.] 
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And the possibility of unscrambling that would become greater and 
r?—A. More difficult. . 

Q. All the time?—A. Yes. 

Q. So your suggestion is that if the principle of unified management is 
ed, it should be permanent?—A. Yes sir. 

. The two companies would retain their entity?—A. Yes. 

Q. But necessarily the two systems would have to be joined more and 
e and more all the time?—A. Well, of course we would reach a limit at 
ch it would be feasible to do that, because we would exhaust our economies 
he first five or ten years, probably, and then we would have a set system under 
administration of one body of men selected by the Government and ourselves. 
Then, the whole question; to my mind, would come down to the distribu- 
m of the proceeds of the earnings?—A. And that, senator, can only be accom- 
ed by the owners themselves, by agreement. 


By Mr. Biggar: 


Q. Sir Edward, would you discuss it a little from the point of view of not 
ely the railways, as such—because we use the expression “Canadian Pacific” 
“Canadian National” as meaning a number of different things—but from 
int of view, say, first, of the shareholders and bondholders of the Cana- 
Pacific, and perhaps of the bondholders of the Canadian National, too, 
use there are some among members of the public. 


ight Hon. Mr. Mricuen: Mr. Biggar, would you permit me just to ask 
ecific question there? 
Q. In respect of a great many of the issues of the Canadian National, there 
no liability of the Canadian National Railways as a company, and no lia- 
y, perhaps of the Government itself. Liability to the security holders is a 
ity of the individual company which built the line. The problem does not 
in relation to the Canadian Pacific, because I presume that company is 
e for its issues in all cases?—A. We have a very easy situation there, sir. 
Q. Now, take the Canadian National. Suppose there is a case of an issue 
ring a specific line, or covering a number of lines, one of which is going 
be either abandoned or reduced to a merely local line, whereas formerly it 
sa line carrying much more traffic, the object being to attain a lower 
ndard of maintenance and a saving resultant therefrom. If that is done, 
will immediately arise a liability on the part of the whole system for 
curity. If we treat the property which secures an issue differently from 
y it was intended to be treated when it was built, we can hardly do other- 
e than assume liability for the issue. Have you thought about whether or 
1% would be necessary to make a general assumption by the Canadian 
onal Railways Company of all the issues of these individual companies, 
nified management is adopted?—A. No, sir, I did not. I concluded this, 
the real security behind the issuance of bonds is the Dominion Government. 
Q. It is not in many cases, you know?—A. Of course, it could be easily 
ad into that. In effect it is. 
Q. That is exactly the question I put. Would it really mean that the 
a becomes the parent of all the Canadian National securities?—A. 
bably. 
a I think so. hae 
fe CHamMAN (Right Hon. Mr. Graham): I do not see how we could 
it. 


on 


The position would not be changed?—A. No, the position would not be 
d. We are paying now. 
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By Mr. Biggar: | - 

Q. Do you mean there would not be a difference, so far as the Canad 
National system is concerned, through unification?—A. No, there would not 
a difference. 4 
Q. Now, turning to the position of the Canadian Pacific shareholders ¢ 
bondholders, I suppose your view would be that the effect of these econon 
could be regarded as going so far into the future that the returns to 
Canadian Pacific shareholders would be quite sure for an indefinite time 
the future?—-A. I think so. And I would also say that there would be 
difficulty, or there should not be any, if they believe their directors, in gett 
their approval of this kind of agreement. Here is the situation. The Canad 
Pacific has $335,000,000 of common stock outstanding, par value; and pret 
ence stock of $137,000,000, non-cumulative preference stock, 4 per cent. T 
is a total of $472,000,000. Now, those are held by stockholders in the compa 
and they have a right to approve or disapprove of the agreement. But let 
assume that their approval would be given to this, because of the advant 
to their properties and earnings by this unification. { 
Q. And the reason that they would likely agree would be that, hay 
regard to thése economies, they could look forward to receiving a return 
those shares indefinitely?—A. Exactly. They would regard their future 
more secure. i 
Q. For a lifetime, if not longer?—A. Then we have other securities. 
have debenture stock, which is a statutory first lien on the assets of the ec 
pany, by amendment to our charter made in 1899. And we have bonds to 
extent of $150,000,000, which are all secured by deposit of this perpet 
debenture stock. They together amount to $446,000,000. Now, in addition 
that, of course, we have equipment obligations which are secured, as you kn 
in the ordinary way, and stand by themselves. And we have some—they” 
not very heavy now—note certificates outstanding, secured on the proceeds 
our land sales uncollected. If the Canadian Pacific had to make certain tk 
was no objection to this thing from the standpoint of any security holder 
could perfectly easily obtain their consent, because on the Canadian Pae 
proper there are no bonds. On our leased lines there are bonds. One of th 
railways that we abandoned the other day by agreement is a leased line, 
we got the consent of the other company to the abandonment. a 
Q. Your lessor?—A. Yes. The percentage of that total in the case of 
Canadian Pacific is very small. I have a note here showing, for example, 
mileage included in proposed abandonments of our leased lines. It is 300, 
the total mileage of 1,548, or roughly one-fifth of the mileage. Outstand 
in the hands of the public, outside of what we ourselves own, are $44,700, 
of bonds. If you apply that to that one-fifth, you see you have only 
$9,000,000 of capital against it. a 
Q. Yes—A. I would see no difficulty in getting the approval of every fe 

of security holder of the Canadian Pacific, because in the last analysis his pt 
tion is improved by the improvement in the future earning power of his ¢ 
company. So I do not look for any difficulty in that place. As you know, un 
- our Debenture Stock Act—and that is where we are so easily placed—in resp 
of this debenture stock, if we fail to pay interest due for a period of more tl 
ninety days, those men become stockholders and they take over and vote ¢ 
control the company. There are no proceedings, legal or otherwise, required 
that. So ours is a simple situation, due to the terms of our charter. ie 


By Right Hon. Mr. Meighen: : 
Q. I presume the Canadian National Company or the Governme 
Canada—you do not need to distinguish—is in effect liable for the issues | 
[Sir Edward Beatty, G.B.E.] q 
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nt parcel of road, because the only alternative is the bankruptcy of 
at the proper closing down of it. That is, they are really liable if it 
ended to discontinue the road?—A. Yes. 

Q. And that ability to take care of that liability in any event would be 
sed by the economies which you foreshadow?—A. Yes, sir. 

. I see. 

r. Biacar: I think, Mr. Chairman, that covers anything I had to ask Sir 
d on that question of unification as a scheme. 

‘The Cuairman (Right Hon. Mr. Graham): Do any members of the com- 
, and in fact any members of the Senate who are not on the committee, 
to ask any questions on this point of unification? 


By Hon. Mr. McRae: 


*Q. Yes, Mr. Chairman. Sir Edward, I take it that unification, to get 
r results, must be in effect a perpetuity?—A. Practically; a very long 


It would take five years to bring about the contemplated economies. It 
to me that the Government would have to be prepared to put up a sub- 
tial deficit for at least five years of their share of the partnership —A. Their 
tailway. That of course would depend on the speed with which we get 

rds economies, the condition of the traffic, and so on, Senator. 

'Q. There is another side to it, that is the finances necessary for improving 
placement, and all that sort of thing. 

1. Biggar: I am coming to that, Senator, when I deal with capital. 
‘Hon. Mr. McRaz: All right. 

The CuatrMan (Right Hon. Mr. Graham): We are trying to clean up as 
along, Senator. 

on. Mr. Haic: Has Senator Horsey’s question been answered yet? 

. Mr. Horsry: I don’t think so. 

Wirness: No; Colonel Biggar is coming to that. 

AN (Right Hon. Mr. Graham): Any further questions from 


By Hon. Mr. Haig: 

would like to ask Sir Edward Beatty a question. Following Senator 
question, unification, if you are correct, Sir Edward, would be no 
rden to the Government in regard to deficits of the Canadian National 
ways!—A. Oh, no, sir, it would be distinctly relieved. 

CuHammMan (Right Hon. Mr. Graham): Anything further? 

Bieear: Mr. Chairman, I was going to get at the question of capital 
ystem under unified management. 


By Hon. Mr, McRae: 

Phere is one further question I should like to ask with reference to unifica- 
‘that confined entirely to Canadian railways, or does it take in the 
can mileage of both systems?—A. We have very little American mileage 
present time on the Canadian Pacific system. Our Soo, Duluth, South 
and Atlantic, and Spokane International are entirely separate. 

. Would they be part of unification, or would it be confined entirely to 
union lines?—A. To Canadian lines only. 


) By Hon. Mr. Haig: 

. Unification would include Canadian National lines that they own in the 
es?—A. Yes. The Chicago line is an integral part of their system, 
ynt line. . | Noe 
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By Hon. Mr. Calder: . 
—Q. Unification would not cover steamships?—A. Not necessarily. 


By Mr. Biggar: 
Q. In your memorandum, Sir Edward, you spoke of the necessity 
spending money for remodelling, modernizing and improving the service, and y 
indicated that that would be more easily obtained under unification than 
the present set-up. Perhaps you might indicate how that would be?—A. That 
the difference between two and one. We think we would have to spend co 
siderably less in modernizing the combined system than in modernizing 2 
separately in competition with the other. As to raising the money, of ¢ 
there are many ways in which that could be accomplished. I have in mi 
for example, that if we built a new piece of railroad between us we would p 
for it jointly because the earnings of that railroad would go to the joint accour 


By Right Hon. Mr. Merghen: ; 

Q. Supposing that railway is really a feeder for the Canadian Pacifi 

A. It would not make any difference; we would both get revenue. j 
Q. Oh, yes. That point has been in my mind for some time. It is 1 
you both get revenue; but that feeder adds to the permanent value of the Can 
dian Pacific: system. Each system has still its capital assets distinct?—A. B 
you will remember, Senator Meighen, I am not contemplating unscrambli 
them. ; f 
Q. Nor would I? , 


me 
t 
#, 


Q. Who would furnish the money?—A. The two companies, the owners. 
Q. Under what guarantee?—A. It would depend on how extensive it ¥ 
We could easily supply it from our own resources in both cases. If it wa 
extensive piece of work, we would make an issue guaranteed by the Cana 
Pacific and the Dominion Government. . 


By Hon. Mr. Dandureand: 4 


By Mr. Biggar: . 

Q. But when you spoke of modernizing and improving the service, ¥ 

that involve expenditures necessitating an issue?—A. Not necessarily; 

would be paid out of the resources of the two sets of owners. : 
Q. And the increased available surplus?—A. Yes. 

Q. What you are suggesting to Senator Dandurand is that if an issue we 

required, it would be a joint issue by the two railways?—A. Yes. 

Q. Was it in your mind that it should be an over-riding issue?—A, Oh 

Q. Or equal with the other issues?—-A. The simplest case I can give y 

that, Mr. Biggar, is this. Supposing we decided to build a railway in nort 

Saskatchewan to meet this new mining development— =? 


By the Chairman (Right Hon. Mr. Graham) : 

y Q. Why not Alberta?—A. We are there now. Let me suggest this if 
not be reported. Suppose we built the Peace River outlet? That woul 
very simple problem for that is a separate independent piece of railroad. 
would make an issue probably on that railroad, an ordinary bond issue 

believe we would have to guarantee—that is, the Canadian Pacific ane 
Dominion Government—but that would remain just as the Alberta No 

Railways are to-day. It would give us no difficulty at all. I think most 
ventures throughout this thing afterwards would be entirely joint. ; 

[Sir Edward Beatty, G.B.E.] 
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- By Mr. Biggar: 

®. And most of them, except special cases such as the construction of new 
, would be handled out of earnings rather than out of issues?—A. Yes. 

Q. Does that cover your point, Senator MceRae?— 

Hon. Mr. McRaz: Not exactly. 


By Hon. Mr. McRae: 


Q When you say “earnings,” there are no earnings to the Government for 
mext five years, and in all probability the Government would have to put up 
share of the money. There would probably be earnings for the Canadian 
aic?—A_ But, Senator, the Government would get their share of net earnings, 
ver was settled. 
(Q Over the period of time. But for capital expenditure the Government 
jald have to advance their share of the money?—A. We would each do that. 
®. I do not see how you can unscramble these things, Sir Edward, if the 
mgement is to be in perpetuity, and I want to ask you this question. Do 
thik we have enough population in Canada to justify more than one first- 
ss transcontinental service across the Dominion?—A. Not with all the mileage 
© Is it not im the offing that this country should have a really first-class 
sm service, and if that were io call for the expenditure of a great many 
ions of dollars to retain our tourist traffic, you would have to go ahead to 
pace?—A. There is no doubt money remains to be spent on Canadian 
aways. A railroad is never finished, and in the changing conditions we are 
mg through, even in hard times, the prospecis of additional capital expendi- 
fm modernization and new equipment is before us all the time. 
2 Quite so. Am I not right, then, in assuming that at least we would be 
fied in putting one, and only one, modern transcontinental service across 
ada?—A. Oh, unquestionably, in my judgment, sir, because that is the 
fusion reached fifteen years ago, and that is the conclusion Lord 
thnessy had reached. 
2. Does not that mean drastic changes in our present railway systems, so 
they will all become more or less feeders to that lime. because that one 
IS going to provide the essential services? You cannot afford two Hnes. 
fentually, it seems to me, unification will mean alterations in our present 
soi railway travel that will be very very extensive and far-reaching in the 
Sts of economy. Then that brings up the question, that is going to require 
at many millions of dollars to bring about. You have an unemployment 
fon, and this new development could be hurried along with a view of 
fmg that unemployment. I have in mind that great resulis might come 
junification which would carry with it one transcontinental route, the most 
@ctory one, which might be accomplished by using the mileage of each 
f@ some places, but one lime or the other, and ultimately it would mean 
=penditure of many millions of dollars. Is that too advanced, or is that 
the lines of your thought?—A. No, thai is not too advanced, Senator. 
iK that is going to be continuous for many years. But might I interject 
bmething which does not deal exactly with what is in the Colonel’s mind? 
ave set five years as a period. Of course, thai is not a ceriain time. We 
Bree we probably could fairly settle it in five years, but it might take seven 
mt years, and if it did, of course unemployment or labour is no problem 


_ By Hon. Mr. Calder: 
E Sir Edward, your suggested plan, as I understand it now, would be this. 
gar as all your chief officers are concerned, they would drop having the 
t their system is in competition with your system?—A. Completely. 
‘that would be dropped?—A. That would be the effect. 
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Q. And you would approach the problem from this standpoint, you 
have only one set of officials, with so many thousand miles of railway, an 
idea of those officials would be to put every part of the system in sha 
regardless of whether it belonged to the C.P.R. or to the C.N.R., so that 
can give the best service at the lowest possible cost?—A. Exactly; that is. 
idea behind the scheme broadly. a. 

Q. At present, according to the evidence we have had in connection y 
co-operation you have two sets of officials who desire to effect economies, 
who always have in the back of their heads the idea, “Well, now, this is ¢ 
railway, and the other is their railway, and we must be very careful not 
let this go and that go, and so on.” That is the difference between the © 
situations?—A. Yes, sir. ‘ 

Q. So far as the actual handling of the situation is concerned?—A. ! 
human approach to the problem is entirely different. 

Q. Exactly. 


By Right Hon. Mr. Meaghen: 


Q. Sir Edward, assuming maintenance outlay comes from the common 
as I presume it does, have you any suggestion as to how the Governmen 
the Canadian National could make certain that a fair distribution of that mo 
applicable to maintenance goes to Canadian National properties?—A. Well 
ig a common enterprise by that time, Mr. Meighen. 1 

Q. I know. That is true. But we own our own properties and you~ 
yours, and some provision would have to be made to maintain our propertie 
a parity with yours, or vice versa.—A. You can safely leave that with a ] 
board which will budget for the whole property so as to bring the maxi 
savings and maximum returns to the two companies. 


By Hon. Mr. Black: a 
Q. I suppose the Transportation Commission, or whatever it wou. 
called, would still be the overriding body?—A. Yes, sir. 4 
Q. It would be one of its functions to see that there was no unfair tm 
ment of either the Canadian National or the Canadian Pacific? 
Right Hon. Mr. Mzicuun: No, no. | ct 
Hon. Mr. Cauper: As I understand Sir Edward, Mr. Meighen, his ide 
that this thing must be in perpetuity. ra 
Some Hon. Senators: Sure. 
Hon. Mr. Cauper: Consequently those who are in charge of maintai 
the roads would have no object in favouring one as against the other. | 
Right Hon. Mr. Mretenen: On that basis you might as well amalgar 
now. Sir Edward rather has the idea that with unified management for a pe 
the results would be such that the public would be in favour of perm n 
But such a plan involves the maintenance of our properties. . 
The Wirness: Yes, but no greater than now. You have a Boar 
Directors of the Canadian National, and they have a say as to the alloce 
of the moneys required to take care of that property. You would have the 
kind of board dealing with the properties, and you would have to rely om 
judgment and honesty. ie 


By Right Hon. Mr. Meighen: 
- Q. You would not like to give any intimation how that might be com 
A. Even. I suggested in 1925 that five should be selected by us, five 
Government, and the other five by the ten. 
Q. There would be a lot of thinking to be done there-—A. I am - 
keep politics out of this. | 
[Sir Edward Beatty, G.B.E.] 
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Hon. Mr. Horsey: 
id you assume that the net income will be sufficient, to pay all the 
nd fixed charges of the Canadian Pacific, and pay the interest on 
blic——A. In time, yes, sir. 
‘In time. But suppose we take a more pessimistic view, and the net 
is not enough to pay these things, is not the Government assuming 
liability when this is in perpetuity2—A. I do not think so, for this . 
The division of the joint net earnings must be agreed in advance, and 
be subject to revision over a period of years. But I am satisfied that 
» will they get so low— 
Q. I think so myself, but we have to provide for all eventualities—A. It is 
ed in our charter— 


| By Mr. Biggar: 
. Suppose they get so low under unification, how low will they get under 


—A. They would be worse entirely. But if they could go so low that 
uld not be enough to pay the Canadian Pacific fixed charges, what then? 


By Hon. Mr. Horsey: 


How would it look for 1937?—A. In 1937 we paid our fixed charges. 

_ Would there be enough to give the Canadian National $8,000,000 or 
0,000? . : 

on. Mr. Hate: $8,000,000. 

Witness: Our situation last year was this, Our net earnings was $23,- 
; other income, $11,629,000—a total of $35,371,000. Fixed charges were 


1,000; advances to the Soo line, $1,868,000. We took to surplus account 
000. 


_ By Hon. Mr. McRae: 

What would it be for the Canadian mileage?—A. That is the Canadian. 
There is $11,000,000?—A. From special account. 

Leaving that out, what would be the net?—A. Would you repeat that, 


| Leaving out the special account, what would the net be on operating— 
ut the special account and the Soo line?—A. We would be just about 
year. 


By Hon. Mr. Hugessen: 

Q. Your position is that, having nothing but perpetual debentures on your 
, the only result would be, if the net earnings fell below what was sufficient, 

idebenture holders would replace the stockholders?—A. Yes, sir. 

And elect five members to the board?—A. Yes, sir. 

ght Hon. Mr. Mercumn: If they wanted to. 


_ By the Chairman (Hon. Mr. Beaubien): 

ou said unification could be put into force in from five.to seven years? 
eS, sir. 

‘But could we expect some economy?—A. It would start immediately. 
Q. And grow with the years?—A. We would take the obvious ones first, 
that is why we would probably make faster progress in the first two or 
s than we would in the third and fourth and fourth and fifth years. 


| By Mr. Biggar: ; 
y. There is another difficulty that has been suggested with regard to uni- 


t is the direction of this great organization which would have rev- 
expenditures of the same order as the Dominion Government, and a 


4s a man in Canada who would not consider it an honour to serve on 


- believe the smaller board is more efficient —A. I think that is true. 
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number of employees about five times as ereat as the number of civil se 
What would you have to say about that aspect of the situation?—A. 
does not frighten me in the matter of organization and administration. lf 
look at that map you will see that these railways are parallel to each othe 
territory right across the country, though often not close together. There i 
more difficulty in operating 4,000 miles in Alberta or Saskatchewan than 2 
miles. It is a matter of organization. Our organization is practically the ‘ 
as that of the National. It is a geographical set-up. 
Now, if you say, “ What about your Board of Directors?”—that que 
was asked by the Royal Commission_—‘‘ Can you get the kind of man that 
public, as part owners in this arrangement, will trust?” I do not think t 


board. I think we would get the best brains and the best character to g 
the board willingly. If you cannot trust men of that type to administer 
property, we have sunk pretty low in this country. I think we can trust t 
The railway employees and the railway officials of Canada are a very high 
of men. I am probably a prejudiced witness in this, as well as in other th 
but I have been associated with them practically all my life. I have 
almost thirty-seven years in the employ of the Canadian Pacific, and have 
President almost twenty years. Our men are excellent men, and I would : 
them completely to work for a unified operation of this type. 4 

Mr. Loree asked me that question before the Royal Commission, an 
Joseph Flavelle—* Do you think you can get the type of man you are tal 
about, a good chairman, a good president?” I said, “I think we can.” Mr, I 
said, ‘There is such a thing as having too much power in a small group. 
said, “ You have only one president for 125,000,000 people in the United St 
and he said, “ Yes, and some of us are against him.” a 

Some Hon. Senators: Oh, oh. sl 

The Wrrness: But size is a pure matter of scientific organization, ant 


selection of the proper men. 


By the Chairman (Hon. Mr, Beaubien) : y 
Q. Will you follow that up a little further, because there is a very se 
objection to unification by those who think you are going to create a state ¥ 
the state? What is your answer to that?—A. My first answer would be ta 
obvious that unified management cannot be accomplished unless, first of ¢ 
agreement of the owners of these two companies. Secondly, that agreemen 
to be confirmed by Parliament. I do not know why Parliament cannot p 
specifications to prevent the very thing happening that you suggest may ha 
Q. I do not suggest. It has been suggested—A. In addition to that, we 
an overriding tribunal in our minds, a glorified railway commission or traD 
board, which will have very wide powers as between these railways and the | 
interest. ‘They already have fairly wide powers, but they could be iner 
and the personnel improved. In saying that I am not criticizing the Board 
if you are going to give them new problems to deal with, obviously you he 


consider the personnel. 4 


By the Chairman (Right Hon. Mr. Graham) : 7 

Q. Some of our people believe that making a board of directors too 

impaired its efficiency, that they did not get a proper idea of the work in 

and very often did not take sufficient interest to attend. In other words, it 

much trouble to get them on the job and keep them together. On the othe 

if it is a small board, it is claimed that different parts of the country # 
represented. I am not so strong on that. I have tried both method 


Ficus. 


have an executive committee of your board, and if you have a board. of ° 
[Sir Edward Beatty, G.B.E.] Be 
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ild have an executive of six, as we have. Our board is eighteen, and we 

resentatives from England and every part of the country. But if you 

big, unwieldy board, you do not get them together, and these men from 
places are of no practical value to the company. 


By Hon. Mr. Horsey: 


‘Q. Do you think freight rates would be as low as they are to-day, on a 
al average, if we had had only one transcontinental and not two? At 
ain points where there was no competition rates were the same, but suppose 
had not had two transcontinentals?—A. I do not know of any rates that 
e been lowered as a result of anything either of us has done against the other. 
Q. That is not the question—A. It is as a railway proposition. I agree that 
sr transportation methods—water and trucks—always will affect it. 
Q. Competition will affect rates—A. Yes. 


By Mr. Biggar: 

). One other point has been suggested by way of criticism of any plan of 
sation, and that is the drop in efficiency due to the absence of competition, 
is between the whole properties as such, but as between the individual officers 
posite numbers throughout the country—A. Frankly, that has always 
ried me. I remember when Lord Shaughnessy wrote his letter to the govern- 
in 1921, we discussed that very often, and I said, “I am afraid that the 
nen in the world will let themselves down without the spur of competition.” 
» he said, “it should not be, and anyway the risk has got to be taken.” In 
nd they have quite a different conception. They have pooled some services; 
have zoned their railway systems, and efficiency was never as high. 
y all admit it, and they practically have thrown competition as a controlling 


uw 


‘In efficiency out of the window there. 


By Hon. Mr. Dandurand: 


Q. You still held the same view in 1926?—A. I did, and I held it before 
penate Committee, sir. And I explained my worries about it very fully to 
Senate Committee. But in the meantime, in the last twelve years, a great 
‘of money has been lost, and the attitude of our people towards public 
sibility and obligation is better than it ever was. I think public opinion 
ater regulative force in producing efficiency than mere railway com- 
is. We cannot get rid of competition, in any event, because we have 
‘om bus and air and water transportation services. 


By Mr. Biggar: 
. And there will be quite a good deal of competition from them?—A. Yes. 


hink also that the stimulus of achievement is a bigger factor than it 
S. 


4 By Hon. Mr. Calder: 


q. It seems to me that there is one feature of this situation that we have 
to make absolutely clear, as far as the public is concerned, and that is 
or not the physical properties are going to be joined, and joined exten- 
I know there is a great deal of opposition to unification because of the 
at these two railway systems are going to lose their identity through 
nation. Now, what does Sir Edward’s plan of unification mean? Does 
Ttually mean amalgamation? If so, we should let the people and parlia- 
+ know that. Senator Meighen has referred to the desirability of retaining 
ties of the Canadian National in their present physical condition, or 

That is, it should be seen that the necessary moneys are provided so 
2 government property can be maintained in a certain condition. But, as 
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I understand it, that will not be done if Sir Edward’s unification plan is. 
Necessarily, through the process of amalgamation, these properties must 
joined more and more and more all the time, in order to effect. economi 
They are used more in common, sir, that is all you mean. It is a joint man 
ment. 4 

Q. But so far as the physical railways are concerned, their shops and 
and telegraphs, and so on, these will all be joined and parts of them de 
in the process. Miles of telegraph lines, for instance, would be torn dow 
thrown away as useless. Now, that procedure would not leave either pr 
in its present physical condition. We must get a clear understanding as 
otherwise we shall not know where we are heading. a 

Mr. Biccar: I thought Sir Edward made that perfectly clear in an 
to my first question. k 

Q. In view of what Senator Calder has said, have you anything to a 
what you said before on that point?—A. No, sir, ly have moti.” Thi 
essentially one for unified management, with wide discretion in the ma 
company as to what measures shall be adopted to effect economies and 1 
services. 


By Hon. Mr. Dandurand: | 
Q. And there never could be an unscrambling?—A. I think not. It 
not be impossible, Senator, but it would be very difficult. 


By Hon. Mr. Calder: 
Q. As an example, take Ottawa. Suppose it were decided to use 0 
here. There are two shops here now. Well, the other would have 
abandoned, torn down, and it would not exist any longer. In brief, t 
would not leave either the Canadian Pacific or the Canadian National 
position it was before—A. The same thing under co-operation. But 
forget, Senator, that joint facilities of railway companies are the comme 
thing that I know of in North America. For example, there are the | 
stations. Millions of dollars were spent—unwisely in some cases, lu 
the building of elaborate joint terminals. In any event, joint facilit 
provided at these places, and always have been. To my mind unifica 
management means simply this, that the new board of directors would repr 
both railway companies, and if in their wisdom they saw fit to do anyt 
the interests of the public or of the railways, it would be done, whether 
that necessitated destroying certain property. 
Hon. Mr. BatuANtyne: Mr. Chairman, may I interject a word? T 
reason why we have Sir Edward here is the serious financial condition 
country and the terrible railway deficits that it has to face from year 1 
Tf these two railway companies happened to be instead manufacturing 
that were losing a lot of money, they would be Joined, for the purpose of 
out the deficits, improving the plants and the quality of output,—in othe 
to lower costs and give better service to the public, to customers. 
planned merger is really a benefit to the consuming public. Some peo 
a different view, and say that when a merger becomes very large ther 
much capital combined and this is a detriment to the public. But thi 
been proven by the merging of manufacturing corporations. : 
Now, the railway problem is a business problem. As Sir Edwaro 
clearly set forth in his statement this morning, the whole object of his 
to give better railway services. That means that by and by they w 
given at a lower cost and the country would be relieved of the present. 
heavy burden. Of course, the railways could not be unscrambled 1 
joined, any more than manufacturing plants can be unscrambled. I 
[Sir Edward Beatty, G.B.E.] 
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is cussing this ibicct we must always keep before us the financial 
It is really the paramount question. We should not consider the chief 
to be what Senator Calder was asking about, namely, what would happen 
or that road, but, rather, what is best in the interests of the Canadian 
I for one want to thank Sir Edward for the very fine statement that 
aced before the committee this morning. I believe the majority of our 
e are beginning to understand that this problem must be tackled, and that 
nly way of doing it is by unification of the railroads. We might as well 
it of our minds any notion that unification would be a temporary measure. 
s been clearly shown here this morning that it would be a perpetual one, 
on the best interests of the Canadian people. 


Hon. Mr. Danpuranp: I would draw the attention of my honourable friend 
) the fact that Sir Edward is not through yet. 


Hon. Mr. Murpocx: May I say a word now? Our friend Mr. Chairman 
bien started this entire inquiry with a view to helping the forgotten tax- 
er of Canada and relieving him from a burden of $50,000,000 to $75,000,000 
r. Now, I have been listening patiently all morning for some suggestions 
where the forgotten taxpayer. was going to get off. I have heard about 
nteed earnings for this one and that one, but nothing about the forgotten 
yer, about where he is going to get off. That is the point I should like 
ar developed. 

he Cuatrman (Hon. Mr. Beaubien): I understand that is a question 
ssed to you, Sir Edward. You are on the stand. 


he Witness: I can tell Senator Murdock that of course we are going to 


-Hon. Mr. Danpuranp: Of course, we shall go through every detail of the 
ings that it is alleged will flow from unified management. But we are just 
ginning. 


By Hon. Mr. Robinson: 


‘Q. As to the debt obligations, the bond issues, the liabilities of the Cana- 
ian Pacific, do I understand that if the interest is not paid on the bond issues 
holders become just stockholders?—A. On the Canadian Pacific proper, 
sir. 
. The question of competition has been mentioned. Sir Edward has said 
he himself at the outset was a little afraid that without competition the 
b men in the world would let themselves down, but that that idea has been 
out of the window in Great Britain. I was just going to ask whether in 
am Canada the advent of the Canadian Northern did not accomplish a 
volution in the Canadian Pacific itself, which at that time had a rather bad— — 
Jdour? 
Q. And was in bad condition?—A. There is no question. As to the con- 
us of the 90’s, with the monopoly, I have got to tell you that some of those 
laints were warranted, and we did act unwisely. But we cannot do that 
more, even if we wanted to, and we have no inclination to do it now. I 
we have learned a lot about ¢ our own business in the last forty years. 
But your condition was improved by the competition?—A. When we 


e advent of competing railways, we regained a great deal of our popu- 

because the people started to compare our services, and they found out 

‘e not so bad, after all. But this is 1938, and I do not think there is any 

le railway ‘officer in Canada to- day who is not as good a public servant 

man in the Government. He is anxious to do his duty, and he is doing it. 

hat is, because of competition?—A. No, but because he wants “the 
t. 


Se 


roach that part of the problem a little later, and as frankly as we know how. - 


one out there, senator, when we were a monopoly, we were unpopular... 


ie about car distribution, in the old days?—A. Yes. 


I heard that stated by Senator Beaubien. And it is still surprising to me. 


-juncheon adjournment. The first is the point raised by Senator Murdock j 


“in the United States are very much more considerable than they are per 2 
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By Hon. Mr. Calder: ot cab tes 3 ie | 
Q. You will remember, Sir Edward, all the trouble there was in the V 
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Q. That condition could not exist now, because we have a Board of | Re 


way Commissioners to insist upon certain services?—A. And we had not ¢ 
money then. . 


By Hon. Mr. Murdock: q 

Q. I wonder if you would explain a little further a statement that I f 

on page 22 of your memorandum. Senator Beaubien raised the same point wh 
we opened the discussion in the Senate, and I declared my inability to anal 
it. You say: — 
I find also that in Canada, for each unit of operating revenue, 

railways employ over 40 per cent more workers than do the Class 

- railroads of the United States. 7 


Having rambled all over the United States on railroads, I was surprised w. 


wish you would analyse it and indicate what you mean by “unit of operat 

revenue.”—A. Here, senator, is a comparison between Canadian and Un 
States roads in 1936:— 

Excess 

US. Class 1 AllCanadian Can. Roads 


Roads Roads over US. Ro 
Operating revenue 2 0S hye Mos) $4,052,734,139 $334,768 557 q 
Average number of employees... .. .. 1,065,624 123,818 
Number of employees per million dol- 


lars of operating revenue... .. .. 263 370 40.7% 


These are official figures. 


Mr. Biacar: I have come to the end of that particular subject, 
Edward. | 
Hon. Mr. Brack: We had better adjourn now, I think, rather than 1a 
up any new question at this hour. 4 
Hon. Mr. Danpuranp: I think we shall be through our work in the Sen 

by 4 o’clock, if we all strive to that end. 
Hon. Mr. Hata: Mr. Chairman, I would like to ask something. 


The committee adjourned, to meet again after the Senate rises. 


The committee resumed at 4.10 p.m. 


Sir Epwarp Brarry was recalled, and took the stand. 


By Mr. Biggar: 7 
Q. Sir Edward, there are one or two points that were suggested during 
before we adjourned. It is suggested that the gross revenues per mile of re 


of road in Canada. The figures I have are $7,662 in Canada as against $17, 

in the United States——A. Yes. a 
Q. It is suggested that the difference is in the number of empl 

A. It makes a difference, but whether it accounts for the full difference 

question. _ 
Q. It might equalize it, but it would not put it over the other way?—A 
[Sir Edward Beatty, G.B.E.] ve 
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_ Q. The other point was that even if you take it per mile of road there are 
ly 2:83 employees per mile in Canada as against 4-51 in the United States.— 
my CS. 

4 Q. That is right?—A. Well, it is a very considerable difference. I have no 
jubt it is an official figure. We have not worked it out ourselves, but if you 
ant confirmation of it, you can get it. 

_ Right Hon. Mr. MretcHen: What is it? 


_ Mr. Bicear: 2-83 in Canada as against 4-51 in the United States in the 
lass I roads. 


By Mr. Biggar: 

Q. Then it was suggested that perhaps a word might usefully be added to 
hat was said this morning on the point Senator Calder raised with regard to 
e recognition by this united management of a property line distinguishing the 
anadian National property from the Canadian Pacific property in the 
ministration of the two lines as a unit—A. Under our plan the absolute 
intness of administration is the important thing, and for the purposes of 
anagement they would treat it as one property, as they saw fit in the interest 
‘savings in respect of each. So there would not be any very closely marked 
operty distinctions in dealing with the subject. 

_ I would like to add, though, that I do not know if we are not placing undue 
aphasis on this subject of a physical merger in the process of working out 
ese economies. It is very difficult to estimate with any degree of accuracy. 
It if we did go on and later, much later, had to unscramble, there is a creat 
al of what we have done that would remain joint in use even after the divorce 
ok place. 

- Q. Yes?—A. When two railways join in a terminal for reasons of economy, 
us public convenience, they do not change that because they go into another 
tm of administration; and that would happen in respect of certain lines over 
uch we jointly operate. If it was economical it would leave a great many as 
ey were. 

~Q. And the competition would begin— —A. Outside. 

_ Q. On the new footing?—A. Yes. 

_ Q. And eliminating competition with respect to these things used jointly?— 
As I said this morning, the use of joint facilities is very common in North 
nerica. It simply means that for their own purposes, for public convenience or 
onomy, they join up and use a common facility. That is very common 
roughout the United States and Canada. 


* 


hf By Hon. Mr. Calder: 


_ Q. Would that apply to lines of railway where one is abandoned?—A. Yes, 
incipally in that case, or in joint terminals, 

 Q. Or joint shops?—A. Or joint roundhouses. 

_ Q. They could continue?—A. Quite, if it was economical to do it. 


By Hon. Mr. Horsey: 


_ Q. How can these great savings be made when they have to come before 
Board of Railway Commissioners, and already in small matters under 
peration they have been unable to make any progress because the Board 
decided that in the public interest they cannot abandon lines? You spoke 
Iving the Board greater powers. But would there not have to be some 
authority to say that these economies must be made?—A. There would 
outside authority in this instance. I would think we would get great 
ort for that policy and the carrying out of the necessary works from the 
itself which provided for unification, and confirmed the contract between 
panies. I think that would be taken by any tribunal. 


Heist 


from coast to coast?—A. Well, maybe I did not quite understand the. 


Tt is true that the Government representatives on the Board would have 


SPECIAL COMMITTEE 


Pus 


--- Q. They would have to modify their opinion.—A. On the basis of 
opinion at that time. a 


By Mr. Biggar: 2 ee 
Q. With regard to the political power of the single organization exten 


purport of Senator Murdock’s question. My feeling is this: that if we had t 
private corporation formed for administering these properties, and compo; 
of an independent board of directors in which, of course, we would be rep 
sented, we would have much less possibility of political interference than 
would have under the present system. There is always a certain amount 
imagine, of loose talk as to what political interference means and what 
effect is. Sir Henry Thornton dealt with that very fully in his evidence bef 
the Royal Commission. He said because a company was owned by § 
Government it was subject to political pressure, and he thought it was bad 
the system. Now, I have beem president of this company, as I said 
morning, for almost twenty years, and I have never seen any evidence of » 
among our employees. I do not know how a single man in the Canadian Pa 
ever voted in his life, and I do not want to know. There is no pressure 
any employee of the 'C.P.R., except to exercise the franchise and vote as h 
fit. The fact that that is pretty prevalent is indicated by their Jjoini 
to all sorts of groups and getting leave of absence to vote and coming 
when the election is over. We have made no effort, and I do not see 
political move among our employees whatever. : 

The National is different. It is owned by the people of the count 
Tits directors are appointed by the Government. There is more of a polit 
complexion within the organization than there would be in an ordinary pri 
institution. Nobody is to blame. It is just the result of a system. I m 
it very clear in my evidence to the Royal Commission that that was om 
the great distinctions between the organization of a private enterprise, eV 
big company, and one that is peculiarly a government one. But I wou 
that under unified management the chances of political interference or im 
from within or without would be very much less than under the p 
situation. 

Q. You are speaking of influence from outside on the railway?—A 

Q. What about influence from the railway on the political course tak 
the Canadian Government?—A. Well, it should not be anything mor 
the advice of experts, or people to whom was consigned the administratiot 
a large property in which the Government had an interest. I should sa 
the Board of Directors and the management of the new company—bee 
imagine there again that the provisions of the unification Act would be im 
—would act just as if they were running it for a group of private shareh 


right to reflect the Government’s attitude towards transportation; but 1 
would be pretty well influenced on the other side by the men who have char 
the other ten, eight, or whatever it may be. There again, I think, 1 
in a more protected position than in the present. situation. 

Q. I have a feeling that perhaps those who feel that danger of 
‘within a state are rather troubled about the possibility of the whole 150 
200,000 employees of this great organization throwing their influence on 
or the other by reason of a class necessity. What do you think of the p 
of that?—-A. Well, sir, it never has shown itself in Canada to any — 
degree as far as I know. 

[Sir Edward Beatty, G.B.E.] 
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bs By Hon. Mr. Dandurand; 
Q. You are very young—A. I can only go back to my own experience. 
own experience with the Canadian Pacific and its employees is that. there 


een no class movement of employees. They are groups of individuals. 
y vote in accordance with their own interests and the policy they approve of. 
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> By Mr. Biggar: 


a Q. And they do not swing to one side or the other?—A. Not that I have 
en, ; 
4 By Hon. Mr. Black: 

_ Q. In the labour organizations to-day, the Brotherhood of Railway Train- 
en, do they embrace members of the running crews of the C.P.R. as well as 
he C.N.R.?—A. Yes, ) 

Q. Therefore the Brotherhood now embraces both railways?—A. Yes. 

Q. Would they not have almost as much influence separated as if they were 
ed? 

Hon. Mr. Danpuranp: I did not notice that the emphasis was on the word 
ss’; but, as to the railways having a policy of their own, it has been evidenced 


prudent to confide to ten or fifteen men the control of 40,000 miles of rail- 
ay having 150,000 to 200,000 employees when, on a certain matter, they may 
swayed by the declarations or the influence of that board. I mentioned the 
that twice during the last thirty years the C.P.R. authorities—and I see 
William Van Horne taking considerable of a hand—opposed reciprocity in 
tural products, for instance, because the C.P.R—and I suppose the Canadian 
ational would have felt the same way if it had been covering the West—wanted 
st and west policy rather than a north and south policy. I mention 
ere will be that fear, and you will have to meet it, that it is a formidable 
er to hand over to a group of ten or fifteen men having under their sway 
000 to 200,000 employees. That is what you will have to meet—A.' I 
stand what you mean, Senator. But is it correct to assume that these ten 
een men are going to ever exert, if they could, that kind of influence? It 
ever happened in our company. You say Sir William Van Horne was 
sed to reciprocity in 1911. Is it not possible when he came to that conclusion 
; he was satisfied as a Canadian citizen that that was the policy which 
more in the interests of the country than any other at that time? The fact 
he was president of a railway I do not think is conclusive that he was acting 
se he was a railroad man. There were other people in the country who 
s he said he did. 

_Q. He was representing railway interests. 


ney, 


:. By the Chairman (Right Hon. Mr. Graham): 

Q. Quite a lot did, I found.—A. Well, Sir William Van Horne, of course, 
ot president of the company in 1911. Sir Thomas Shaughnessy was presi- 
hen. Sir William had retired in 1899. 


4 


Tou 


By Hon. Mr. Dandurand: 


Q. I mentioned that example to indicate to you what may be in the mind 
he people when they will have to decide as to giving such a formidable 
ly to a certain number of men. I say “monopoly” because it covers the 
ailway activities of the country.—A. I do not believe, senator, that is a 


A 


0 influence men in exercising their franchise. 
eee 


‘their history within my time; and I feel that you will have to meet this 
meral sentiment around the country to a certain extent, that it is somewhat 


at danger. I do not believe any wise executive in the railway would 
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By the Chairman (Right Hon. Mr. Graham) : : | 
Q. Don’t you think conditions have changed since—A. 1911? a 
Q. No. I am a little older than you are, you see, and I used always to pt 
down employees of a certain railway as against me, because if any of them wel 
‘found to be going to vote for me, they were sent outside the riding for a day « 
two. a” 
Some Hon. Members: Oh, oh. 


By the Chairman (Right Hon. Mr. Graham) : 7 

_ Q. Transportation was free, you see. The pay went on. But I must sa: 
this, I do not think that idea has prevailed very much of late years. I ar 
free to say that. I think the men themselves would not tolerate it—A. The 
never have in our company. 
Q. Unless a man was weak-kneed, his union would rise up and say, “yi 
will not stand for your firing him. Fire him if you dare!” Perhaps you and 
may be tinctured with this old stuff. We have had experience of it, but I @ 
free to say I do not think it exists to any such extent to-day. 


By the Chairman (Hon. Mr. Beaubien): : ‘ 

Q. Don’t you think, Sir Edward, that to sway 150,000 men there wou. 
have to be an appeal to their personal interests as a class, and if that is the cas 
it can be done now.—A. Yes, I suppose it can be done now. I suppose it is a 
appeal made to many different classes of people in Canada. Their own interest 
they are told, rest in following certain people in certain politics. I do not thin 
you can ever stop that. 4 
The Cuairman (Right Hon. Mr. Graham): They are not such a large } 
together. 3 
Hon. Mr. Cort: The C. N. R. are a pretty large heap. a 
The Cuamman (Right Hon. Mr. Graham): I don’t know how great a h 
eu ts: q 
By Mr. Biggar: 

Q. I suppose, Sir Edward, to return to the alternative you have referre 

in your memorandum about the railways being presently in an unsound econo 
position, and to the possibility of something more serious than unification 1 
traffic does not go back to the 1930 level. Would you discuss the prospects fo 
the future on the assumption there is no intervention by Parliament?—A, 
take a rather optimistie view of my own company’s prospects because of th 
way it has weathered the storm of the last few years. I expressed that to m 
shareholders at the Annual Meeting on May 4. This is the way I put it:—3 


Your well-located, well-constructed, and well-maintained propertie 
are in condition to ensure efficient and modern transportation servic 
for the nation. Even if the company’s properties continue to be oper: 
separately and in competition with the Canadian National Railw 
my considered view is that there is no reason for pessimism in regard 1 
the future outlook of the company. It is hardly necessary for me f 
repeat that, should they be joined with those of the Government-ow 
railway in a rationalized system, most important advantages wou 
result to the owners of both properties. : 


~ 


~The basis for that statement, in part, was this. If in 1937 the company had 
net earnings equal to those of 1930, namely, $38,249,000, our results for 
would be as follows: Net earnings, $38,249,000, with the other inco 
$11,630,000, or a total of $49,879,000. Fixed charges $24,042,000; Guar 
[Sir Edward Beatty, G.B.E.] ia 
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est on Soo Line bonds, which we paid, $1,868,000, making a total deduction 
$25,910,000, which would leave $23,969,000. After deducting a full 4 per cent — 
the preference stock, amounting to $5,490,000, and the amount Reserve 
unt Soo Line Advances of $3,849,000—which is not a proper charge against 
rrent earnings but to profit and loss—there would be left an amount of 
4,529,000, equal to 43 per cent on the ordinary capital stock. If the special 
arge of $3,849,000 in regard to the Soo line be not taken into account, the 
lance of current earnings would be $18,378,000 available for the ordinary 
apital stock, which of course is a little more than 5 per cent. So I am hopeful. 
do not believe, Colonel, we are going to be in the doldrums for a long while, 
jut we have accumulated very heavy losses in the last nineteen years, very heavy 
ndeed. Those have added to the company’s railway obligations to such an 
xtent that it will take more than any ordinary increase in business to put us 
n what I would say was a wholesomely solvent condition. I am looking at both 
‘allways. 

~ Q. Yes.—A. We will get by, but we shall not be able to say, even to our- 
elves, that we are unduly prosperous unless there is a complete and sudden 
yptake in traffic. : 

 Q. And if that does not happen, and we do not get back to 1930, what 
vould be the prospect?—A. Then the prospect would be this. Of course, we 
hall be dragging along with insufficient earnings, and we shall have engaged, I 
uppose, in all these distressed economies that we practised in the depth of the 
lepression—not a pleasing thing to do, but sometimes it is necessary. It will 
robably be done by both companies in order to come through until the sun is 
hining a little brighter. That, of course, is not a very optimistic picture put 
hat way, but it is a possibility. 

_ Q. We had from the Bureau of Statistics a chart, No. 24, which indicates 
hat the railways, taken together, are getting progressively rather less than 
heir share of the business of the country. Do you agree with that as a serious 
ndication?—A. Not yet. We are suffering of course from trucks, to a less 
xtent from buses, and we are suffering from the general use of the private motor 
ar. We have always had water competition, and we probably always will have 
t, and that will take a portion, not a very great percentage of the total trade of 
yanada, but a very large part during certain months of the year of certain heavy 
ommodities which move in bulk. I have tried to get for the committee, because 
thought you might ask me that question, some estimate of what all this means 
n the aggregate in tonnage, and I could not get it. I could get some cases, but 
hey did not seem to be based on anything. When the motor industry began 
nd before they took to the highway in such profusion as they have in recent 
years, of course the railways gained more than they lost by the establishment 
yf such a mammoth industry. I remember a good many years ago discussing 
vith the Vice-President of the New York Central what it had meant to his 
ompany. He estimated they had lost $8,000,000 in freight traffic the year 
a but the total value to them of the carrying of motor cars, motor parts 


ind all the ancillary things amounted to $80,000,000. 


. 


ze Q. I see—A. But that was just the beginning of the highway competition, 


fore they actually began to feel it. I do not think those proportions exist 
day; it would be the other way around. , 
-Q. Then would you agree with Mr. Fairweather’s suggestion that it is not 
straight motor road competition, but also water competition that has become 
ry much more effective by reason of the motor truck acting as a distributor 
m the port terminal?—A. The combination is more serious to us. 

Q. It has increased the efficiency of the water competition?—A. Yes; and 
there has been, as you know, a very heavy rate-cutting on the water, which 
Iped to divert more traffic. It is a factor that we have to take into con- 
ion. 
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unquestionably to some extent we would be in the motor business. We are n 


_ freight rates in Canada in view of our distances. I think he went into tha 
his eyes open and undoubtedly made a good bargain. I think he made a 


 thete not, that have been determined as in the national interest rather t 


Q. Have you ever considered intervening in water and road transporta 
as part of the railway undertaking?—A. Of course, we are both more or | 
concerned in water competition in a minor way on the Great Lakes ser\ 
from the early ’80’s. I think if we had a unified operation of these comp 


of course, in the terminal deliveries—such things as that—but I think that woul 
be much more likely if we were ‘together, because we could do it then much mor 
cheaply than if we established separate services in each place. MW 
Q. Now, it has been suggested, and I think some of the references are con 
tained in the memorandum which you read this morning, that one way of solving 
the railway problem in Canada would be an increase in rates. The Duff Com: 
mission suggested in its report a complete revision of the basis of rates. W 
is your view about that?—A. Personally, I would be opposed to it, Colo 
because I do not believe that is the way out. I don’t think we need more expen: 
transportation in Canada, but less expensive in view of our distances and othe 
difficulties. Then, while we are exploring that side very carefully, both 
Canadian National and ourselves, I am afraid we would only strengthen 
position of our road and water competitors if we made any substantial incre 
in rates. We cannot increase grain rates because they are statutory, an 
we increased the short-haul basis of merchandise rates we would simply intensijj 
the advantages which the motor truck already possesses over us. Therefore 
would be reduced to the long-haul traffic, which is not subject to the same ex 
to motor competition. I still would think we would not gain enough out 0 
it to pay for the undoubted criticism we would receive. g 
By the Chairman (Right Hon. Mr. Graham): 4 
Q. You are getting the benefit of your pick-up and delivery by truck?- 

A. A distinct benefit. We are doing very well by that service. Both compa 
I understand, are handling it the same way. a 


By Mr. Biggar: ' 

Q. In your memorandum which you read this morning, Sir Edward, spea. 

of grain—the bottom of page 18 and the top of page 19, you say that the cha: 
for the distribution and handling have to be such as to permit the delivery 
erain into the markets of the world in competition with the grain of o 
countries, and that therefore the charges must be so and so. I suppose you m 
really that it is better for the railways to have the grain grown and hauled t 
not to have it hauled at all, which would happen if the rates were highe 
A. Yes. If I might add a word there, Colonel Biggar? Sir William Van Hi 
made an agreement with the Government for the Crow’s Nest Pass rates. 
great, many people criticized that because they said he only got $3,000,000 oa 
the way of subsidies for building that line, and in consideration of that he mad 
this very drastic reduction on grain rates, and certain other commodities west 
bound. I have always thought Sir William Van Horne was 100 per cent righ 
He knew the geography of this country, he knew where our competition woul 
come from, and he knew our only salvation in the markets overseas was 


one both for the country and the railways. And that must have been the infl 
that actuated him in that matter. 
Q. And there are certain railway rates, apart even from grain rat 


the interest of the railways as commercial organizations, that is to 8 
money-making organizations?—A. Yes, some. 
[Sir Edward Beatty, G.B.E.]J 
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And do you not suggest that these should be revised on any other 
is, or do you:—A. No, sir, I do not, not at this moment. I hate to prophesy 
ut what might happen in the event of a real depression continuing and the 
apanies not being able to meet it; but I do not think increasing freight rates, 
e moment, at all events, in Canada, are the answer to our problem. 
. And I suppose you would not take the view that no matter how 
lt it may become, having regard to future development, to earn money 
e capital invested in railways, that the people of this country would have 
on running railways indefinitely for the national interest?—A. No, I 
t think that would apply in all cases. There are railways in this Canada 
~ are purely national, not commercial. I am referring to the Intercolonial. 
Intercolonial is not changed in its status in this arrangement that we 
st. But there is a very common feeling throughout the country that the 
reolonial, as a national work, was constructed for a specific purpose and 
uld not be considered a commercial undertaking. I should not have any 
ion to the Intercolonial being excluded from this thing and being run 
e Government as they saw fit, in the national interest. There seems to 
me implication that those who contend for that theory are not entirely 
historically. However, we have not considered that at all, in this; 
ve just treated the Intercolonial as one of the railways operated by the 
dian National, which would be operated in turn by the joint company. 
_ Q. So that for the present you are not suggesting that the situation could 
t by any substantial changes in rates?—A. No. 


By Right Honourable Mr. Meighen: 

. In view of the explicit policy embodied in the Maritime Freight Rates 
you are not suggesting that the Intercolonial be severed from the other 
ys and be run as a government railway?—A. No, I am not suggesting it. 
just saying that there is some support for the theory. It is the property 
ccna, and the Government are the only people who can determine 
olicy. | 

. That applies to all the National railways?—A. Not quite to the same 
Those other railways were built for commercial purposes, and gratui- 
or otherwise fell into the hands of the Government. 


By Hon. Mr. Dandurand: 
. Built for commercial purposes and colonization?—A. Yes. 


~ By Mr. Biggar: 

. There are a couple of passages in your memorandum that I think it 
be useful to say a word about in explanation. You say that the saving 
from co-operation, $1,135,000, represents thirty per cent of the former 
We have had no figures on that point before us so far. Can you tell 
here they can be got?—A. Yes, sir. I have a memorandum here, prepared 
me by our Comptroller. It says: 


‘< Expenses prior to co-operation on the projects now in effect:— 


Canadian Pacific Railway............. $1,682,000 odd 
Canadian National Railways........ ... 1,586,000 odd 
$3,269,000 


Savings from co-operation on these projects: $1,074,000. 
_ Percentage of savings to the prior expenses: 32-9. 


He just gives you that statement. without saying what the original 
s were?—A. The first two figures that I gave were the original 
Ss: $3,269,000. 
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Q. The other passage related to the total savings of labour under u 
tion, which are estimated at fifteen to seventeen per cent. It does n 
what.—A. In money. They will be the subject of a separate exhibit, Colo: 
Biggar. 9 


By Hon. Mr. Murdock: q 

Q. Would that not be fifteen or seventeen per cent of the 132,01 
employees?—A. I think it is 123,000. 4 
Q. It was 132,000 for the last year we got. Did that fifteen or seve 

per cent not have relation to the number of employees? a 
Mr. Biccar: I could not find to what the fifteen or seventeen per cent 
related. j 
Hon. Mr. Murpocx: That is how it appears to read, all the way throu 
Mr. Biccar: I thought that it meant fifteen or seventeen per cent of 1 
savings. 
Hon. Mr. Murpocx: No; of the number of employees. , 
The Wirness: Our computations, which of course will be developed, a 
15-2 per cent of employees and seventeen per cent of combined operat 
expenses of the two companies. q 


By Hon. Mr. Murdock: 4 

Q. I think when you referred, in your proposals before the Royal Comm 
sion, to a saving of $75,000,000 a year, you estimated a labour saving 
$64,000,000?—A. Oh no, sir. That was on everything, Senator, the wh 
operating expenses, that $64,000,000. 4 
Mr. Biccar: That is all the questions I have to ask Sir Edward on t 
general points. 4 


By Hon. Mr. Haig: ; 

Q. Sir Edward Beatty, I feel a good deal ‘of opposition to your suggesu 

for unification, because the largest saving outside of abandonments will co 
from curtlaiment of the number of employees. You dealt with it in your 
mission this morning. Would you give us a little more detail of hov 
situation would be met? When the English railways joined together 
estimated that 70 per cent of the employees were permanent and 30 were 2 
permanent. The railways guaranteed to look after the 70 per cent, an 
Government took care of the 30 per cent. Could you outline to us, with a 
detail as you have, just how the personnel will be dealt with? In the p 
the country where I come from the real opposition to unification aris 
this labour question; not so much from the men themselves, but from the ci 
at large, because nearly everybody in a large railway centre, like Win 
would be affected. They are afraid of that feature of the plan. Can y 
us a little more information on that?—A. Of course you appreciate, Se 
that attrition goes on every year. That attrition will take care of 
emloyees than we could ordinarily do without under the unification system 
we know that these men do not all retire at the same time, nor in the 
percentages aS among groups. For instance, a statement that appeared 
time ago, with regard to the United States and Canada as well, indicated 
the lowest percentage of turnover in railway labour was in train service, n 
two and one-half per cent. Now, it would take more than five years to abs 
that. But it is not a very serious problem, in this way: the railways A 
three ways of meeting it—they can reduce the age at which men may vol 
retire, from 65 to 60; they may do, as was done in the United States, 
for. an allowance to a man, graded on his service, over a period of y 
they could simply extend the period within which the maximum economy 

[Sir Edward Beatty, G.B.E.] ; 
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. The last mentioned method would be the simplest of all. It might 
example, that we could not reach the full savings for seven years. 
not worry about that, if it meant that there would be no dislocation of 
; the only changes being made by those who voluntarily retire from the 
s, or die, or retire under the pension rules of the company. I have given 
part of the subjest a great deal of consideration, because I realized that 
ou said is true, as to the general feeling, and I also realized the unfairness 
men who became railroaders because they thought that railroad service 
a fair opportunity for a livelihood, and who have had nothing to do 
he conditions that brought about this situation which we are viewing 
y. So I am prepared to go very far in meeting that human demand arising 
i this situation. The British handled the matter in one way; the Americans 
; in another. The British simply said that no man with more than five 
s’ experience should be demoted or discharged in consequence of the con- 
ions. It took them quite a long while to work it out over there, but they 
loing it and they have benefited from it, and labour is very well satisfied. 


By Hon. Mr. Parent: 


). Have you any idea what was done in France with regard to the same 
?—A. No, I have not. I think that whatever has been done in France 
en done too recently to be of much help to us. I know that the railways 
been practically taken over. 


By Hon. Mr. Calder: 


. You feel that within a period of ten years that whole phase of the 
n would be cleaned up?—A. By itself. | 
Satisfactorily?—A. Satisfactorily. I do not think there is any doubt 
ere would be no dislocation in labour, no hardship, if we took it up. 
Any dislocation that there would be, in the first year or two, would be 
care of ?—A. By allowances. iM 


By Hon. Mr. Horsey: 


I want to ask a question about the financial aspect now. A member 
committee said that was very important, and we all feel it is. I presume 
the railways were unified the Canadian Pacific would have to be satis- 
with the financial terms, with the division of the net income, and so on. 
_we had some idea of the basis upon which that division would be made, 
be useful—A. I do not think I could give you it ex’ parte. 
I know it would have to be made by agreement.—A. I do not think there 
way we could reach that separately. 
Have you any idea, as regards the Canadian Pacific?—A. There have 
witnesses before you, as there were before the Royal Commission, who 
ted to estimate it 40-60, 50-50 and 60-40. I could not say. 
You gave a submission to the Royal Commission, I think?—A. Confiden- 
gave a submission to the Royal Commission, which they have never 
ed, so far as I know. 


We have that published before us in the evidence?—A. No, that is not 
There was a special exhibit prepared for their very confidential 
ation, and I think they received it on the Ist of July, 1932. 

$ it fair to ask, did the Canadian Manufacturers’ Association get it?— 


hey referred to it recently, in an article?—A. They never got it, as far 
Senator. I do not see how anybody could get it. 


at How will that be divided or distributed?—A. I do not think I can put t 


reach it formally. 
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By Hon. Mr. Horsey: Red eT 
- Q. We would need to have some idea of the approximate basis. — 
- putting up the proposition, as it were, that unification is the solution. N 
in some ways it will save losses. Then it comes to the question of the net 1 


anybody but those who represent the owners of the other system. If they t 
it worth while to consider it, of course we would go into conference and t 


Q. It is almost a main point for us here.—A. I was wondering if that is ti 
Senator, because after all the Committee, under the résolution, are dire 
investigate certain things, but I do not think they are required to find a solt 

Q. If there was not a saving to the Canadian National, for instance, it ¥ 
make a big difference?—A. That is on the savings, not on the division. 

Q. I mean on the division afterwards——A. We have gone this far, th 
least half of the savings should go to the Canadian National. But that is 1 
difficult part. The difficult part is to find a formula of dividing the pr 
revenue, before savings. i 

Q. You would have to be satisfied?—A. Oh, yes, of course we would. — 
parties have to be satisfied. . 3 


By Hon. Mr. Hughes: : 

Q. Mr. Chairman,-may I put a question? If I understood Sir Ed 
Beatty aright, this forenoon he made the statement that it was not contemp 
that the C.P.R. would put all its property into the proposed unified or am 
mated system.—A. All its rail property it would. a 
Q. But not its ships?—A. I said that that had not been settled, becai 
had never been discussed with anybody the extent to which the outside se: 
of either company could be grouped in this plan. > 
Q. If the two railway corporations did not put all their property int 
proposed unified system, would they not still exist as corporate entities to m 
what would be left, so that instead of two systems we would have four? 


Mr. Biccar: One railway system, and two systems outside. 


By Hon. Mr. Hughes: a 
Q. Would not that very much complicate it?A. They would not 0 


at all. 
Q. Another question. Would it be contemplated that the C.N.R. » 


put all its property into the amalgamated or unified system?—A. I do not 
whether they would consider putting in their ships or not. i” 
By Right Hon. Mr. Meighen: a 

Q. What ships?—A. Their West Indies services. It is intended that 4 
services which are connected with or operated in connection with the ra. 
like our coast services and the Bay of Fundy service, would go into the m 
because that is really part of the railway operation. a 


By Hon. Mr. Hughes: i . By 

Q. Would it be possible to put in all the properties and have a ] 
unified system?—A. I do not know. y 
The Cuarrman (Right Hon. Mr. Graham): The additions might not m1! 

it really workable. 4 


By Hon. Mr. Murdock: 
| Q. Will you pardon me going back to the statement in No. 10 
Proceedings, to Exhibit No. 49, which is headed:— t; 

[Sir Edward Beatty, G.B.E.] 
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Bennonion. Sieve by indication of Canadian National System | 
Canadian Pacific System under private management (Exhibit “G”’ 
! ed by C.P. Railway before Royal Commission on Transportation). 


he en here i is a summary which goes on to enumerate.—A. Yes. 


Q. ‘There i is a total annual net gain of $75,373,000 and a decrease of railway 
ing expenses of $64,268,000. Was there something else filed besides that?— 

, yes, there was a very detailed guess or forecast of the future. 

Q. This is detailed?—A. Oh, yes. That has to do entirely with savings. 
other, which Senator Horsey was referring to, was the division of the net 
ings. 

mer, §6y Hon. Mr. Cote: 

> Q. May I ask a question on a point dealt with this morning, the capital 
icture of the C.P.R. I understood from your evidence that most of the 
vital structure was of such a nature that if the interest thereon was not paid, 
holders of the security would not be in a position to——A. Take the 
vy. 

_ That there were some bonds, though—A. Some bonds on lease lines, 
n the C.P.R. proper. 

Q. On which they would have recourse?—A. Yes, to the extent to which 
ere affected. But you will remember that I said in these circumstances, 
of the limited number of these, we would not have any difficulty in 
tting approval of any plan of unification. 


By Hon. Mr. Calder: 


Q. Sir Edward, it seems to me that. we have reached this point. Let us 
for argument’s sake that the majority of this committee is in favour 
fication as you have outlined it. The most this committee could do 
be to suggest to the government that it investigate that question further, 
if they found they could make a satisfactory contract with the C.P.R. 
gards the division of the net earnings of the road, that they might proceed. 
ated that you were not in a position at the present time to give us any 
ea as to how those net profits should ‘be divided.—A. I do not think, 
or, you would want me to assume that this was the body to be negotiated 


I quite agree with you. 1 think that is a matter of conference. If 
vernment of the day decided to go into unification, it is up to them to 
on whatever negotiations are necessary in order to ascertain what sort 
ain can be made.—A. And whether it would be in the interests of the 


By Right Hon. Mr. Meighen: 

As to a line of operation which could be pursued in pooling negotia- 
in division, I do not know whether you read an outline which I gave 
nate a couple of months ago as to the allocation of earnings?—A. No, 
do not think I am familiar with that. 

Your taste in literature does not run that way?—A. I will take occasion 
e my mind immediately. 

me Hon. Senarors: Oh, oh. 

By Mr. Biggar: 

eat followed the discussion this morning, you were speaking subject 


paragraph in the middle of page 5 of your memorandum, the third of 


pveamental points?—A. Yes, sir. That is the one that Senator Horsey 


d that is about as far as you feel able to go just now?—A. At 


u Wisi ? a gs 
PGT be a 0 SPA TCH RT aa fea: 
ee By Hon. Mr. McRae: Ty nT eae Rae ee 
ey _Q. There is one thing that rather troubles me in discussing net e 


According to the figures we have, on the business to-day there are 
earnings; on the part of the National Railways there is a very serious d 
fo A. Ob, no, ‘There are net operating earnings. 
- Q. Now, would not this unified company require a working capi 
A. Yes, sir. 
; Q. How much working capital would they have to be supplied w. 
A. Not very extensive in a railway; not as extensive as you think. But 
ever it was, it should be put up jointly. A 
Q. It would be substantial, five or ten million dollars?——A. $20,000. 
_ probably. 
Q. Now, in regard to the earnings, I want to ask this question. In™ 
depression of business, I presume. that with the enforced economies Ww 
existed equipment has been gradually worn out and that the surplus eq 
ment which existed in 1930 has disappeared; and from observation I w 
say that both roads have carried economies pretty well to the limit in th 
regard, and that you are therefore at the point where you have to make su 
stantial replacements?—A. We started that last year. : . 
_ Q. Take engines, for instance. How many engines have you got on th 
C.P.R.?—A. I will give you that in a moment—1,962. 7 
Q. How many new-ones did you build last year?—A, Fifty, I think 
Q. The life of an engine is about twenty years?—A. Oh, longer than ~ 
Q. After extensive repairs?—A. An engine goes through for heavy re 
very often, and some of these engines, built 20 or 25 years ago, have 
practically rebuilt in the interval. — 4 
Q. Is it a fair assumption that the depreciation allowance has not 
generous in the last few years?—A. I would not say it was generous, but 
think it has been fairly ample. We have been picking it up all the time. Ht 
is our statement about locomotives:— 


The steam locomotives, 1,955 in number, have an average trac 
power of 36,657 pounds; 123 are less than 10 years of age; 199 al 
to: 20 years of-age; 1,159 are 21 to 30 years of age; and 474 are 
30 years of age; the average is 25-7 years. — 

Q. They are getting pretty old—A. (Reading) :— 7 

What might appear at first sight to be a high average age is 0 
peculiar to the Canadian Pacific, and, in spite of contrary vi . 
which wide publicity is given, experience shows that this company 
have useful employment for many of its older locomotives for many yeé 
to come in services for which it is more economical to keep sue 
motives in repair than to build new units to replace them. 

Limited purchases of new locomotives have been made to e 
an ample modern motive power supply for high speed main line pa 
and freight services. It is planned to continue limited purchase 
replacement of units retired in order to maintain this adequate r 
power supply. Should traffic rise materially above present levels, 
program will need to be expanded. i 


That is my speech to the shareholders. 


Q. I should think that that would indicate that there is some su 
to: the idea that economies have displaced the usual replacements fro1 
to,year—A. (Reading) : 

: At the end of 1937, of the serviceable locomotives, 84-1 per ¢ 
were in good repair—more than sufficient for the traffic offering. — 

[Sir Edward Beatty, G.B.E.] , i , 
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There is another feature of the railway statements that I imagine has 
en taken into consideration. ‘There must be great obsolescence, in view 
at has been going on?—A. This year I think we will be writing out of 
about $7,000,000 on replacement account. We are gradually bringing 
1p from the low point of the depression, and I am quite satisfied that we 
o that within our present earning basis. 

-Q. What I am leading up to is this. When this new company is formed 
going to be met with the requirement of a large sum for modernizing the 
and for new equipment. 


By Hon. Mr. Calder: 


FQ. Would not both be up against the same thing if operated separately? 
. Our capital requirements would be very much less under a unified system 
they would be under separate systems during the next two years. 


- By Hon. Mr. McRae: 
Q. It does seem to me—and I ask you to tell me if I am in error—that 
Tailway companies here, the same as those to the south of us, are faced 
a large expenditure for new equipment.—A. That is a progressive thing. 
doubt that is our principal item of expenditure. It is the only large item 
xpenditure for the C.P.R. in the last few years. I think our total appropria- 
s last year were $21,000,000, of which $15,000,000 was for equipment. And 
; may continue. But that is very easily arranged, because it is a very 
‘able form of security and carries a low rate of interest. tii 


& By the Chairman (Right Hon. Mr. Graham): 
Q. That is the equipment?—A. The equipment issues. 


| By Mr. Biggar: 
Q. Sir Edwards perhaps you might go on with your exposition with regard 
‘the statement as to possible savings of $75,300,000. 


By Hon. Mr. Dandurand: 


Q. There were two large figures more especially stressed by Sir Edward. 
that 5,000 miles of railway could be abandoned, and that it would be a 
n the savings of $75,000,000. I know it is but a part of the suggested 
of $75,000,000, but we shall be eager to know, inasmuch as we have had 
able discussion over these abandonments, what those 5,000 miles com- 
rom the Atlantic to the Pacific, and whether Sir Edward still clings to 
a that 5,000 miles can be abandoned on the two systems—A. Now, 
if you are through with this general matter and do not wish to ask 
lestions on my preliminary submission,— 


~ 


4 By the Chairman (Right Hon. Mr. Graham): 


_Are you through, gentlemen, asking questions on this general matter? 
t, Sir Edward, go on.—A. I had a statement prepared for your informa- 
ich is being distributed. 


“ee 


> By Hon. Mr. Calder: 

r Edward, while we are waiting for that statement to be distributed, 
mu tell us in a word how did they take care of the labour situation in the 
States?—A. It applied only to co-ordination projects by agreement 


Jnited States signed the agreement. 


oy 58 


labour unions and the railways. Practically every important rail- 2 
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Q. You propose to read this statement which is being distribut 
Edward, do you?—A. Yes, sir. iy 
Q. Are there tables and that sort of thing in it which will require ' 
printed?—A. No, sir. I am just engaged in answering Senator Calder. 1 
agreement was called, Dismissal Compensation Agreement between Uni 
States Railroads and Twenty Standard Railway Unions. It was made 
Washington in 1936. It has been in extenso the basis on which these men 


fou 3, 0 be paid. 


4 
By Hon. Mr. Calder: , 

Q. That is in the.case of dismissals?—A. Yes. It provided for a scal 
compensation to all men who lost their positions by reason of some co-ordin, 
project of the railways. It was graded on their length of service, and t 
was a payment of so much in a lump sum or of so much per annum over a perl 
of years. If a man had fifteen years or over in the service he was paid 507 


cent of his salary or wages for five years. F 


By Hon. Mr. Dandurand: M 
Q. Sir Edward, if the savings that you speak of on the lines t 
abandoned—are they the same as those presented to the Royal Comm 
BiG which appear in our proceedings of Wednesday last?—A. Yes, sir, 

ae Q. I do not know whether you have looked at that statement, but. it 1 
Exhibit No. 48 of Economies Possible by Co-operation of Canadian Nation: 
Canadian Pacific Railway in Establishing Joint Trackage, Stations) 
Terminals—A. That is $6,348,207. a 
Q. Then Exhibit No. 49, Economies Possible by Unification of Canad 
National System and Canadian Pacific System under Private Manag 
which total $75,000,000. The lines to be abandoned are given in detail at pe 
427. I should like to know if the statement you are about?to make is 01 
fours with that statement made before the Royal Commission?—A. Yes 
in a general sense. The object of this statement which I am going to r 
you now is to introduce that subject of savings, and then, with your perm 
T shall be followed on the stand by those who made-it, because 1 am? 
anxious that the committee should know how seriously we approache 
problem and how careful our people were who endeavoured to make an esi 
which would be a guide to the savings we could secure in a normal year, 

Q. You are going to give us a statement of all the lines in that 5,000 m 
——A. That will be covered, yes, sir. This is the statement:— ‘ 
In order to understand the background of the estimates of unit 
1 -gavings, it is necessary to review a few facts connected therewith. The 
: Commission to Inquire into Railways and Transportation in Canada, und 
Chairmanship of Chief Justice Duff, was appointed by Order in Co 
November 20, 1931. Anticipating that the Commission, when appointed 
ae - desire to have an estimate of the possible savings through consolidati 
two systems, the late Sir Henry Thornton suggested that the facilities 
Bureau of Economics be used to prepare such an estimate and asked thi 
Canadian Pacific information necessary for this purpose be made avail 
them, to which I readily agreed. Accordingly, such information as was req 
to assist in this work was furnished to that Bureau some time before th 
appointment of the Commission. Our officers took no part in the prepar 
the Canadian National estimate and the information furnished by the 
extensive. This estimate, which showed economies of $56,440,000 for 
traffic year, was completed on November 27, 1931, and submitted to the 
[Sir Edward Beatty, G.B.E.] : 
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by the Canadian National during the Train Conference held on 
er 8, 1931, while the party was en route to Vancouver. This is the poe 
filed with your Committee as Exhibit 42. j 


oe , 
BD By Mr. Biggar: 

Q. And it is now printed ‘in the proceedings beginning at page 473. It was 
% printed at the time it was marked as an exhibit, but was subsequently directed 
be printed, and is in last Thursday’s proceedings——A. Yes. 

' By reason of inquiries made of our officers by the Commission on their 
West, the preparation of a memorandum dealing with economies to be 
ed from unification of the two railways was also undertaken by the Cana- » 
n Pacific. Under date of December 23, 1931, the late Mr. Grant Hall, then 
e-President, issued instructions to convene a committee of our officers to ee 
der the possible economies were the two major Railways of Canada operated = 
ingle entity.” I shall later record the personnel of the Committee and the 
ds followed. The request of the Commission for this information was 
by the Secretary under date of January 7, 1932, and the result of the > 
of the Committee was sent to the Commission on February 10, 1932. The — 
ts showing estimated savings of $75,373,000 have been filed with your 
jourable Committee as Senate Exhibit 49. ‘The statement I made to the es 
| Commission on February 19, 1932, will be filed with your Committee a 
later. 
Q. That is the one I have just been handed. It might be noted here that — 
will be Exhibit No. 51.—A. This memorandum continues: at 
Phe Canadian National estimate of economies under unification, to which - 
e referred, was $50,340,000 on the basis of 1931) traffic—approximately 

vel of traffic in 1937. In the same statement was included an estimate of 

0,000 for a normal traffic year—taken as 30 per cent above the traffic level 

, or slightly over the level of 1930 traffic which was used as the basis 
Canadian Pacific estimate. These figures were later revised to $50,090,000 
,230,000 respectively. 
overall difference of $19,143,000 between the latter and the Canadian 
estimate of $75,373,000 does not destroy the value of the appraisal ; 
er organization of the duplications which could be eliminated and the j 
ies which could be realized through unification in & normal year. ; 
ile a precise detailed comparison of the estimates of the two railways 
ossible owing to a difference in the method followed in making the calcu- 
the following tabulation—in which it has been necessary to divide 
arily some items of savings in both estimates—will serve to indicate the 
jl similarity of the items included in the two estimates:— 


ere follows—and it will be explained to you later—on page 4 a state- 

f these respective estimates and their divisions. It is largely to show 
w similar the type of saving was in each case, though the figures, of ie 
are not the same. a 


y 


Be NR 
estimate based _ 
on normal year 


(approximately 
level of 
traffic in 1930) 
Increased Railway Operating Revenues— $ 
Owing to longer haul over combined systems. . 4,000,000 
Owing to readjustment of interline divisions... .. . 32000000). |) eee 
Miscellaneous—Net yo... 2. li ce eS Dr. 460,000 Dr. 
Total . 6,540,000: 
Traffic Solicitation ey eet 
Superintendence .. .. Arnis 1,400,000: 
INN CHOSE Al ay She ves ecel Meee tava dctte 3.0:00 0010: 
VAM eT URS IANO sae tial. iG ML UR Atte al 2.000,000 
Miscellaneous .. .. .. +. 550.000 
SPORE Ayes is) Waa ere ae peer fee 6.9510 ,000 
Transportation and Miscellaneous Operations— 
Stavionvand. Nard Servicesic’. 4s... 094.40 90 3.300.000 
Train services .. sikh ae 12,647,000 
Sleeping, Dining and Parlor ‘Car Services Ae; 2,400,000 | 
inst elllaie us, ylxcs mere seim ae eerie! ol eeait 1.700.000 uh 000 
Rotalame so hBiis 201,047 000: 24,954,000 
Maintenance of Way and Structures— : 4 
Line abandonment .. . 2.756.000 7,005,000. 
Abandonment of duplicate yard, station and other a 
facilities on lines retained and changed standards - 
of maintenance on alternate lines not abandoned .......... 5,391,000 
Miscellaneous), hoeeke ae) ow coe ae ae 667.000. 
c} BVO) ich May Ak oes DMEM Ne COeEL eC Pit an CR Me 2 AR BR 3.423.000 
Maintenance of Equipment. . 7,797,000 
General .. eka Ce 1,573,000: 
Lake and Coastal Steamers. Se 500,000 
Motelsee ui Cs 4.500,000  ..... 
Express Operations Ka 600,000 1,450, 000 
Telegraphs (Railway and Commercial) ah 700,000: 948, 000 
Interest on Released Investment in Material and Rolling 
Stock .. PEG ea ah ALS AIS 3,000,000 
IM BVOC ENVY ete (he Oe RA So Nua Ree MOTEL ner Seer Rh 600.000 
Cramdhbotal os Mops Sree bm ute es ou bed le e aeee 56,230,000 


On page 5 I go on to say:— 


I should like to direct your attention to a striking feature of this compa 


_of the Vice-President’s instructions, the Committee proceeded to determi 


_ of the divisions of possible economies, and the officers who were engaged to 


namely, the general agreement in both estimates as to the character < 
economies which would be secured. Moreover, going back of these figure 
pointed out in my main submission, one finds that both the estimates o 
in great detail much the same kind of duplicate and superfluous services ¢ 
facilities which could be eliminated by a unified management. 

To return to the compilation of the Canadian Pacific estimate: In purs 


potential savings from unification and, after the necessary preliminary me 
divided the work into sections to be dealt with by sub-committees consist 
officers having a special knowledge of the particular matter in question or U 
organization to obtain the desired information accurately. In this way 
assistance was secured of as many additional officers as required. As indi 
of the comprehensive character of the study, the assignment of the prin 
- phases is of interest:— 


Then you will find at the bottom of this page and on the next page 


_ the investigation. That takes you down to the middle of pened 
“Sir Edward Beatty, G.B.E.] 
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ik e Abandonments: | 
Mr. J. KE. Armstrong, Assistant Chief Engineer, 


. T. C. Maenabb, Engineer of Construction, Western Lines. 


tion in Train and Car Miles in Passenger Service: 
Mr. C. B. Foster, Passenger Traffic Manager, 
_Mr. A. Hatton, General Superintendent of Transportation, 


uction in Train and Car Miles in Freight Service: 


‘Mr. A. Hatton, General Superintendent of Transportation, 
_ Mr. E. G. O’Brien, Transportation Assistant, 
| p Mr. S. J. W. Liddy, General Statistician. 


. « of Equipment Expenses: 
Mr. R. McKillop, Special Representative, Vice-President’s Office. 


rvisory and Despatching Organizations: 


‘Mr. A. Hatton, General Superintendent of ‘Transportation, 
~ Mr. A. C. MacKenzie, Engineer of Maintenance of Way, Eastern Lines, 
_ Mr. T. C. Macnabb, Engineer of Construction, Western Lines. 


s and Losses in Freight Revenue: 
‘Mr. C. E. Jefferson, Freight Traffic Manager. 


ntenance of Way Savings Formulae: 


Mr. T. C. Macnabb, Engineer of Construction, Western Lines. 


tenance of Equipment Savings Formulae: 
Mr. H. H. Boyd, Assistant Chief Mechanical Engineer. 


188 in Traffic Expenses: 


Mr. C. B. Foster, Passenger Traffic Manager, 
‘Mr. C. E. Jefferson, Freight Traffic Manager. 


sportation Savings: 
Mr. §. J. W. Liddy, General Statistician, 
Mr. E. G. O’Brien, Transportation Assistant. 


on and Yard Savings: 
Secured through General Managers from Superintendents. 


| Expenses: 
Mr. R. McKillop, Special Representative, Vice-President’s Office, 
Mr. E. A. Leslie, Assistant Comptroller. 


©. Coast Steamers: 
_ Capt. Neurotsos, Manager, B.C. Coast Service. 
<4 , 


ess Operations: 


_ Express Company. 


’ 
f 
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Mr. A. C. MacKenzie, Engineer of Maintenance of Way, Eastern Lines, 


ts at which Reductions Possible in Station, Yard, Terminal and Maintenance 


| : Mr. A. C. MacKenzie, Engineer of Maintenance of Way, Eastern Lines, 


Mr. T. E. McDonnell, President and General Manager, Canadian Pacific 


ae which has been set for five years, having elapsed. 
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“Colonization, Development and Insurance: ‘ . f 
v Miro J oN. Macalister, Chief Commissioner of Immigration and | 
ization, 3 . “ 
Mr. G. G. Ommanney, Director Dept. of Development, 

Mr. E. Moore, Insurance Commissioner. 


Miscellaneous Items: 
Mr. R. McKillop, Special Representative, Vice-President’s Office, 
Mr. E. A. Leslie, Assistant Comptroller. 


The memorandum continues:— 
When the preliminary results of the various studies were ready, & ¢ 
report was prepared and considered by Mr. Grant Hall, Vice-President, 
Coleman, Vice-President, Western Lines, Mr. Curle, General Counsel, 
Mr. E. E. Lloyd, Comptroller. The Committee were questioned in detail t 
their conclusions, corrected, where necessary, and instructed to continue 
studies along the lines which had been followed and to prepare the necess 
exhibits for filing with the Commission. Upon the completion of the final di 
it was again reviewed in detail by Messrs. Hall, Coleman, Curle and Lle 
Mr. W. N. Tilley, Consulting Counsel, and I also went over the ma 
carefully with a number of the officers concerned. I should mention that, know 
the importance that might be attached to the findings, I asked the Pres 
of the Great Northern Railway, if he could have someone who had had experie 
in calculating the possible savings from the consolidation of the Great North 
and Northern Pacific come to Montreal and examine the work of our Commit 


Committee had proceeded upon conservative lines and that from his expe 
he would not hesitate to accept the conclusions reached. As already mentio 
the brief and supporting details were submitted to the Royal Commissior 
me on February 19. : ‘a 

I made some comments to the Royal Commission which I should I 
review with regard to the manner in which the different components of 
estimate are made up. : 

Q. That is in Exhibit No. 512?—A. Yes, sir. 


I continue: 4 
I pointed out the fact that maximum economies are possible only thr 
complete unfication. There would be none of the conflicting interests whi 
ever present in endeavouring to secure economies by co-operative effor 
as those which have been described to your Committee. In every case W 
the two companies are performing similar services, if either company is 1 
advantageously placed, that advantage would be secured for the operat: 
the unified property. Gradually, duplication in facilities would disappear 
resultant decrease in maintenance expense. Duplicate expansion, Invo. 
unnecessary competitive expenditures, would be avoided in the future. 
visory and general expenses would be materially lessened. An important 
is that these advantages can be achieved, I believe, without material red 
in service to the public and with a minimum of disturbance to labour. 
_' For the reasons explained to your Honourable Committee in my 
‘submission, our officers took as the base for their calculation the ye 
They assumed that unification had been completed; the co-ordinating 
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> Royal Commission had requested that our officers indicate the extent 
edundant main and branch line mileage in Canada. It was realized that 
use of the inability to forecast exactly the conditions under which unifica- 
n would take place assumptions would have to be made. It was considered 
the unified management would co-ordinate all lines in the public service; 
remaining railways would adequately serve the territories of the lines 
oned; and that the increasing extension and improvement of highways 
d render some lines unnecessary. The estimated saving from an abandon- 
of mileage on the scale indicated to the Commission was included. 
Each portion of the main line and each branch line considered for abandon- 
ot was dealt with separately and on its merits. 
he Canadian Pacific had previously considered this problem and in 
rm Canada an examination by one of its Engineers had beem made of the 
ian Pacific, the Canadian Northern and the National Trancontinental- 


ince Rupert. With this knowledge, enlarged by actual experience in operating, 
structing, and maintaining much of the ‘mileage in the competitive territory, 
eh situation was corisidered i in the light of its own peculiar circumstances. 


For Eastern Canada, officers were available and present who supplied the 
sary intimate knowledge for that territory. In both territories the resulting 
andonments were decided upon as a result of comprehensive information of 
circumstances existing. 
‘It may well be that a given line included in the tentative list of abandon- 
ts might not be found under unification to be one that should properly 
iken up, but it might be that the standard at which it was maintained would 
anged so as to produce material savings in maintenance and in operation. 
sover, the list of abandonments was not exhaustive. The line abandonment 
‘is not rigid but is designed to give, and does give a reasonable measure of 
i@ savings possible in this field under a rational system of unification. 
rl he passenger train services of the two companies were carefully reviewed. 
e sub-committee studying this phase set up schedules for the unified system 
determined the trains and cars which could be withdrawn. This was worked 
en to classes of cars. Reductions could be brought about by the con- 
lation of light traffic trains now operated between the larger centres of 
uation, by “consoli dation of transcontinental services, and “by re-routing 
over shorter or more economical routes. In this way it was estimated 


Those figures will be slightly changed in subsequent exhibits. 
1 calculating possible reductions in freight train and car miles, the sub- 
ittee gave regard io:— 
(1) re-routing of freight traffic using the most economical routes; 
(2) consolidation of merchandise trains; 
(3) elimination of train services on abandoned lines; 
(4) heavier loading of less than carload traffic; 
(5) re-routing of empty cars. 


e economies in those fields under unification can readily be appreciated. 
er there are alternative routes, the most favourable would be used. 
ndise traffic between large centres is handled on scheduled trains which 
on schedule irrespective of traffic offering. Unification would permit 
dation of these services. There would be a sane in the number of 


d Trunk Pacific from the head of the Lakes to Vancouver Island and to 


ould be a saving of 7,500,000 train miles, or 16-2 per cent of the total 
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consolidation of this traffic in fewer cars and fuller use of potential 
capacity. All told the saving was estimated at 5,300,000 train miles, 
per cent, and 67,000,000 freight car miles, or 3:3 per cent. 
In addition, there would be further reductions in train and car mul 
which were not computed. In many of the alternative routes examined, the ¢ 
appeared approximately equal and no saving was included. As one of 
routes must, in practically every case, be more favourable than the o 
or others, further examination of such routes would undoubtedly reveal opy 
tunities for savings which would be effected. Unification would permit a r 
tribution of locomotives to advantage, ensuring larger average daily mile 
for the most efficient units. Such further savings were not calculated or inclu 
in the estimate. y 
The experience of operating and engineering officers throughout the syst 

was utilized by the committee in surveying the points at which unification wo 
permit of material reduction in station, yard, and terminal expenses. This 1 
a task of some magnitude, as the determination of what could be done un 
unification at each terminal obviously required a knowledge of the physi 
conditions and traffic of both properties at each point in relation to the 
rounding territory. The concentration of similar work in certain yards, 
‘movement of traffic through terminals by the most direct channel, the elimins 
of interchange requirements, and the reduction in switching because of fe 
trains and cars to be handled would mean a reduction in yard switching expen 
Consolidation of freight and passenger services in the sheds and stations of 
company would be a convenience to the public and would result in substan 
benefit to railway users. The situation at these terminals was examined, al 
conservative estimate of the savings which would accrue was determined. 
Unification would result in avoiding the replacement and modernizatior 
many facilities which, if the railways continue to be operated separately, we 
involve heavy expenditures for both roads, and indeed would permit the abando 
ment of some existing facilities with a resultant saving in maintenance expens 
The experience of both operating and mechanical officers was utilized 

- determining the material reduction in maintenance of equipment expenses 1 
consolidation of the main locomotive and ear repair shops of the two compamle 
Unification would result in the use of the most efficient shops to handle the wol 
of the combined systems. Similar work would be concentrated in one or mo 
shops; thus by specialization and mass production the unit cost of repairs 
be reduced. The most efficient machinery of the two companies would 
available for the combined repairs. 7 
The set up for the supervisory and despatching organizations of the u 
system was developed with due regard to geography, traffic density, mileage 
location of present division headquarters, by a sub-committee of operating 
engineering officers and later reviewed by the General Managers of Eastern 
Western Lines. It was found that the expenditure for supervision could 
materially decreased. a 
There are duplicating supervisory offices in many centres. Under unifica 
they would be able to handle greater mileage with equal efficiency. The num 
of offices would be decreased with a saving in clerical and other office exp 
The effect of unification on freight revenues was calculated by the Fr 
Traffic Manager. There would be a gain to the unified company in gross f 
revenues by securing a-longer hau! ‘over the combined system on interna 
interstate and Great Lakes traffic. Both companies give traffic to other 
ways, which, under unification, could be routed for a longer distance ovel 
unified system so as to increase the earnings of that system without a 
the amount paid by the public. Naturally the extent of these changes wi 
be governed to some degree by relations with other carriers concerned on accol| 
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ey in turn control and might divert. In time, however, there would 
btedly be an increase in revenues in this way. On the other hand, 
- would be a loss in gross revenues through adjustment of rates brought 
t by use of shorter mileage and changes in terminal arrangements, and 
igh traffic lost to other transportation agencies on account of abandonment 
ck. Incidentally the loss to the railways in adjustment of rates would 
»@ direct gain to the public in a reduction of their transportation charges. 
is one of the ways in which the benefits of unification would directly accrue 
users of the railway. 
The net saving in maintenance of way and structures was computed as 
£888,000. This includes the saving of $7,004,960 from the abandonment of 
8 miles, to which reference has been made. It also includes a reduction 
upervisory costs, the saving from the abandonment of duplicate yard, 
on and other facilities on lines retained, and from changed standards of 
tenance on alternate lines not abandoned. 


he net saving in maintenance of equipment amounted to $14,360,000. 
neludes the saving in maintenance owing to reduction in locomotive and 
nileages. In the case of locomotive and freight. car repairs, our mechanical 
vers considered that we should be able to reduce the unit costs to a point 
sper cent below the Canadian Pacific cost in 1930 owing to the higher percen- 
of modern equipment which would be in service, and through concentration 
pair work on a mass production basis at the most efficient shops. There 
ud be substantial savings in supervisory forces. No saving was calculated 
he ultimate reduction in retirement and depreciation charges resulting 
the fewer rolling stock units required by the unified system. 

he reduction in traffic expenses was computed as $5,775,000. Elimination 
petition would enable the railways to make a complete consolidation 
activities of the traffic departments throughout the world. In Canada, 
arge extent, and elsewhere, to a more limited extent, the activities of the 
¢ departments of the two railways are directed one against the other. 
unnecessary expense eliminated, a combined traffic department could still 
tely serve the public, and, at the same time, expend its efforts in meeting 
ompetition of other transportation agencies. There would also be a saving 
vertising and miscellaneous expenditures. 


le largest. item in the saving was that of rail transportation, amounting 
3,994,000. Supervisory forces and train despatching expenses would be 
ed. Unification would enable large savings to be made in the expenditures 
eable to station and yard accounts, which include the handling of less- 

rload freight in freight sheds and of switching of cars at terminals. 
Stull possibilities of the savings which could be thus achieved are hard to 

ine. The railways operated separately are continually finding means 
ducing their own expenditures. It would take some years to find and 
nto effect the extra economies which will be possible for the unified prop- 
. The largest item in transportation is a saving in train service expenses, 
ng the decreased passenger and freight train mileage. The costs used 
hose of the combined system so as to give effect to the different operating 
ons on the two roads. The saving in fuel costs was based upon the 
auction in train and car mileage. An allowance was made for the benefit to 
tived from the use of the most efficient locomotives, the purchase of coal in 
quantities from the most favourable sources and improved operating 
which would be made possible by unification. Reductions in sleeping 
ise due to a reduction in sleeping car mileage, in signal and interlocker 
ise and in miscellaneous items were included. : 
le net saving in general expenses amounted to $4,289,000. The cost of 


ion and accounting for the unified properties was determined by 


(ov 


applying Canadian Pacific costs per mile to the mileage of the unified 
due allowance being made for the additional economies which would b 
from having one management only. i am 
A reduction of $918,249 for dining and buffet service was brought 
by an estimated decrease in dining car mileage required for the 
passenger train service. | 
The total of all such items was a reduction in operating expen 
$64,268,000. There were further items of savings which do not come 
the precise classification of railway operating expenses. These totalled $9 
000. The major items consisted of savings in interest charges on released ste 
and track material, consolidation of express, telegraph and other aneil 
services. There was also the estimated net gain of $1,396,000 in frei 
revenues by securing a longer haul over the combined system on internatio: 
“interstate and Great Lakes traffic, to which reference has already been ma E 
It is now six years since this estimate was prepared and submitt 
the Royal Commission. Anticipating that it would be desirabie to file 
your Committee copies of my statement and of the study which were submit 
to the Royal Commission in 1932, they have again been scrutinized carefl 
by our officers. They inform me that they have found two clerical errors] 
the text which do not, however, affect the estimate itself. These correct 
will be explained to your Committee in due course.  - 
While every effort was made to present all material as clearly as pos 
in a matter necessarily so technical, certain misunderstandings on the part | 
the public are bound to creep in. But two need be mentioned. 
The first arises from a statement furnished confidentially to th 
Commission in February, 1932, at the request of one of its members. I 
mitting this information an attempt was made to break down the propor 
of total operating savings from unification which were estimated as relate¢ 
line abandonment. The statement submitted was as follows:— i 


“Hstimate of Proportion of total savings of $64,267,683 in Railway Operating Expenses, 
shown in Exhibit “H”, which is due to line abandonment le 


og 
Maintenance of Way and Structures .. -. -. +e ee es ee te $ 7,004,960 4 
Maintenance of Equipment... .. 2. 6. 1 ee ee te ee we te ee 2,301,805 aa 
A ears at eee ee eae ee NN nate IN HMR a RAC TMONS A IWIN) Uy terasecontcici.c = & 
Transportation—Raik.. 2's. ( =») jee pe lewd poo eiy ele woven eran 6,287,540 = 
Pransportation— Water. oo) als (sis 2.) lav wie lalate oil cate om oil iad ae) gb Arla cea 
General CE ean ie DRM ro TRA a es eM Cy ouch ihe, an eS oe 687,240 — 
PRAVEEN TA i tore cs aba eo a Penske ps ta lee RUS esca Sa olah ct Ohio o aU e ate tal 85,305 
Rabat 3-80 wane Nag Monts lana Wg LL Cah a $16,366,850 


Due to the manner in which the figures were assembled for the exhibit, 
distribution has had to be made upon somewhat arbitrary lines.” ae 
_ This saving of $16,366,850 has apparently been erroneously regarded 
some as a saving which is dependent solely upon the actual retirement of 
5,013 miles of track estimated as unnecessary in the unified operation of 
two railways. Actually the figure included the net saving in maintenane: 
equipment and transportation expenses due to rerouting traffic and cancel 
of trains on these lines, although much of this saving would be accomplis 
following unification whether the lines are abandoned or not. Much of 
maintenance of way savings would be accomplished even should no mil 
all be abandoned. This would be made possible by the transfer of th 
traffic from the lines suggested for abandonment to those determined to 
more efficient. The remaining service necessary on these lines would be 
character which would permit of maintaining them at a greatly reduced stat 
In view of the questions which have arisen, an estimate has been made | 
cost of maintaining and operating these lines with a reduced train sch 
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vision of such service and the cost of maintaining the lines of railway 
lower standard is estimated by our officers at $7,248,798. If no track 
lonments were made, the debit against the estimated savings for loss in 
mue and, in some cases, for hauling traffic by more circuitous routes would 
sliminated. On the other hand there were minor savings incidental to these 
nments, such as interest on track material and rolling stock to be released 
sh would not be realized. It is considered these items are in approximate 
mee so that the estimate of $75,373,000 should be reduced by approximately 
000 if it be assumed that no line abandonments would be proceeded with. 
ls of this estimate will be furnished to your Committee. However, it is 
onceivable that means will not be found to abandon a large mileage of 
lel and duplicate lines, thus ensuring substantially the potential economies 
have been estimated. 
The second misunderstanding arises from a mistaken reading of the estimate. 
Savings in maintenance of way and structures, amounting to $14,888,622, 
been entirely attributed to savings from line abandonment. This is not 
ect. The actual maintenance of way savings from the estimated abandon- 
of 5,013 miles was $7,005,000 only. As was mentioned in my main sub- 
n, the average saving of $1,400 per mile is reasonable, and, as I have 
licated, much of the total saving could be secured whether total abandonment 
effected or not. The remainder represents savings from abandonment of 
ate yard, station and other facilities on lines retained, from changed stan- 
s of maintenance on alternate lines not abandoned and in reductions in 
rvisory costs. 
Some have incorrectly assumed that much of the $75,373,000 of savings 
nated as possible from unification can no longer be realized because of 
omy measures taken individually by the two roads to meet the falling off in 
fic due to the depression and to drought conditions in Western Canada. I 
ve discussed this matter from time to time with our officers, and from the 
mation I have secured, I have never felt it necessary to authorize the expendi- 
of the time and the effort of responsible officers required to make a new 
te. No one can say what will be the average traffic volume of this country 
near future, but I am confident it will at least approximate that of 1930. 
‘a matter of fact, the railway earnings for that year were about midway 
ween the immediately preceding prosperous years and the subsequent extreme 
ession years. At present, I can not suggest any more reasonable or proper 
‘to use as a basic or average year. f 
_ However, to give your Honourable Committee an idea of the possible varia- 
f such estimates with volume of traffic I would refer you to the estimate 
90,050,000 of the Canadian National for the volume of traffic in 1931—_ 
ly that of 1937—and $56,230,000 for a year with traffic at approximately 
vel of 1930, which both companies took as the normal level. A difference 
S magnitude is not material to the problem involved. Obviously a new 
te for any particular level of traffic is unimportant; what is needed is a 
ably accurate appraisal of the savings at the average level which may 
be anticipated, and this, I believe, has been determined. 
n judging the present value of the estimates made six years ago, the 
ertinent factors to consider are their accuracy at the time they were 
and any permanent change in conditions which has taken place since then. 
nee these matters are of technical nature, I have arranged for the presence 
o-day of our officers whose duty it is to deal specifically with such 
s and who' are familiar with the estimates submitted. They will give 
ce with respect to them. 
At this time, however, I would point out that co-operative economies of 
ately $1,700,000 have been or are in prospect of being made. A saving 


of approximately $13,500 per annum has also been made through certa 


-yeductions in passenger train services and have made permanent reorga 


unification estimate, though perhaps substantial in itself, is not material 
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advertising arrangements. To the extent such economies were included | 
estimate of $75,000,000 the figure should be reduced. se 
Then again, each railway in meeting the exigencies arising out o 
depression, and in seeking for economies, has made savings of a character 
irrespective of improvement in future traffic conditions, would, I think, 
permanent. To the extent that such permanent economies represent savil 
which were contemplated under unified management, the estimate based « 
1930 operations will be affected. In the case of permanent economies rept 
senting savings which were not contemplated through unification, the esti 
remains unaffected, as is the case with savings due to temporary condit 
While it is possible to speak only in general terms as to what has been acc 
lished in this regard, it may be said that both companies have effected perma 


tions, particularly in central offices and in traffic staffs. Important and 
reaching as this may be, the proportion directly and indirectly affecting 


measured by the total of the unification savings. : 
On the other hand, since 1930 certain new duplications have come 
being—for instance, the railway cartage services in connection with the 
up and delivery arrangements which have been put into effect in certain 
ritories; passenger service expenses have been increased by the cost of 
taining and opcrating air-conditioned cars; and services generally have 
improved to meet the more exacting demands of the travelling and ship 
public. It is my view that the trend of improving service will continu 
some years to come. These circumstances provide additional scope for s 
under unification ; 
These changes are quite different from those resulting from alte 
in volume of traffic which naturally affect the total savings from unifie 
in any given year. The Canadian Pacific estimate of $75,373,000 was 
on the traffic level of 1930 which was twenty-eight per cent over the lev 
1937. In years in which the volume of traffic is less than in 1930, the sa 
will be less and vice versa. It is evident that the fewer the cars and trains m 
over the better grades and shorter routes which unification would provi 
the less the total economies from this source. The smaller the num 
locomotives and cars which are going through the shops, the smaller will b 
economies possible in maintenance of equipment accounts. Maintenan¢ 
way expenditures are normally higher in good years than in poor year 
the railway business when basic factors of cost are not materially dist 
most types of expenditures are related very closely to revenue, and 
revenues are up so are expenditures. I have pointed out that competing 
of transport have had and will probably continue to have adverse effec 
the traffic volume of the railways. I am convinced, however, that, if Cs 
continues to prosper, the traffic level and also expenditures of 1930 m 
regarded as a reasonable average. 
Certain items were not included in the estimate. 
There would be a saving in future in pension expense as the unified sj 
in the end would have fewer pensioners. : 
The capital expenditures of the unified properties for improvement 
extension of plant would be considerably less than if the competitive op 
of two separate railway systems is continued. In providing for the } 
erowth of traffic and changes in its character the extension of one plant 
obviously cost much less than the extension of two. To put the case 
cretely: As the unifying of the railways in this way would reduce the v 
of capital expenditures made during the next decade as compared 1 
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of continued competitive operations, there would be an annual 
the end of that period equal to the ruling rate of interest applied on 
ageregate of all the savings in capital expenditure. 
There will be a substantial saving in the replacement of rolling stock as 
bs pe will be required by the unified system than by the railways operated 
tely. 
ould prices of material and labour rates increase in the future, practically 
item in the estimate would be correspondingly increased. 
In addition, it may be taken as certain that other items of Savings will 
und which have not been included in our estimate. The instructions to 
_ officers were not to attempt to determine the maximum amount which 
ld be saved by unification, but that each department should try to identify 
weigh the savings in connection with their own work which were reason- 
obvious. 
fhe aggregate of the items of savings omitted forms a back log of possible 
mies sufficiently substantial to dissipate any concern in regard to the 
nent of total savings of $75,000,000—even should large items in the 
e prove unattainable at the moment, or should any such items have 
ed or have been appreciably decreased as a result of changed conditions 
he estimate was made. 
short, I am convinced that the estimate of our officers was correctly 
and that it still represents a reasonable view of the scale on which 
les can be effected under unification when normal conditions prevail. 
w, having listened so patiently, I would ask you to turn back and 
t page 4, the comparative statements of economies, as estimated by 
icers of the Canadian National and our own officers. You will see some 
' striking similarities in amounts. Take the first item, “Increased Rail- 
Operating Revenues’: 
; C.N.R. C.P.R. 
g to longer haul over combined systems... .. .. .. $4,000,000 $2,135,000 
By Right Hon. Mr. Meighen: 


I do not understand that first item: “Increased Railway Operating 
les, owing to longer haul.”—A. Yes. That is by the re-routing. We 
get more haul by having control of both lines. 

. That is as against United States railways?—A. Yes. 


C.N:R: GPR. 
ing to readjustment of interline divisions .. .. .. .. $3,000,000) ir ioe a 
scellaneous—Net shal Co UIE St ie age -. Dr. 460,000 Dr. $739,000 


on “Miscellaneous” there is a debit in both cases. We think there would 
3s of $739,000, and the C.N.R., $460,000. The total of these estimates is:— 


C.N.R. CoP:R: 
LHR Re? EEO $6,540,000 $1,396,000 

re fairly close on ‘Traffic Solicitation and Advertising” :— 
7 GC.N.R. GPR. 
8 eT Re ERNIE UAE 7 CONOR ae Dt a ak $1,400,000: $1,324,000 
(SSE SR NTE Uae AC RIN Be 3,000,000 2,339,000 
i 2.000.000 1,542,000 
550,000 771,000 
ae Ab ed ek Waa $6,950,000 $5,976,000 

n, “Transportation,” which is the biggest item in both:— 

me CNR. CPR. 

Bar ear Mervaces! clit kT w Se clon ol oh. los $ 3,300.000 $ 7,415,000 
(ESR AIR ESN A al a 12,647,000 13,216,000 
ing, Dining and Parlor. Car Services -. .. 2... 2.400.000 1.546,000 


oie TESTE REE ipl A a 1.700.000 2.777,000 
‘ae ‘"""  $99.047,000 $24,954,000 


- pared with your $5,391,0002—A. Their statement will show it, I think, Seng 
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There is a big difference in maintenance of way and structures. In | 
donment, by reason, of course, of their lesser number of miles pla 

be abandoned, their saving is $2,756,000, as against our $7,005,000. A’ 

ment of duplicate yard, station and other facilities on lines retained 
change of standards on maintenance on alternate lines not abandoned; t 
do not include anything; we estimate $5,391,000. Miscellaneous: their estin 
is $667,000, while ours is $2,493,000. Their total is $3,423,000 against 
$14,889,000. ‘ 


By Hon. Mr. Calder: E 
Q. How do you account for their not putting in any estimate as @ 


a 
- 


They were not able to do it to their satisfaction, and they omitted it. 


By Hon. Mr. Mckhae: 
Q. That is certainly an apparent saving there all right—A.I we 
think so. But that will all be explained when you get these exhibits. — 
Maintenance and equipment: their estimate is $7,797,000 against 
$14,360,000. 4 
In general expenses their estimate is $1,573,000, while ours is $4,289,006 
Lake and coastal steamers: their estimate is half a million dollars; 
is $450,000. 
Hotels: their estimate is $4,500,000; nothing in ours. ‘hat, of course 
due to entirely different methods of approach. They proposed to sell 
hotel properties of both companies to a company from which we could 
something and they would operate them. We assumed the hotels would 
with the railroad and just be considered as part of our faciilties. 
Express operations: theirs is $600,000, as against our $1,450,000. 
Telegraphs (railway and commercial): their estimate is $700,000, wi 
ours is $948,000. q 
Interest on released investment in material and rolling stock: their estim 
is $3,000,000; ours $6,350,000. ‘ 
Under miscellaneous their estimate is $600,000 while ours is $311 ,00f 
The grand totals respectively are $56,230,000 and $75,373,000. A 
The only importance of that compilation to members of the commit 
as I see it, is, first of all, there are of course in certain cases substan 
differences in the estimates of the two companies, but in most cases 
do attempt to appraise the savings in these different services and depart 
They seem to realize, with very few exceptions, the hotel case in ours 4 
abandonment of duplicate yards in theirs, that that is the general clas 
of economy which a unified management would bring about. I thin 
suits the members of the committee, it might be well while this is be 
to have the benefit of this other evidence from these officers who 
work, prepared these exhibits, for the Royal Commission, and know 
why they included everything. I think having got a general outline fro 
you will be able to follow them now without very much difficulty. — 
By Right Hon. Mr. Meighen: Hy 
Q. In the main, you adhere to your estimates of 1932?—A. Yes, sit—il 
under those conditions. j 
Q. Six years of reflection have brought them to the point where th 
have taken flight?— —A. Of course, I do not understand estimates that 
not estimates. I think our people—and that is the only reason why 
bothering the committee with that statement from me—obviously 
the man to prove the estimates because I did not make them. I wow 
[Sir Edward Beatty, G.B.E.] a 


Bry toh © LaF 

: ¥ Solas bed £ Ley isi 2k ke RS rs ~ i ate 4 

ay fe biaty Bie ag dg Anes aan Z 

Saar. E« aps pee a5 85 2%, 
~ RAILWAY CONDITIONS 587 
en lene be sRaSi st Sti ' 4 

fe | Ee ome . : ‘ 
to make them in the first Instance. But I do want to assure the 


that this was not done lightly. These men took their work very, 
ously and gave the Royal Commission the benefit of the best estimating 
ud do with a lifetime of railway experience and practice in these various 
behind them. In making that statement I am really trying to show 
he bona fides of this work. To say it is absolutely accurate is of course to 
omething that could not be proved by anybody. You cannot estimate 
figures like this over territory as large as this and say it could not be 
shhanged from year to year. It is humanly impossible to do it that way. 
ut there is a point you could reach which shows substantial accuracy, and 
lat, I think, is all this committee is worrying about. I do not think you 
are particularly concerned about exact details. However, the officers who did 
it can tell you so much more quickly than I can what they did in reaching 
these figures that I should like very much if it suits vour convenience, to 
gin to-morrow with the man who did the line abandonments. 


; By Hon. Mr. McRae: 


_Q. Sir Edward, this is based on 1930. Would you hazard an approximate 
estimate of how much the $75,000,000 would be affected by the decrease in 
jusiness, say, based on 1987?—A. It would be an awful guess. 
~ QI realize that. But it. would not be so great, of course?—A. No. it 
would not be so great. 


By Right Hon. Mr. Meighen: 


q Q. I notice business is off 28 per cent— —A. Yes. Twenty-eight per cent 
fi $75,000,000 would be a little over— 


By Hon. Mr. McRae: 


Q. The decrease in business would probably be more than 28 per cent. 
A. No; less it should be. It might be in the neighbourhood of $60,000,000. 


By Hon. Mr. Cote: 


Q. I do not know whether Sir Edward wishes to answer a question that 
ded to ask of someone. The other day we had from Mr. Fairweather a 
of what competition should not be between the two railways, and he 
ned the branch line which is built by the C.N.R. between Rouyn and 
erre, and the efforts of the Canadian Pacific Railway to build one from 
s to Senneterre at the same time. He gave a lengthy explanation of 
the C.N.R. side, and I listened to it with a great amount of interest. 
not know whether Sir Edward wants to give the C.P.R. side, or have 
ody else do so—A. I have no objection, sir; in fact I am rather glad 
ntion it, because I think there is considerable misapprehension about the 
n of the Canadian Pacific in that project, and also, I think, there was 
a little unnecessary hysteria injected into the story that you got. 
e€ are not strangers to that problem, and of course neither are we 
rs to duplication. I admit we are supposed to be reformed since the 
1933. But it struck me as rather peculiar that that assertion should 
ade, because. I do not suppose there is any company in Canada that has 
fered more from duplication than we have. 


_ By Hon. Mr. Dandurand: 


Except when you invaded Grand Trunk territory—A. I have a long 
to tell you in connection with that too, if you have the patience to listen 
But I should like to give you a few dates in connection with Senneterre. 
In 1901, the Canadian Pacific had in operation a branch line from Mattawa 
| on the main line 45 miles east of North Bay) to Kipawa, distant 
awa 45 miles. | 
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In that year, the Interprovincial and James Bay Railway obtai ed f 
the Dominion Parliament a charter to build from Lumsden’s Mills | 
Mile 38 on the Kipawa branch of the Canadian Pacific) to Lac des Q 
a distance of 70 miles. a 

The charter was renewed in 1908. rae > 

It was again renewed in 1905, and in that year the Canadian Pacifi 
acquired ownership of the Company. a 

In 1912 the charter was once more renewed and a Dominion subsidy 
$6,400 was voted. The Government of Quebec also granted a subsidy of 4 
acres of land per mile. Construction on the first ten miles of track was und 
taken in that year and was completed in 1914. e 

The charter was renewed in 1917. a 

In 1920 the Quebec Government to encourage building of the railway 
eranted a cash subsidy of $1,600 per mile, plus an additional $6,400 per mile 
if the Dominion Government did not renew the subsidy vote of 1912. © i. 

In 1921 construction was started from Mile 10-and the railway was com 
pleted to Angliers (Mile 70) with a spur to Ville Marie (7 miles) in 1923. 

In 1922 the charter had been again renewed. q 

In 1924 the Dominion Parliament extended the charter rights to cov: 
line from Angliers, or Ville Marie, to the headwaters of the Nottaway &: 
(north of the National Transcontinental Railway). ) 

These rights were renewed in 1926, in 1928, and in 1980. 

By the terms of the last renewal, construction was to be undertak 

thin two years, and as the work had not been proceeded with in 1982 
charter rights lapsed. 

It is of significance that although the Canadian National line had been 
puilt into Rouyn in 1926 that company took no exception, before the Railwa 
Committee of the House of Commons, to the renewals of 1928 and 1930. — 

After the completion of the Canadian Pacific to Angliers in 1923, develc 
ments in the Rouyn mining field began to give promise, but no definite ass 
ance, of a large ore tonnage, and the provision of transportation facilities 
became a burning question. 

The Canadian Pacific was urged by those in control of Noranda M 
and by others, to build north from Angliers, and this proposal was 
serious consideration. Early in 1924 it was announced that the Ontari 
ernment, through the Temiskaming and Northern Ontario Railway, had acq 
the charter of the Nipissing Central Railway, and had in contemplation © 
pbuilding of a line into the Rouyn field. Almost simultaneously it was rumo 
that the Canadian National Railways was considering the construction 
branch line into Rouyn. The Canadian Pacific took the attitude that t 
territory being in the province of Quebec should, in all fairness, be brou 
within reasonable contact of Montreal and other Quebec distributing ce 
It argued that the proposed Canadian National route involving a branch 

south from the National Transcontinental was an unnatural and unecor 
one, and that the natural and economic one, taking into account the rail 
already built, was via Mattawa and the Canadian Pacific main line. It 1 
fore approached the Quebec Government and suggested that because 
high cost of railway building in that territory, and the element of d 
to the permanency of the mining field, the Canadian Pacific, if it und 


to build, should be given the same subsidy per mile as was granted t 
Interprovincial and James Bay Railway and, in addition, a_ special 
tribution towards the cost of the expensive bridge required over the des @ 
River, north of Angliers. The Quebec Government replied that it di 
- consider that a subsidy of such proportion would be justified. 
The Quebec Government had then before it, or a short time afte 

had presented to it, a proposal from an officer of the Canadian 1 


{Sir Edward Beatty, G.B.E.] 


vs that he should organize in New York a private company which 
undertake to build a branch railway from the Transcontinental line 
ouyn on the understanding that there should be a guarantee of operating 
by the Provincial Government and by the Noranda Mines, and that the 
minion Government should guarantee the principal and interests of a bond 
le required to finance construction costs. Such a company known as the 
uyn Mines Railway Company was organized. The Government of Quebec 

nteed to pay operating deficits to the amount of $50,000 per year for a 
od of five years; the Noranda Mines Company undertook to pay certain 
s towards operating deficits over and above the amount guaranteed by 
ec province, and by order in council dated September 26, 1925, the Dominion 
ernment took a lease of the railway, guaranteeing the payment of an annual 
al sufficient to pay the interest on the bonds and to provide a sinking 
ind for their retirement. 
_ At that time, be it noted carefully, the field could be regarded as just 
much tributary to the Canadian Pacific as to the Canadian National. The 
dian National at Taschereau was 45 miles from Rouyn, and the Canadian 
ific at Angliers was 57 miles distant, or a difference of not more than 12 
es. The cost of building the Rouyn branch lines, as shown in the govern- 
t returns, indicates that the country through which it was built was, if 
hing, more difficult. than that between Angliers and Rouyn. 
_ The Canadian National branch line Taschereau to Rouyn was completed 
fn 1926. 

_ In the meantime the Ontario Government Railway, through the Nipissing 

rai, had filed its plans for construction into Rouyn, but was temporarily 
ght to a stop by the contention of the Quebec Government that it could 
build across unalienated crown lands in that province without the consent 
approval of the Provincial Government. The dispute was taken to the 
reme Court of Canada, and thence to the Judicial Committee of the Privy 
ouncil. The decision was in favour of the Nipissing Central. 
. The Nipissing Central Railway was completed into Rouyn in 1927. 
| Between the years 1927 and 1936 much work was done in the mining 

east of Rouyn and a number of mines reached the stage of production. 

Consolidated Mining and Smelting Company, the ownership of which is 
rolled by the Canadian Pacific, spent considerable sums of money on 
estigation and exploration, and finally took a lease option on a large property 
i the Chibougamau field, north of the National Transcontinental. 
~The Quebec Government, in pursuance of its “back to the land” policy 
couraged settlement in the Temiskaming district between Angliers and 


yn. 

The Canadian Pacific was under continuous pressure to provide railway 

ities and in particular was urged to provide a shorter route from. Rouyn 

Montreal. - 

' Now I come down to the period from 1936 to 1938. 

At the 1936 session of the Quebec Legislature application for a charter 
made by a company proposing to build a railway line from Mont Laurier 

om Maniwaki, or from both, to Amos on the National Transcontinental. 

I might say, is a separate charter owned by private individuals, and 

the Canadian Pacific nor the Canadian National is, so far as I know, 

ted in it. 

| In the opinion of officers of the Canadian Pacific and of others it appeared 
t such a line traversing a large area of unproductive territory before reaching 

and mineral resources would not be able to develop sufficient traffic to 

its carrying charges, and it would offer no facilities to the farming settle- 
ostered by the Government. The Canadian Pacific. therefore, ap- 

| the province and inquired if it would throw its influence behind a 
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and thence to Chibougamau. 


by persons representing the Lake St. John district who argued that the Chi- 


~ understanding providing for joint construction between Rouyn and Senne 
and also to serve the Chibougamau district. , 


Company has not suggested that two lines of railway are necessary no 
- should be constructed between Rouyn and Senneterre. It has urged that ¢ 


development on an imposing scale. If the two railway systems are : 
independently financed and operated, there should be no unnecessary ec 
Grek, oy ASSLT Edward Beatty, G.B.E.] Ni 


Opposition developed from several quarters from the Canadian Nati 
Railways on grounds which have been set forth to the Committee by one o 
officers—by the Ontario Government which evidently believed that the Nip 
sing Central was drawing more traffic from the Quebec area than the Cana : 
National officer in his statement to this Committee was prepared to admit, ame 


bougamau field should be served by a railway line from that direction. , 
The Private Bills Committee heard the arguments of all parties desiri 
to appear before it, including representatives of the Canadian National, a 
recommended that authority be granted to build from Rouyn to Senneterre, b 
not from Senneterre to Chibougamau. The Bill as amended was approved 
the Legislature, but did not reach the Legislative Council before dissolutio 
the Legislature. 
In 1937 application was again made to build from Rouyn to Senneterre, 
and was formally approved. 
In 1936, as related to the Committee by an officer of the Canadian Nati 
the officers of that company approached the federal Government and secu 
approval, and the allotment of the necessary funds for the building of a rai 
from Senneterre to Rouvn. That line is now under construction. 
While the Canadian Pacific application was being considered by the com- 
mittee of the Quebec Legislature the following telegram from the Federal M 
ister of Railways to the Prime Minister of Quebec was read to the comm 
by the Chairman, Hon. Mr. Francceur:— 


For your information Canadian National Railways are gravely co 
cerned about threatened loss of business that would result from constr 
tion of proposed Canadian Pacific branch line through territory w 
they now serve. 

Canadian National Railways have made application to Fe 
Government for a charter and appropriation to construct its own bra 
line from Noranda-Rouyn to Senneterre. This Government has cons 
ed C.N.R. application favourably and will probably bring Bill b 
Parliament at this session. Suggest your Government may wis 
defer consideration of Canadian Pacific application pending an att 
to bring the two railways into agreement as to methods to serve U 


area. 


The suggestion in the last clause will be noted. The Canadian Pacific 
prepared then, and has been ready ever since, to discuss any plan for se 
the territory which would be fair to the public and to both railway comp 
Even while the Bill was before the committee in Quebec, T intimated t 
President of the Canadian National that we would be prepared to reac 


I can say, therefore, with all emphasis that the Canadian Pacific Ral 


line be built at the joint expense of the two railway companies and that it s. 
be operated on a joint and equal basis. It is the hope and the belief of 
forward-looking Canadian that the northern part of Canada will see f 
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viding transportation facilities. An arrangement can be made in 
1 with almost all the areas similar to that in effect in northern Alberta 
the district south of Drumheller, whereby the two companies unite in the 
up of a district and participate equally in the resultant traffic. 

fhe Canadian Pacific does not subscribe to the doctrine that a certain 
hical area should be set apart as the exclusive preserve of one company. 
1 review our railway history you will find that such a doctrine has not 
n applied in any case for the protection of the Canadian Pacific shareholders. 


vhen they reached the productive stage, has seen other companies come in 
government assistance to participate in the traffic. If a close parallel to 
orthern Quebec situation is desired, that of the Sudbury mining district 
ome readily to mind. 

s far as the district between Rouyn and Senneterre is concerned, the Cana- 
National took no steps to provide it with railway facilities which every- 
now admits were necessary, until the Canadian Pacific sought authority 
Id a railway. 

or the program which it presented the Canadian Pacific secured the 
val of two successive Prime Ministers of Quebec. Surely those gentlemen 
e regarded as having a proper comprehension of the necessities of that 
m of their province and as capable of forming an intelligent judgment as 
st course to be followed in meeting those necessities. 

might say, gentlemen, that while this thing is not on my conscience to 
reat extent, I feel quite clear that if we got the power to build, and built, 
might be in a better trading position with the Canadian National to form 
ership on the Senneterre end of the line. I made it very clear to Mr. 
erford that no matter what happened I would not build a duplicating line 
Rouyn and Senneterre, no matter whether I had the power or not. 
ould feel that I was in a much better position to talk to him about joint 
ations if I got the right to go as far as Rouyn, from where the line starts. 
need not worry your heads about duplication, because there will not be 
inless the Canadian National consents, and I do not think the economic 


in these circumstances will be serious. 

| _ By the Chairman (Right Hon. Mr. Graham): 

_ Q. You do not think there will be co-operation?—A. There has not been yet. 

| The CuHarrMAN (Right Hon. Mr. Graham): What are our plans as to 
ine? 

lon. Mr. Danpuranp: If Sir Edward Beatty is not too tired, I would ask 

return at 8 o’clock this evening. 


| The Witness: I am quite all right, sir. 

Hon. Mr. Brack: I understand that several members of the Committee 
be here to-night. 

. Mr. Horsry: I move that we adjourn till to-morrow at 10.30. 

ht Hon. Mr. Mercuen: I cannot be here to-morrow, and I want to do 
to-day. 

1. Mr. Hata: Mr. Chairman, I move that we come back to-night at 8.30 
. Mr. Catprer: Make it 8.15. 

. Mr. Hara: I accept Senator Calder’s amendment. 


Committee adjourned at 6.20 p.m. to resume at 8.15 p.m. 


company nursed along many sections of Canada, particularly in the West, | 
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~ about the possibility of dealing with the Western pooling situation, London 


-made that the Canadian National in some way or other had been put in a 


same basis as the Canadian Pacific. When the Quebec pool was adopted 


The committee resumed at 8.15 p.m. 


Sir Epwarp Brarry was recalled, and took the stand. 


The CHarrman (Hon. Mr. Beaubien): All right. We have a quorum. q 1 
us proceed. ¥ 


By Mr. Biggar: . . 
Q. Sir Edward, I have really finished what I want to ask, but I wade 
that there is some ‘additional subject you would like to deal with. You ¢ 


West?—A. Yes, I did want to deal with that, because there was a sugges 


advantageous position as a result of the present pool from Quebec to Mont 
Montreal to Toronto, and Ottawa to Toronto. I think that is a misapprehen 
You will recall that we have a joint station at Quebec, in which the Cana 
National has been a tenant for a great many years. In that station they 
their own ticket office and ticket agents, and they sell from the station 


found that the Canadian Pacific had enjoyed for a great many years b 
80 and 85 per cent of the business between Quebec and Montreal, and the Nati 
the difference. They claimed there was a disadvantage to them 3 in that th 
trains ran into the Windsor station, and that that gave us an advantage 
business beyond. 

@. Yes?—A. You can imagine how great that advantage would be 1 
you consider the great majority of the business which we handled for a 
many years, 80 to 85 per cent. The only disadvantage would be in the 15 4 
per cent that they formerly handled, and the effect of going into the W 
station on any tickets sold beyond. 

As against that we gave up the morning service to Toronto, and that 
exclusively from the Bonaventure station to Toronto, where there is a u 
station. That is a very heavy train. It does a local daytime business whie 
course, is a valuable business, and all the tickets sold at all the stati 
which that train stops are sold by Canadian National agents. Our 
officers feel that that gives them a distinct advantage in business beyon 
or north or south of Toronto, and I think they have some reason for so t 
They have always claimed to me that the C.P.R. got the worst of that p 
arrangement by reason of the loss of beyond business from these interm: 
points between Montreal and Toronto. . Obviously the Canadian Na 
agents, as is their duty, will sell all the tickets they can for their own 
for the longer distance. I was going to suggest to you that if the National 
that they got the worst of the situation at Quebec, and our people feel tha 
got the worst of it in the other situation, there may be some grounds : 
thinking the arrangement is probably right. 


By Hon. Mr. McRae: 


(. On the pool from Montreal to Toronto would not you have the advi 
on the Chicago business on the through ticket?—-A. Montreal to Chicago 

Q. I am referring to the end of the pool from Montreal to Toronto.— 
would not have any advantage, because they run the train to Toronto and 
their own connection. 

@. But they go out of your station?—A. Only on the maa 
the morning train. 

[Sir Edward Beatty, G.B.E.] 
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I was speaking of the afternoon train—A. The morning train does the 
usiness, because it stops at all those stations—I think there are about 
stops—and as to that we would not be entitled to say anything. 
But the afternoon train?—A. That is a pool train from the Windsor 
to the union station in Toronto. 


By Hon. Mr. Murdock: 


Q. Sir Edward Beatty, I understand that the C.N.R. complained rather 

rly that the pooling had not been continued west of Toronto?—A. Yes. 

Q. I was wondering if there was anything in connection with this exhibit 

h you filed with us this afternoon, the first item of which refers to this: 

to longer haul over combined systems, and owing to readjustment of 

line divisions the C.N.R. said there was a saving of $6,540,000, while vou 

e saving is $1,396,000. I wonder if the C.N.R. were taking into considera- 
the possibility of your running your Chicago business via Port Huron over 

e Canadian National Railways into Chicago instead of by the Michigan 

1?—A. That was the proposal in question, but whether it is in that figure 

e quoting I do not know. 

It looks as if it was because of the difference between their estimate of 

4,000,000 and your estimate of $1,396,000—A. There are both freight and 
enger in that, Senator. That referred more particularly to the freight than 

passenger revenue. I think there is $820,000 passenger in that. 

was just going to deal with the West of Toronto situation, if that is 
le to the committee. 

_ The Cuairman (Right Hon. Mr. Graham): Yes, 


The Witness: I note that in Mr. Armstrong’s evidence concerning the 
Joposed pooling of passenger service West of Toronto, it became clear that 

ment of the two sections of the joint co-operative committee was proved 
sible, and that, in the last analysis, the decision to proceed no further with 
investigation of this question was expressed, on behalf of the Canadian 


ic Executive, in a letter of my own dated October 9, 1934, in which I said: — 


____ After careful consideration it has been decided by our executives 

that this company cannot agree at the present time to proceed on any 

basis heretofore suggested with a pooling West of Toronto which would 
involve the severance of its present satisfactory arrangements with its 

- connections for the handling of traffic to and from Chicago, because of 

_ the seriously detrimental effect such pooling would have on the company’s 
_ rail and steamship interests. 


i 
S 


| a i By Mr. Biggar: 


That is the letter printed at pages 298 and 299 of the proceedings?— 
My letter continues:— 


The difficulties in the way of reaching a mutually satisfactory 
- arrangement in regard to pooling West of Toronto and in Transcontinental 
| (Hast of Winnipeg) passenger train services appear at present to be 
| insurmountable and, under the circumstances, in my opinion no useful 
_ purpose will be served by our considering them further, 


—s~ 


hink that the history of the negotiations in this respect was explored in 
detail by the joint chairmen of the joint co-operative committee, but I 
1 like to explain, briefly, the reasons which led to my writing the letter in 


4 e reports of the joint co-operative committee made it perfectly clear to 
| that, in seeking to find equitable distribution of burden and advantage, that 
tee had reached an impasse. The Canadian National did not appear 


ye ode 


prepared to vary from the stand that at least one transcontinental tr 
operate in and out of the Bonaventure station. The Canadian Pacific felt, 
if passenger services were to be pooled West of Toronto, there must be 
‘sions on the part of the Canadian National Railways which would includ 
operation of all trains in and out of the Windsor Street station. 

After considering the report of our section of the joint co-oper 
committee, in order to satisfy my mind that every effort was made, I had a 
thorough study made by the Vice-President of Traffic and the General Manager 
of Eastern Lines of the Canadian Pacific. In a report to me of August 24, 19 
these officers explained fully the importance of the concessions which q 
company would be making in engaging in a pooling of passenger services W 
of Toronto; the disruption of established business connections, and the nece 
of obtaining an adequate recompense for the losses involved. I offer a cop 
this report for your information. I will read that in a minute and offer a 
as an exhibit. 

It was and is my opinion that, in agreeing to pooling of passenger ser 
West of Toronto, the Canadian Pacific Railway would be accepting st 
sacrifices as to justify me in feeling that it would be difficult to obtain comple 
compensating advantages. 

The situation in passenger services West of Toronto is a very important | 
It is quite easy to note that both railway companies operate services from 
United States boundary, Windsor in the case of the Canadian Pacific, and Sa 
and Detroit in the case of the Canadian National, and that these service 
competitive through Western Ontario. Indeed, I am quite aware that pub 
opinion has been led to believe that the Canadian Pacific was guilty of a m 

item of duplication in constructing its line to Windsor, to compete with | 
Grand Trunk Railway. This Senator Dandurand will be interested in. 

This is not a fair or complete picture. The Grand Trunk Railway was, 
its origin, intended to connect Chicago and the United States Middle West with 
the seaboard at Portland, Maine. It had connections with the Intercolon 
Railway to Halifax, but it is a fact that these connections were not used b 
Grand Trunk to any real extent. What traffic was available for Halifax m 
go that way, but the Grand Trunk’s normal route was to Portland. 

Thus, when the Canadian Pacific had achieved its original task of buil 
a transcontinental railway Westward from Montreal, and turned to pr 
itself with a Winter outlet, it was faced with the problem of choosing a route 
a port. In view of its status as a national work of the Dominion of Canad 
chose to develop a port on Canadian soil, and obtained its so-called short 
through the State of Maine with this purpose in view. 

Of course, since the amalgamation of the constituent companies the Cana 
National has concentrated on using the Port of Halifax, but, I think 
may be admitted that the Canadian Pacific originated the idea of prov 
ready access to the sea via Canadian ports. 

In endeavouring to make this arrangement, the Canadian Pacific Rai 
realized that only by building a line from Windsor, Ont., to Montreal cot 
it fulfil its purpose. So much has been heard, from time to time, of the use 
United States ports for handling Canadian goods, that it is sometimes forgot 
that Canada obtains a very important volume of business in the handlin 
United States goods via Saint John. Without this additional business, 
improbable that the Canadian Pacific could have justified its building 0 

- short line, and it could not obtain any share of this business except by prov 
itself with a connection to Chicago and the Middle West. 

In addition, the Canadian Pacific, by this line from Windsor to Mon 
and its acquirement of a direct connection to Boston, was able, to the adva 
of the Dominion to provide an additional route to that of the Grand Tru 
handling traffic between the Middle West of the United States and New E1 
- [Sir Edward Beatty, G.B.E.] é‘ i 
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s, those who question the advisability of the Canadian Pacific connecting 
h United States lines at Windsor should remember that this was a necessary 
the now accepted program of routing as much as is convenient and 
of Canadian export and import trade via the Ports of the Maritime 
ices... 

must be clear, of course, that the object which we sought could not have 
ybtained by any arrangement with the Grand Trunk for connection at 
adsor or Detroit, since that Company would naturally use its own lines to 
tland as much as possible, and could scarcely be expected to turn over to 
real volume of business at the United States boundary. 

us, we had the step of building a Canadian Pacific line to Saint John; 
sessary complement of building a Canadian Pacific line from Montreal to 
dsor, and the equally necessary arrangement with American railways to 
rehange traffic with them at the latter point. 

The arrangements thus made have been in existence now for almost fifty 
3, and they have been extremely valuable to the Canadian Pacific and to 
We have obtained, in this way, the advantage of flow of United 
mmodities by Canadian ports, and, in the passenger business, access to 
o and the Middle West, in order to obtain traffic—highly desirable traffic 
ed—for our passenger steamships, and for the St. Lawrence route. 

0 capitalize these connections it is essential that the Canadian Pacific 
maintain passenger and freight offices throughout the United States 
dle West, and thus offer to our United States connecting railways full 
ration in obtaining the traffic to be handled jointly on their lines and ours. 
e pooling of passenger services West of Toronto would have involved the 
mment of these long established connections. The passengers who now 
heir passage at Canadian Pacific offices in the Middle West for Toronto, 
eal, Quebec, the Maritime Provinces and overseas, may do so at our offices, 
ne offices-of the American lines with which we connect. They can arrange 
ment of freight in the same way. 
ere we to abandon this arrangement, it is true that we could still sell 
and solicit freight in our offices in the Middle West, but we should lose 
ery valuable advantages of the co-operation of our United States connec- 
- These railways would, indeed, become very active competitors of ours 
owing to the Canadian National’s possession of its own lines from 
_and Sarnia to Chicago, and routes for interstate traffic via Sarnia and 
y and via the Central Vermont, it is an active competitor of these United 
railways for domestic United States business. 

e we to abandon these connections, the inevitable tendency would be for 
ers and shippers to realize that we were offering them a service in no way 
itive with, or additional to, that offered by the Canadian National on 
lines. It is my judgment that, as a result, there would be a loss of 
@ which is highly important. 
ust be remembered that our connections, at Windsor-Detroit, are 
others, with the New York Central System. This important railway 
ion is of great assistance to us, not only in obtaining Eastbound traffic 
the Middle West, but also in attracting valuable passenger business West- 
via Chicago and North Portal to the Canadian Rockies and the Pacific 
t. It will be realized how valuable is the maintenance of its goodwill. 
was not, and is not, my belief that the dangers thus presented are 
le as preventing a pooling of Canadian Pacific and Canadian National 
services West of Toronto, but they exist, and are very important, 
i{ have never been able to see how I could justify the effectual abandonment 
18 important business by the Canadian Pacific, except in return for equally 
Ttant concessions by the Canadian National in connection with other 


a 


a 
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No aties of concessions on such a scale was made by the Canaiiatt 
Railways during the negotiations to nan I referred in my letter of 
9, 1934. 


By Hon. Mr. Hugessen: 


Q. May I interrupt? I cannot see how the New York Central wou 
any way interested in forwarding your passenger business between Det 
Montreal and Quebec for overseas service to your ships?—A. Because w 
very friendly relations with them which have extended over a great. 
years. 

Q. Surely the New York Central would prefer to see this business 
from Detroit to New York?—A. If we had not friendly relations with 

Q. It must be very friendly—A. And we appreciate it. 

@. They allow these passengers to travel from Detroit to Quebec 1 
of over their own line from Detroit to New York?—A. Yes, they do, anc 
have done it very effectively. There is a very extensive exchange betwe 
New York Central Lines and ours which might. be very easily dishes 
relations were not as friendly as they are now. 

This is the report from two of the highest and most valuable of 
officers, Mr. George Stevens, Vice-President in charge of Traffic, and 
Humphrey, then General Manager, and now Vice-President of Eastern Lit 


By Mr. Biggar: 


Q. To which you referred.—A. That is the memorandum of 24th of A 
to me. 


CANADIAN PACIFIC RAILWAY COMPANY 


Monrtreau, 24th August, 


Memorandum for the Chairman and President: 
With reference to the proposed pooling of passenger traffic in the t 
west of Toronto: 
For some time past we have given this matter our serious consic 
and desire to submit herein a summary of our views thereon, as briefly 
concisely as possible. 
Clause 16 of Part II, Chapter 33, “An Act respecting the Cal 
National Railways and to provide for co- -operation with the Canadian 
System, and for other purposes,” reads in part as follows:— 


The National Company ... and the Pacific Company 
the purposes of effecting economies and providing for more remunel 
operation, directed to attempt forthwith to agree and continuous 
endeavour to agree, and they respectively are . . . authorized to 
upon such co-operative rheasures, plans and arrangements as are 
and reasonable and best adapted (with due regard to equitable ¢ 
bution of burden and advantage as between them) to effect 
purposes. 


_ Our opposition to the proposed passenger pool west of Toronto is pre: 
on our conviction that it does not equitably distribute its burdens am 
tages between the two railways. 

The theory of the existing passenger pooling arrangements is as fi 


(a) That one line shall cancel certain competitive through train | 
important centres and the other line shall handle the Be 
of both lines. 

_ [Sir Edward Beatty, G.B.E.] 
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at each line shall take out of the pooled revenues the percentage 
it carried between the competitive points (during a test period) prior 
to the pool becoming effective. 
(c) That the expense of operating the pooled services shall be divided in 
_ proportion to the competitive service operated by each line immediately 
prior to the pool. 
(d) That an equitable division of the economies shall be effected by the 
| cancellation of approximately the same annual train miles on each 
lmao line. 
fithin the existing pool areas, Quebec-Montreal, Montreal-Toronto and 
a-Toronto, it must be admitted that an equitable arrangement to each 
my has been secured; the only major difficulty is the disturbance of the 
d traffic of both companies, particularly at Montreal due to the lack 
a joint or Union terminal. 
_ attempting to extend pooling arrangements into the territory west 
nto we are confronted with an entirely different situation to that which 
in the pool areas in Quebec and Ontario east of Toronto, and it would 
that the only economy that can be effected in the handling of the through 
of both railways between Toronto-W indsor-Detroit-Chicago is by the 
tion of practically all Canadian Pacific passenger services presently 
ed. 
Canadian National operates a double track route between Toronto 
etroit and it would therefore appear that the only feasible pooling arrange- 
west of Toronto would require to be concentrated thereon—involving the 
earance of all Canadian Pacific through passenger train services. 
nfortunately, from our point of view, such a proposition has very 
immediate and permanent disadvantages, which forces us to view the 
ed passenger pool west of Toronto with much concern. As an operating 
y, the Pacific would lose all contact with all of the trans-continental 


ve overseas traffic to and from that vast territory (where our steamship 
s must look for future development in competition with New York) 
e handled by National employees on National trains and much of 
ct to inconvenience if two depots maintained in Montreal. The 
‘benevolent neutrality and co-operation of the New York Central Lines’ 
ensive soliciting offices in the Middle West and the Pacific Coast would 
rted from the St. Lawrence to active and keen opposition in favour of 
ork, where their long haul interest. lies, 

hat portion of Ontario which lies west of Toronto is one of the most 
populated and highly industrialized sections of Canada and with the 
rance of Canadian Pacific passenger train services, alone with the 
f our passenger stations at London, Chatham, Windsor, Detroit and 
Iago, the prestige of the Company, with its traffic revenues, would undoubt- 
i De seriously impaired. 

e elimination of our passenger services must necessarily tend to remove 
1e mind of the public the consciousness of our separate identity and the 
ation services which we operate by rail and steamer. This process 
ination would be aided by the concentration of all through passenger 
€ in the stations of Canadian National Railways at the five points men- 
2d above and in several other smaller localities. 

of the most important considerations in pooling propositions is that 
affic destined to and originating at points beyond the pool area. Our 
e in relation to the Montreal-Toronto pool is that the advantage in 
n with through traffic (to points beyond the pool area) is gravitating 
e Road operating the joint service. When this is taken into consideration 


est of, and all of the through lines south of, Detroit and Chicago. Our | 


Se 
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with respect to our passenger traffic interests in the vast territory ly 
Detroit, the disadvantages to us, in pooling the area west of T 


strikingly apparent. \ 
Our traffic relations with the Michigan Central Railroad have 


effect for many years and have resulted in building up through passe 


‘nections via Detroit and Chicago which have become established chan 


our rail and steamship passenger business to and from the Central, S 
and Western United States, on the one hand, and all other points in 
east of the Detroit River through to the Maritime Provinces, plus the o 
travel which we have successfully developed via the St. Lawrence Seaw: 

To injure our present passenger traffic ramifications—by losing our 
through transferring our rail services to Canadian National Railways 
Toronto, along with the closing of all our stations in Western Ontario—y 
in our considered opinion, be a very unfortunate proceeding for our Con 
to participate in. 

Moreover, the disruption of our present passenger working arran 
and relations with the Michigan Central Railroad could not fail to hi 
detrimental effect upon our freight interchange with that line. We ha 
ferred with the Freight Traffic Manager and he strongly confirms the fore 
opinion. He states (in reference to the proposed passenger pool we 
Toronto) :— 


I believe such a pooling arrangement would affect our inter 
and “overhead” freight traffic which moves between points in the | 
States over our rails between Detroit and. Wells River, Vt.,_ 
directions. The Canadian Pacific route would gradually be f 
by the shipping public owing to our prestige being reduced by 
of the thought in the mind of shippers that our interest in serving 
States territory was disappearing. 

- With the disappearance of Canadian Pacific through 
trains, the whole territory west of Toronto and extending into the | 
States west of Detroit would soon become Canadian National m 


much to our detriment. 


ne) 


It has long been accepted that in competitive freight areas the railway 
ling the major portion of the passenger business is the line which attracts th 
of the freight traffic, other conditions being equal. As previously state 
territory west of Toronto, and extending west of Windsor into the — 
States, is one of the most important with respect to freight tonnage @ 
feel very apprehensive of the effect on our freight revenues which wou 
doubtedly result if effect were given to the proposed passenger pool w 
Toronto. q 
It is not easy to forsee whether, having once abandoned our Pp 
working arrangements with the Michigan Central Railroad, it would be p 
to re-establish our connection with that lime on a fair and satisfacto 
should future conditions make it necessary for us to attempt to do so. 
best, it would be exceedingly difficult to retrieve the position we now h 
"The interests of Canadian Pacific Steamships—freight and passen: 
also directly involved in this matter since, as indicated herein, our 
rail services with connecting lines to and from the Central, South 
Western United States constitute an important link of the route vila 
and other Canadian ports. We cannot look with equanimity on any Pp 
pool which will have the effect of breaking our contact, in connect 
overseas traffic, with connecting rail lines operating in the vast territ 
and south of the Detroit: river. 

Under the theory of passenger pooling arrangements, the only trai 
Canadian National Railways which it has been suggested might be 


[Sir Edward Beatty, G.B.H.J 


599 


ake cancelled ay the Canadian Pacific west of Toronto are the . 
1 etween Montreal and Sudbury and between Toronto and Sudbury 
Canadian National transcontinental passenger trains, but this would not 
“measure disturb their existing transcontinental services; on the contrary, 
| leave them in quite as goad a position as they are in to-day. Their 
with their transcontinental passenger traffic would in no way be dis- 
ed. In the territory west of Toronto we are asked to eliminate our passenger 
ces entirely and submerge our identity, while with respect to the trans- 
ental service of Canadian National Railways they suggest we should 
heir trains from Ottawa and Toronto to Sudbury, handing them back 
m at that point so that they may proceed over Canadian National rails 
nnipeg and beyond. This certainly does not seem like an “ equitable 
ution of burden and advantage.” 


| When due consideration is given to all the hazards and disadvantages ‘to 
we would be subjected, it would appear that to justify our retirement 
he operation of through passenger trains in the territory west of Toronto, 
ada and the United States, very substantial compensations elsewhere, to 
e absolutely essential and these have not yet been discovered. 


ow, the only thing I need add to that, I think, for the information of the 
ittee, is that early last month Mr. Hungerford wrote me and asked in | 
ect to report No. 58 and to these pooling arrangements, that the abandon- 
-east of Toronto, from Darlington to Brighton, and from Windsor to 
stock west of Toronto, be further considered by our Joint Executive Com- 
-as soon as he was free and I was free. At the end of last month, after 
y had a chat with him about that, I wrote him and told him we would be 
lad to join with his committee and reconsider this question whenever it 
mvenient to him. I do not know whether he is going to make any alter- 

» suggestion, or what; but that is the way it stands to-day. A meeting 
been agreed upon and will be held as soon as possible. 


ay the Chairman (Right Hon. Mr. Graham) : 


Q. Where is Darlington in connection with the railway?—A. Brighton and 
ington are on the lake shore road of the Canadian Pacific right near Oshawa 
nnonville and Brighton are near Belleville. 


By Hon. Mr. Dandurand: 

Sir Edward, Mr. Armstrong read to us the various reasons which you 
t given us for objecting to extending the pooling arrangements towards 
Windsor and Chicago, and I put to him this question:— 


nM These seem pretty weighty reasons. I wonder if they did not make 
"the pooling insuperable. All these reasons accumulated strike me as of 
some importance and perhaps making it impossible for the Canadian 
Pacific to go into that pooling arrangement. And yet I find it is not so. 


a I continue the citation:— 


a 


“As it appeared to be impossible to find an equitable distribution 
of burden and advantage in pooling west of Toronto only, but as it was 
thought that this might be found by inclusion of the Transcontinental 
‘services, these areas were coupled in the studies by the Joint Co-operative 
Committee. ” Is it logical then to say that these objections bore on an 
Be. distribution of burden and advantage and that they could be 


vered, “‘ Yes, sir.” —A. Oh, of course, we can balance it anywhere. 
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Q. I wonder, with such an important problem as reducing costs or € 
economies, if it would not have been an opportune moment to suggest t 


for that of the responsible officers of the two companies. 
a, Q. So you did not go much further in co-operation because of this 
ment that there should be a balanced advantage on both sides?—A. Ye 
that is what we could not find in our judgment. ; 
Q. And the fact is that you did not turn towards any third party, called ; 
arbitral board, to try to bring about a satisfactory solution?—A. Neither of 
did. I should think the National would have asked for the Board if th 
wanted it. a 
Q. You stated this afternoon, Sir Edward, that you had present 
suggestion to the Royal Commission indicating a division of the net operat 
revenue of the unified system, but that you did not think it was oppor 
lay it before us. I wonder how this committee can form a judgment as 
advantages to the public and the federal treasury, if we are not to hav 
whole picture as it was shown to the Royal Commission. I know that I 


the statement in the Senate— 


I understand that the Canadian Pacific Railway was at one 
desirous of ranking the Canadian National obligations with its 
common stock, the Canadian Pacific to have the privilege of rece 
imterest on its obligations and on preferred stock. 


I do not know exactly what was the proposition you made to the Royal | 
mission, but if the Canadian Pacific, which is an independent body, must 
‘ts adhesion to a scheme of unification, is it not Just that this committee s| 
know what the C.P.R. would put into the amalgamation or the unified ma 
ment, and what it expected to draw from the joint profits of the two railwa 
Otherwise we will be without any idea as to what are the pretensions F: 

Canadian Pacific—A. Well, I think, senator, that was pretty well discus 
this afternoon on the theory that the Government of Canada, the owners 
the other property, would be the proper body to consider and determine whet 
any terms suggested by us could be made satisfactory to them. If they 1 
authorize you to discuss this with me, I shall be delighted. if 


By Hon. Mr. Murdock: e 

Q. The Ottawa Journal the other day indicated that, the Canadian 1 
facturers’ Association had intimated to the Rowell Commission a priv 
suggestion that you had made.—A. I do not think so, senator. You 
correct, but I do not think they could have the information. 
Q. I cut the editorial out of the paper. I have it in my office. The 
wanted to know why the rest of us, meaning the public, could not 
A. There have been a lot of plans put forward of which we had no know 
One was published anonymously a little while ago which indicated pi 
terms, and of course we did not discuss it with anybody, nor had we evol 
Yet it was published anonymously, as I say, without any authority from 
body. I do not know whether the Canadian Manufacturers got their i 
tion from an official document or. whether they did not, and I don 
whether they suggested a division. I have not seen it. 


By Hon. Mr. Haig: 
Q. You did not give them the information?—A. No, sir. 
[Sir Edward Beatty, G.B.E.] 
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Hon. Mr. Murdock: rt | f 
ill you give it?—A. I have covered it in a very general way on 
f my submission of this morning. [ shall read it to you again:— 


__. The third of my fundamental points is that each group of owners 
should continue to receive under the unification the net earnings which . 
past experience indicates their company would have received as an iva 
‘Independent institution, and that the additional net earnings made avail- ie 
able by unification be shared between them on an equitable basis. I the, 
assume that the Government would directly receive at least half of these . 
savings. These details, of course, could only be determined at the time 
of the formal contract. ah 
; meepy Ion. Mr, Parent: an 
_I realize, Sir Edward, that we have a very important man before us, mes 
ssibly I can put to him just a few questions to clear my mind as to * nt 
ituations. If I understood you properly this afternoon, I thought you NCH 
hat Government interference in public affairs so far as railways are — mh 
serned was not a proper thing. Did I understand also that you suggested 
i the Board of Directors would be composed of men nominated by the 
ment?—A. And by the Canadian Pacific. 
And by the Canadian Pacific—A. Yes, sir. 
And possibly somebody else?—A. If your recommendation of 25 was 
d, another system. 
{ it is wrong to have the government interfere why do you suggest they 
have someone to represent them?—A. Because if we were going to haa 
€ any properties jointly we would have to have the representatives of + en 
ners on that board. We could not escape it. HF 
_ Ui that is the case, who is going to run the show, the Government or ite 
P.R.?—A. It would be neither; it would be the new Board of Directors yy 
ew company. Eye 
‘As far as I can judge the people are afraid that the minute the CPR. 
that Board it will control the whole thing—A. We could not. ie hd 
You will be such a power within the state that you will be the Govern- Bee 
lfi—A. Well, I would not think so. The idea of the whole incorpora- ipa: 
private company to administer these properties on the joint account = 
resent owners is that it would be absolutely independent and free  — 
it as a business enterprise. That is not an unnatural hope; in fact, ar 
S a very essential thing to the efficient operation of the railways. hi 
raw this consequence from the very fact that you mention, that 
instances you do not agree with the Canadian National people. If 
they are just as good as you are and you think you are better 
are— 
Some Hon. Senators: Oh, oh. 


| By Hon. Mr. Parent: 

' —how can these men come together? I can foresee the situation. 
t it this way. If you harness two horses to a plough and they pull 
they will produce something, but if one of them pulls one direction and 
-in another, I do not know what the plough is going to do.—A. There 
ility of pulling in another direction, because there is just one 


here are not two horses, but just one company. ort. 
that would be the C.P.R. 


. SENATORS: Oh, oh. 't 


Sie Nye ; ‘ 

- rae oe ee ‘ . 

1 eS Sy - Pe eas UNE NS Be ; ma 
AG hee ee RMN eel TO) RR al Gb ie tae ht — bet 


Meo a Aa SPECIAL COMMITTEE ee oi 


By Mn, Biggar: 
Q. I want to draw your attention to a remark by Mr. Fairweather » 
363 of the evidence, where he said: 4 
We have in Canada the Canadian National Railways, a 
railway than the Canadian Pacific on the whole, with its potential 
untested or largely untested. a 


And again: | 
You cannot judge those potentialities by any yardstick in the 
- Would you care to make a remark on that?—-A. I would say this. 

an potentialities of these two companies are something that nobody can det 
“> now. We each have our advantages and disadvantages. Sometimes 0 
advantages turn out to be advantages, and vice versa. The Canadian Nati 


do not have. Because of that drop in traffic their earnings have been atte 
more than ours. And when you get to the question that is usually rai ¢ 
affecting potentialities, the location of lines in Western Canada, you will 
that we have a fairly substantial mileage in the north as well as in the 
though we were in the south first. The Canadian National are also 
centre and the north of the prairies, and when the crop is not fairly distr 
which is something neither of us can do anything about, we get di 
percentages of the grain to haul. On the whole we have done remarkab 
well in spite of the last few years of particular distress in southern Saskatchewa 
and I think that our percentage of the grain crop. last year was well over) 
per cent of the total. You cannot gauge potentialities. There may 
area which they have which will develop very materially. We may not 
a parallel area. But it is up and down all the way, and there has no 


any great change. I do not think it is a thing anybody can estimate. 


By Hon. Mr. Sharpe: 
_ Sir Edward, the Government are proposing to put in all the 


outfit—A. All the railways. | 
Q. No, everything, as I understood it—A. They have not said th 


(Q. That has been the usual idea, to put in everything. Now, you 
this morning that you would hold back your ships and your lines in the lt 
Siates. Just what do you propose putting in?—A. The lines in the U 
States are not ours to bring in. The only line in the United States we 
put in would be the C.P.R. in the east. ye 


: By Hon. Mr. Parent: 
Q. How about the Minneapolis and St. Paul?—A. No, those are 
separate, and 1 do not think you want them. They are all in the h 
receivers. 
Some Hon. Senators: Oh, oh. 


By Hon. Mr. Dandurand: ig 

Q. I am not in a position to test the 5,000 odd miles you thu 
he raised, but I think it would be very important for us to test th 
of those 5,000 miles in order to see if that figure is one that real 
justified, or whether it would be only half of it. I make that st 
because we do not know really if there are 5,000 miles that can be a 
and the question is of some importance in view of the economies 
[Sir Edward Beatty, G.B.E.] i 
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DS 


2 the abandonment of 5,000 miles. Perhaps you are not in a position 
hrough the whole of this mileage?—A. No, but we have that ready 
1 and we have a witness available for you when you want him. 
). We have been told that there were 500 miles of branch lines that did 
ome under the Canadian National-Canadian Pacific Co-operative Act 
belongs exclusively to the C.P.R. and which could be lifted by the 
ndependently of its relations with the Canadian National. And yet, 
the last five years you have only felt that you could present to the 
ay Board 100 miles of those 500 miles, of which you were allowed 50. 
were left with the impression that there were 400 miles about. which 
ad changed your mind as to the advantage of lifting —A. I do not think, 
r, 1 can debate that with you until Mr. MacNabb gives his evidence 
what the 5,000 miles consists of, and the reasons for it, which I think 
done very generally and very quickly for your purposes. 


‘By Hon. Mr. Calder: 


Did you not make the statement in one of your documents this after- 
jo this effect: that if the whole 5,000 miles were abandoned the total 
would be $7,500,000?—A. A little over $7,000,000 if we did not abandon 


7g 


a 

_ In the typewritten document dealing with the $75,000,000 of anticipated 
ss. Now, included in that was 5,000 miles for abandonment, and in that 

ment will be found the statement that if the whole 5,000 miles were 

oned the saving would be a little over $7,000,000. 

ht Hon. Mr. Meicuen: $16,000,000. 

Witness: We said the saving was $7,000,000, and we said that if 

the 5,000 miles were abandoned the difference between that and the 

0,000 we had included would be partly saved, and therefore if we did 
don any of the 5,000 miles it would be a little over $7,000,000. | 


By Hon. Mr. Parent: 


do not know whether it is fair to ask this question. Possibly Sir 
d Beatty will be replaced by some other officials. Where are these 
miles that are supposed tc be abandoned?—A. They are all over the 
There is a special map prepared showing each one of them. 

w many miles in the province of Quebec are going to be abandoned 
the C.P.R. is concerned?—-A. That I cannot answer offhand, but 
t it for you. 

t it is a fair question?—A. Quite. 


yy the Chairman (Hon. Mr. Beaubien): 


\. 

_ By Hon. Mr. McRae: 

abandoning 5,000 miles you are, of course, going to remove trans- 
from some municipalities and villages. Have you given thought 
would cost the government or the unified company to provide trans- 
to those municipalities?—-A. No, sir, it is not in the estimates. 
uld you give the committee any idea what that might mean in the 
oney?—A. No, sir. 

s evident, Sir Edward, that some facilities must be provided in 
good roads, or something. You cannot leave those municipalities 


lat is a liability that your scheme carries with it. I thought . 


rae 
ten 


_ probably you Agel give it some  pOneutoeon ine Naturally y 
be in the hands of another tribunal as to that. We could not esti 
cost until we knew what we were going to abandon. | 

oe Q. I think that even a rough idea of the villages that would be dese 
would be very informative to the committee. a 
Raed Hon. Mr. Mvurpocx: After we get the mileage, cannot we get the 
trial commissioners of the two roads here in order to ascertain what indu 
are located on those two lines of railway. | 

Hon. Mr. McRaz: I thought Sir Edward had given that some thous 


The Witness: We can give you that, senator. q 


| By Hon. Mr. Dandurand: 
eT bt Q. Now, Sir Edward, I see the line between the Intercolonial and your 
eeu aUnnIing from Montreal to Saint John. We understood you suggested the @ 
a donrrent of that middle line running from Quebec—I must not hurt the 

of my honourable friend, Senator Parent—running from Levis to Sain 
How were you rerouting the freight coming along that line, on your ow 
line from Saint John to Montreal?—A. Mr. Macnabb can answer th 
iM because he made the estimate. If you are ready for him to-morrow mo 
re or even to-night, he will be available to go on whenever you say. ; 


ae By Hon, Mr. Parent: 
Q. We appreciate your view of the whole situation, Sir Edward. Of ¢ cour 

so far as details are concerned, I quite understand that we must ask some 
else—A. Yes, Mr. Macnabb is ready. 


By the Chairman (Hon. Mr. Beaubien): 
| Q. Are you through?—A. Yes, sir. 
Q. Tell me as a parting answer— ; 
The Cuarrman (Right Hon. Mr. Graham): Are you going to clos 
debate? cs 


By the Chairman (Hon. Mr. Beaubien) : a 

Q. Yes. Some statement you were reported in the press as having m 

for instance, that we could dispense with 5,000 miles of redundant h 
deprive no community of facilities?—A. No, sir, not with the other alte ai 
that are open to them, because this is redundant mileage. Do not forg 
There are always other railways in the picture when we think of withdray Ww 

PY iy LADLE, 
So no communities would be deprived of sufficient facilities by th 
donment?—A. No, sir. ia 


By Hon. Mr. Casgrain: 
i Q. Is it right, Sir Edward, to say that if you had on the wheal 
the same rates as they have in the United States per mile, it would be 


increase?—-A. Oh, yes. i 
Q. How much would it be?—A. I don’t know. ae 


By Hon. Mr. Calder: 
Q. He said he would not do it. The question I wished to ask is this. 
‘yeferred to a fifty-fifty division of something. —A. Savings. 
»  Q. What do you mean by “savings”?—A. The economies to be 
as a result of unification. : 
Q. Just the savings—A. Yes. 
[Sir Edward Beatty, G.B.H.] 
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. By Right Hon. Mr. Meighen: 
ir Edward, on that point I have not yet very clearly in my mind the 
e upon which you had arrived at such earnings as are not included in the 
m which it starts—A. We would do that by reference over a period 
s to the earnings of the two companies, and arrive at a formula of 
yn of the net earnings in consequence of those proportions so ascertained, 
[then each company would get that proportion and, in addition, would get 
he savings, which of course would represent the increased net earnings. 
. You take a period and take the earnings over that period of the two 
nies but I would presume in taking your own you would deduct earnings 


h extraneous assets as were not part of the railway system.—aA. Yes, those 
be entirely railway. 


ompanies?—A. Yes, sir. 

. That is to say, there will be certain water transport assets of the C.N.R. 

are really part of the railway system, and certain of your water transport 
which are part of your railway system?—A. Yes, sir. 

. And doubtless the hotels of both companies?—A. Yes. 

| Q. The only thing you really had in mind, I presume, would be your 
ineous investments and your ocean services?—A. And lands. : 

| Hon. Mr. Danpuranp: And the smelter. 


a By Hon. Mr. Parent: 


I have another question to ask. Mr. Fairweather made a statement 
effect that from Armstrong to Moncton, which is a line built entirely 
the province of Quebec, it is a paying proposition so far as the Canadian 
al is concerned. I do not want to be unjust to him at all, but I understood 
) say that the C.P.R. had recommended the disappearance of this line. 
g an important question, I suppose the President of the Canadian Pacific 
know about it—A. All I can say is that the whole transcontinental 
m, or at least. the part east of Winnipeg, is still under consideration by 
cers of the two companies. Mr. Macnabb can tell you the state in which 
Ww. 
ere is only one other thing I should like to add, Mr. Chairman, and that 
In approaching the question of unification or other methods of relieving 
sent railway situation, I have almost automatically assumed that in no 
ray could as great savings be secured as through unification. If I thought 
as another way, of course I should be very glad to explore it; but nobody 
suggested another way except co-operation on the one hand and doing 
Jing on the other, which obviously is not going to effect any savings. So I 
4 Teluctantly come to the conclusion that we must face it in rather a big way, 
it may sound drastic, it is not the kind of thing that should prevent us 
scomplishing it if, for example, both the Canadian National and the Cana- 
ific were privately owned and operated and we had power to do it, 
am quite sure if we were two private businesses we would not be 
ng you here now, we would have done it long ago, and I should hope 
s would be in a fair financial position. 
Shaughnessy plan which I mentioned to you earlier, and which was 
1921, of course, is not a plan that would fit in with these conditions. 
ughnessy had a view that most men had at one time, that the fact 
old Grand Trunk began in the United States and ended in the United 
uld make its operation under the auspices of a foreign Government 
i that would give its competitors in the United States a great advantage. 
ft the American railroads would try to take traffic from the Grand Trunk 
ise 10 was a foreign railway owned by a foreign Government and in com- 
their own privately-owned railways. He therefore excluded the 


i ; 


Q. And in the unification you propose to exclude corresponding assets of 


" continental and the Grand Trunk Pacific, and he said, as you know, to th ‘i 


eee NRE Cre COMAUG eR Gc, 
Grand Trunk from his plan. He only put in the Canadian Northern, 


ment: Take over the Canadian Pacific, not on an agreed valuation or 
of that kind, not for cash, but simply on an undertaking that they v 
certain returns. Now, if that had been accomplished in 1921 or shortly afi 
do not believe the Senate committee would be bothered by hearing me to 
~ I do not think we would have had a railway problem. I think our savin 
our lack of unnecessary expansion in the interval would have taken care 
requirements of both companies, and I do not believe the so-called gu 
of common stock would ever have been effective. 


By the Chairman (Right Hon. Mr. Graham) : a 

Q. What would have become of the poor old Grand Trunk?—A. The 
Trunk suffered from other ailments, as you know. i 
Q. Yes—A. If you don’t, Mr. Meighen will tell you. 


Some Hon. Mempers: Oh, oh. 


By the Chairman (Right Hon. Mr. Graham): 

Q. I am not sure that I would want verification. I just interjec 
remark. If the Grand Trunk had been left out, would not a large por 
our transportation have been worse off than it is now?—A. I am inclined to: 
that if the Grand Trunk were out of this combination and under proper adn 
tration and, of course, relieved of its Grand Trunk Pacific obligations, th 
ing would not be very disappointing, because it is a very valuable prope 
Q. I think so. 


By Hon. Mr. Dandurand: 
Q. Sir Edward, you have stated that after examining the whole fi 
have come to the conclusion there is more virtue in unified managemen 
anything you have heard of so far. You are thinking of co-operation 
the laissez faire policy. I desire to lay before you this situation which is i 
mind. Supposing that the people of this country, Parliament, if you will 
senting them, declared, just as did the Duff Commission, against unifi 
amalgamation, and that we are facing that situation of the two railway 
are, and that there is not a rapid recovery from the depression; on the co 
it seems to be sliding down; would not the two railways by dire necessity 
together and make the necessary agreements for their own salvation by co 
tion? I put this question because it may come up to us, and I think 
have to explore that situation of what can be done by the two railways i 
are faced with the fact that the country will not accept amalgamation. ~ 
putting this hypothetically, but suppose it be so and there is a strong tre 
opinion against what would be amalgamation, then is it not our duty 
committee to explore the situation and see if the two railways, left to then 
by sheer necessity would not bring about those economies which they 
unified management?—A. If that happened as you describe it, Senator, 
are two things the railways would do. They would proceed as far as 
under this statute as it is to co-operate with such speed as they find 
And if traffic was thoroughly depressed, as it is at the moment, with 
that it will not continue, and if it continued as it did in 1932 and 193 
individual economies by the railways would be absolutely necessary, a 
would be done, I think, by both companies. We have met these nec 
conditions before. You have a statute which has not, let us say, worke 
- factorily, but it does provide for a certain measure of co-operation bet 
two railways. Now, we will continue to act under that statute and 
we can with it and to make the economies we can under it, and we 3 
[Sir Edward Beatty, G.B.E.] oe 
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| if this entrees ia drastically ice our own expenses as an emergent, 
a permanent, thing at all. It is the permanent solution I am concerning 
f with. 


Frank Scott of Montreal was vice- president and treasurer of the Grand 
nk, and he said that a every dollar the railroad took in, 63 cents came 
Chicago: 


By Hon. Mr. Calder: 


. Sir Edward, we had a statement from Mr. Fairweather to the effect that 
ie present system of attempting to co-operate with a view to making economies 
mtinued along the lines on which it is now conducted, it would take 50 years 
effect the economies that were submitted to the Duff Commission. And if 
am not mistaken, Mr. Armstrong agreed with his view. In other words, they 
n effect that under the system you are attempting to work out at the present 
large economies are practically impossible?—A. We have not discovered 
eans of effecting economies under a co-operative system and still retaining 
petition. That is our trouble. I think Mr. Fairweather said that if time 
e no object, considerable economies could still be effected by a voluntary 


. Then there is an alternative, and that is to apply a little more compul- 
on NG Yes, and I do not believe in that; I do not think it would advance our 


~ Q. You do not believe in that, mainly on the ground that no single person 
ard would be competent, in your judgment?—A. I do not think that inter- 
“on in a compulsory, coercive way would be effective. 

. For what reason?—A. Simply because I do not believe it is proper for 
unal or an individual to be clothed with that power of taking up property, 
oging the administration of a private institution in particular, without any 
sibility to its owners. 


By Hon. Mr. Murdock: 


. Sir Edward, may I ask you a question? I understood you this morning 
indicate that the Canadian Pacific steamships were not included in your 
posal of unification of the railroads?—A. Not yet. 

0. ‘That being the case, if the railways were unified what consideration 
ild be given to the Canadian National half of the unification for their efforts 
nt feeders to the Canadian Pacific steamships?—-A. They would be given 
ract, no doubt, which would entitle them to a proportion of the steamship 


By Right Hon. Mr. Meighen: 

If I got the main feature of this argument here—it is new to me—it 
here are certain results that would come from unification, in the way of 
es. They are similar to, though you claim very much smaller and 
han, the results that would come from co-operation. And just in propor- 
co- operation proceeds and succeeds, the very same objections, if there 
h, that apply to unification would apply to co-operation?—A. Yes, sir. 
more extensive co-operation became, the closer it would be to unification. 
That is, if we got where we are seeking to get along the road of co- 
) n, then the evils that we fear from unification would be upon us too?— 
Ey otly. 

Hon. Mr. Danpuranp: I do not quite understand that. 

tht Hon. Mr. MrtcuEn: To be specific, we should get the same character 
ntages from both, that is the advantages of economy. Sir Edward claims 
i et them in much greater supply and much sooner by unification. 


tion, the price of less labour to get the results, and the price of a virtual 


and in arriving at a virtual monopoly. It is only to the extent that veg d 


| ie head of the lakes to the Pacific that were formerly the Canadian N 


i a me vi 
i" % ys 
oe 4 Gunny 


: His argument is that we fear we shall pay a price for those economies 


And he says that if co-operation succeeds, and in proportion as it does F 1¢ 
—and rapidly if it succeeds rapidly—you pay this very same price 
co-operation. You pay the very same price, in having less labour to do the 


that you get any results at all from co-operation. 


Hon. Mr. Danpuranp: The question is, how far would you camry cr 
operation? 

Right Hon. Mr. MrtcHen: If you only carry it a little distance, you 
a little price but you get only small results. He says if you carry it the di 
that it is urged it should be carried, you would get big economies and you 
get exactly the same other results as you would from unification. 

Hon. Mr. Murvock: But under unification, if the five directors repres 
the Canadian Pacific said “No” to something that was going to affect 
the privately owned company, that thing would not be done, because Sir E 
says that would affect the private company. 

The Wirnsss: No, that would not be so after the event. Then we y 
work for the one company. 


By Hon. Mr. Murdock: 


Q. One company, although there are five directors representing the Cana 
Pacific? And five representing the Canadian National?—A. Yes. 


Right Hon. Mr. Mreicuen: One company managing the two systems. é 


a 
_ 


By Hon. Mr. Murdock: 

Q. And the other five directors appointed?—A. Yes, selected by i 
you have just mentioned. 
The CuarrMan (Hon. Mr. Beaubien): If there are no other questi 

. Sir Edward, we shall go on with someone else. }We are very thankful to 3 
Sir Edward, for the presentation you have made to us. You have thrown 
of light on the subject, undoubtedly, and I am sure this will be very benef 


Mr. T. C. Macnass, General Superintendent, Canadian Pacific Rail lw: 
Company, appeared as a ‘witness and took the stand. 


By Mr. Biggar: 


Q. Mr. Macnabb, what is your present position with the Canadian Pa 
Railway organization?—A. At present, Colonel Biggar, I am the Gener 
Superintendent of the Canadian Pacific lines in the district of New Brunswicl 
At the time of making this estimate of line abandonment, I was the Eng 
of Construction for western lines for the Canadian Pacific. Some years { 
to that I had been occupied in the business of designing, locating and const 
branch lines, for some twelve years, for that railway; and then had the experi 
of being in charge of all the Canadian Pacific lines in the province of Sas 
. chewan, with reference to their maintenance; and from there had the advat 
of going to the mountain territories, from Field to Kamloops, in charge of 
operation of that difficult portion ‘of the railroad. And for some Six 
immediately prior to making this estimate of lines for abandonment, I h 
busy in the work of locating and designing and constructing the branch 

the Canadian Pacific from Fort William to Vancouver Island, and in © 
- capacity had made some fairly thorough examination of the three routes { 


(Mr, T. C. Macnabb.] 
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e advantage, for some six years, of flying throughout all of the 
‘inces, most of British Columbia, and the area known as the Peace 
untry, including that tributary to and beyond the Northern Alberta 
. So that when dealing with the problem of line abandonment, 
pany with an officer who had like extensive and particular information 
erning the situation in eastern Canada, we felt that we could approach the 
em of superfluous lines in Canada, not only those of our own but of the 
dian National, with some feeling that we had a fair conception of the 
em before us. 
‘And that officer who was familiar with the eastern lines was Mr. 
Kenzie?—A,. Yes. 
Q. In Sir Edward Beatty’s statement to-day he told us that you and Mr. 
Kenzie and Mr. Armstrong, the Assistant Chief Engineer, were the three 
ple charged with this question of possible line abandonments?—A. Yes. 
@). And did you act together?—A. We did. 
Q. The three of you?—A. Yes. 
Q. And you were principally concerned, I suppose, with western lines, and 
fr. MacKenzie with the eastern lines?—A. Quite. 
Q. And Mr. Armstrong, with both east and west, generally?—A. Yes. 
. The result was the submission of what has been referred to as Exhibit A, 
of eighty-three possible line abandonments, which are set out in the 
edings, beginning at page 427, was it not?—A. Yes sir. 
At that time had you any knowledge of any proposals with regard to 
andonments which had been previously made, from the Canadian 
nal?—A. No, that was not before us. 
. This committee of the three of you that you have spoken of, was it 
msible for the figures that resulted from the proposals with regard to line 
nments, I mean as to economies that would be effected by these line 
onments?—A. No, that was not their province. Perhaps I can say that 
ere dealing primarily with the location and extent of the lines that would 
idered for abandonment. My evidence would be directed to the line 
nments that were submitted to the Royal Commission and it is important 
in mind the essential distinction between abandonment under unification 
andonment under co-operation. That has been pointed out previously 
spect to the line from Soulanges to Cornwall, a branch of some 27 miles 
Canadian Pacific, which cannot be abandoned under co-operation but 
eh would very properly be a line for abandonment under unification. 
Q. Do you remember what number it is?—A. No. 18, in the Exhibit No. 50, 
7 


on. Mr. Danpuranp: I think there was a map filed by the Canadian 
¢ covering those lines that were to be abandoned.. I wonder if it could not 
over this big map? 


{A map was placed over the large map on the wall.) 
Some Hon. Senators: It is too small. 
Hon. Mr. Danpuranp: I think we will be better with the big one. 


/- By Mr. Biggar: 

Q You could have someone point out any line you speak of on the big 
.. Yes, Mr. Biggar. 

Now, Mr. MacNabb, that. list in Exhibit No. 50, covers, I think, 5,051 
oes it not?—-A. The Canadian Pacific proposals suggested the abandon- 
r all lines, of 5,051 miles. The original submission of the Canadian 
Nal suggested the abandonment of 2,434 miles. They subsequently sub- 
1 to the Royal Commission a study showing 1,966 miles of thin traffic 


uitable for abandonment. In these two figures of the Canadian 
iM i 


- 
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_ National there was a duplication of 141 miles, so that the aggregate » 
of abandonment as described by the Canadian National may fairly be 
«00> 4,259 miles. sons Nee a 
"i Q. Now, the submissions by the Canadian National with regard 

- 2,400 miles are those that form part of Exhibit 42, are they not?—A. I 
it is filed as Exhibit 45. ; 
Q. Exhibit 42-—A. Exhibit 42, and it is shown again in Exhibit 

Q. And the list of the 2,434 miles of proposed abandonments is tha 
appears on page 501 of the Proceedings. Do you know if we have any 
— the 1,966 miles, because that is news to me?—A. That is in Exhibit 45, sir, 
thin traffic lines program for abandonment proposed by the Canadian Na 
a: Q. But that is not printed?—A. No, sir. The estimate of the 5,051 
ide by the Canadian Pacific, and the 2,434 miles by the Canadian National hay 
common 2,098 miles. On that mileage specifically we are agreed. As be ‘ 
the figure of 5,051 of the Canadian Pacific and the aggregate figure of the 4 

miles by the Canadian National, taking other lines, there are 2,430 in com1 

It is relatively of little consequence in the consideration of the prob: 

unification as a whole whether one has regard to the figure of 5,051 m 

4,259 miles, or indeed even a much lower figure than either, as the meas 
probable line abandonment. H 

. Q. Because?—A. As has already been indicated, a large measure 
estimated saving can in fact be achieved, failing complete abandonment, 
routing of traffic and by a program of reduced maintenance on those line 
which traffic is diverted. The complete failure of the line abandonment prog 
would only reduce the total estimated saving by some $7,000,000 at the 1 
Q. You mean that if they were all retained it would reduce that $75,000; 

to $68,000,000?—A. Yes. 
Q. That would mean 10 per cent of the total. And that would be : 
reduced, I suppose, if, instead of abandoning, there was a re-routing and red 
maintenance?—-A. That was taken into account in the $7,000,000. 
Q. That is my difficulty. I understood your $7,000,000 to be the red 

in the $75,000,000 figure if there were no abandonments at all.—A. Cor 
Right Hon. Mr. Mutcuen: But all other economies made. 


By Mr. Biggar: 

Q. But there was a reduced maintenance on all of them, or how mue 

them?—-A. There would probably be a reduced maintenance on all of 

and a re-routing of traffic, which has been taken into the estimate of $75,0 

and which would remain there. 

Q. Retaining a service, but not as high-grade a service?—-A. Preci 

It should be borne in mind that in 19382, when examining the pro 

line abandonments, there was no statutory restriction upon the right 0 

way company to abandon. Since 1933 the approval of the Board of 
Commissioners has been made necessary. Nevertheless, the fact is 
approach to the consideration of the abandonment was substantially in 
hy: the rule which the Board has laid down in its various decisions. 
is Q. The approach in the committee?—A. Precisely. It was recogn 
the committee that the public interest was of first importance, and al 
bearing on the business of the district, the needs of the people, the existel 
alternative rail routes, the available highways and the road transport fa 
where any existed, were carefully weighed. It was assumed that, norma 
way lines were not required closer than twelve miles apart. However, 
now that distance would be very much increased. ; 
Q. Because?—A. Because of the advent of motor vehicle transpor 

Ni [Mr. T. C. Macnabb.] ; fh 
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mean the extension since 1932?—A. In 1930 the motor vehicle was 

factor in rural transportation. Now it is. 

You mean that change has come about in the last eight years?— 
sely. ' Gt 


_ By Hon. Mr. Dandurand: | 


Do you mean in ordinary passenger motor cars, or in trucks?—-A. In 
and in private automobiles. 


men 6 by Mr. Biggar: 

_Q. Have you made any study to formulate any idea of a figure which now 
t be substituted for that twelve miles?—A. No. If there was any con- 
le traffic in the district affected by abandonment, careful consideration 
ven to the route which would be available after abandonment; nor was it 
oked that the country as a whole is in process of development, and that 
uture growth of individual districts demanded consideration. And so, in 
t that has been filed, there has been included the method of handling 
raffic from the abandoned line. 

. You mean in the wide column in the exhibit?—A. Yes. Your honour- 
committee has before it, as Exhibit No. 50, page 427 of the record, a 
le of the track abandonments proposed in the submission of the Cana- 
acific to the Royal Commission. It shows the method of handling the 
¢ from the line proposed to be abandoned. 

. Yes?—A. This exhibit still represents the measure of what, in our 
mt, is possible, though it must be recognized that conditions have to 
xtent changed, and that some adjustment of specific items in the list may 
scessary. This will always be true of any estimate of this kind for the 
1 that between the time of the making of any estimate and its fulfillment 
ies may locate upon a railway line which could as readily and econ- 
ally have been established elsewhere were abandonment an established 
t. The industry may be, and often is, so located on trackage for the 
mce of which there is no economic justification. The same is not neces- 
rue, of course, in the case of mining or of lumbering activities, which may 
herently bound to a specific location. ; 

One such problem presents itself in connection with the proposed abandon- 
from Conmee to Superior Junction, and from Nakina to Paddington, 
appears as item 44 in Exhibit 50. When that was considered— 

That is at the top of page 480.—A. With respect to the abandonment 
onmee to Superior Junction, and from Nakina to Paddington, which is 
tially Winnipeg, and which appears as item 44, I may say that when 
was considered as of 1930 it was the judgment of our committee that the 
igh traffic between Winnipeg and the head of the lakes could be amply 
eare of by the double track main line of the Canadian Pacific and by the 
dian National line through Fort Frances; and in the judgment of the 
uttee there was no local traffic which warranted the continuance of the 
tenance of the National Transcontinental between Nakina and Paddington, 
branch line between Conmee and Superior Junction. 


‘a By Hon. Mr. Dandurand: 
Q. Covering 657 miles—A. The mileage is set out in Exhibit No. 44, and 
vf 


Some development has undoubtedly taken place since 1930 in the area 
y these lines. 


‘Mr. Murpocx; Would you show us Conmee on the map, please? 


"SPECIAL COMMITTEE 


Hon. Mr. DANDURAND: And Superior Junction? fe 
(Superior Junction is indicated on the map.) 


And Nakina to Paddington? 
(Indicated on the map.) 
ale ke: The Witness: Paddington is the operating iNouan fast outside of V 
ey _( nipeg. 

he Some development has taken place since 1930 in the areas served bia 

lines, and the problem in this district would require to-day a re-study befo 
could be said that the entire program could be carried out. Neverth 
should it be found that complete abandonment was inadvisable, a large mea 
of the estimated savings could still be achieved by the re-routing of traffie a1 
a change in the standard of maintenance on the line from which the traffie 7 
_ diverted—a change which, while easy of accomplishment under unificoa 
difficult if not impossible under co-operation. 
A sincere effort was made in our study of the abandonment prograr n 
visualize the situation while unification was in process of achievement, — 
to disabuse our minds of any preference with respect to the lines that m 
be abandoned, as between one company and the other. Undoubtedly, | 
ever, under unified management the unified railway system might make m 
changes in the detail of the abandonment proposals shown in the list 
has been filed, without,- however, materially affecting the ultimate me 
of the saving. ; 


ry 


one GS oasdian Pacific and one Cedian Navona 


mek By Mr. Biggar: 
# Q. That is by your committee?—A. Our committee—it was the C: 
ib dian National line that was marked for abandonment; but co-operative e: 
ination over a more extensive period has resulted in the Canadian Pac 
line actually being removed. That is an example. 


By Hon. Mr. Murdock: 


a 
Q. You mean in this list?—A. Yes, senator. It is a portion of the Linds 
Orillia. 


: i é By Mr. Biggar: 
cea Q. What number is that?—A. No. 34. 


is By Hon. Mr. Murdock: ot 
iy Q. May I ask one question about No. 44, abandonment of Nakin: 
. Winnipeg? Is not Sioux Lookout an important entrance to an imp 
mining field?—A. Quite right, senator, and largely served by aeroplane facilit 
ihe | Q. But still, is there not a oreat deal of traffic that goes in which 
| aeroplane picks up at Sioux Lookout?—A. They could pick it up at the ren 
ing lines, because in flying miles are not of very great importance. 
rene: The remaining line would be at Kenora or Fort Francis?—A. Qui 


By Hon. Mr. Hugessen: 
Q. Most of that development has occurred since 1930?—A. Yes, sir. 


By Mr. Haig: e 
_Q. Where is Hudson on that line? It is up near Sioux Lookout. 3 
Hon. Mr. Murpocx: It is just seven miles west, isn’t it? 


The Wirness: The mining area is now served from Hudson, and t 
planes could just as well be based on Kenora as Hudson, so far as th 
of serving that area is concerned. 
[Mr. T. C. Macnabb.] 
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‘Mr. Biggar: 5. | 

What is the distance between Hudson and Kenora?—A. I have not 
formation before me. 

pproximately? 

on. Mr. Murpocx: About 150 miles. 

The Witness: Not across country. bale 
Right Hon. Mr. Mricuen: It would be about 70 or 80 miles. oe 


By Mr. Biggar: a 
Q. What is the shortest distance between Hudson and the Canadian Pacific 
yi—A. Looking at the map I would say it cannot be 25 miles, © a 
Hon. Mr. Hare: It is 70 or 80 miles, I think. ap 


By Hon. Mr. McRae: 


FC). The C.P.R. is much nearer Sioux Lookout east of Kenora?—A. Yes, 
eral. : 


a 3 By Right Hon. Mr. Meighen: ee 
Q. You could have a point about 25 or 30 miles away?—A. It cannot m 


re than 25 or 30 miles, speaking from my knowledge and recollection of it. 


r. Bigcar: Now, would the committee like Mr. MacNabb to run over 
83 items and indicate which have been dealt, with and in respect; of) 77am 


_the situation, according to his opinion, has changed in the last eight - i 
lon. Mr. McRar: I think that is very necessary for the committee, Bu 
se then they will have a picture of it. eh 
on. Mr. Catper: We had several pictures of the same thing before you i 
le, and I imagine we will get the same kind of picture again. Grp 
Hion. Mr. McRae: You have not had this picture. Bo 


By Right Hon. Mr. Meighen: 


Q. Have you changed your mind in any important way as to any one of 
Is there any one of them that you think cannot be utilized for the 
of saving? A. The answer to that is that while we had in 1932 precise. 
information, personally I have not got parallel information as of 1937 
8. I am quite free to say as I did that development in the interval will 
that study should be made of the specific lines listed for abandonment. 
my position is this, that the whole question of line abandonment under 
ing conditions, when studied from the standpoint of unified management, 
vertheless result in a mileage of about 5,000 that can with profit to the 
y systems of Canada be abandoned without injury to the public at large. — 
, Sir, it is a mere 12.2 per cent, and knowing the situation as it then 
it was certain that that measure of the line abandonment could be 
ed, and since we together considered some 7,248 miles jointly, but 
y, meaning that the sum of our investigations separately resulted in a 
ation of some 7,000 miles of line, it is not pressing the thing to an 
conclusion to say that 5,000 miles can, under unified management be 
ed without public disservice. That, sir, is still our conclusion. . 
a. Mr. Cauper: Mr. Chairman, may I interject here in the fear that 
going to enter upon a discussion which will be very long, and I doubt me) 
it will be very helpful to the committee. For Senator McRae’s informa- a) 
ay say we had the chairman of the Canadian National section and the Oa 
f the C.P.R. section of the joint co-operative committee béfore us. ps es 
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Those two gentlemen, as witnesses, went through somewhere in ie neigh 
hood of 2,500 miles of lines that they were considering for abandonment 
they dealt with them in the greatest detail. - 


Right Hon. Mr. Mriacuen: That was under co-operation. 


‘i Hon. Mr. Catper: Yes. They explained what had been’ accomplished 
- what they were still working at, and so on. 


Hon. Mr. Haic: You should go further, Senator Calder, and say 
when they did submit their abandonment proposals to the Railway Commiss 
they got only a small portion allowed of the ones they had agreed on. 

Hon. Mr. Caupger: One of them stated it would take fifty years to get 
real results under co-operation. Now, the only sections of these railways t 
have not as yet been worked on intensively—I might say it does not look 
there was any hope of getting any results under co-operation—are the | 
from Hope down to the sea; then there is this section between Port Arthur 
Winnipeg and then there is ‘another section over here from Quebec to Mone 
I think if we have Mr. Macnabb’s views of the situation so far as those t 
sections are concerned—there is one other in the West between Portage 
Prairie and Wolseley—which are the main sections upon which we did not g¢ 
what we might call conclusive evidence, probably we might get some | 
from Mr. Macnabb if he would give us his views. 


Right Hon. Mr. MricHpn: Do you mean Mr. Fairweather discussed 
possibility of abandonment on the basis of unification? m 
Hon. Mr. Cautprer: No. . B 
Right Hon. Mr. Mricuen: Then there is no comparison in the two pre 
cases. 
Q. Is not this important? Mr. Fairweather did take up certain on 
I will not name them now—as to which he said that under unification 
could get nowhere. Have you those in mind, Mr. Macnabb?—A. Yes, 
(. I should like your comment on his evidence in so far as it was dire 
to the possibilities under unification?—A. Diamond Junction to Pacific June 
was specifically the one that was referred to. The Canadian Pacific of 
suggested taking up 371 miles, leaving the sections between Edmundataig 
_ Cyr and between Chipman and Pacific a . 


By Hon. Mr. Murdock: 
Q. That is the transcontinental east of Quebec, Mr. Macnabb? 


By Hon. Mr, McRae: 
Q. How many miles?—A. 444. 


By Hon. Mr. Murdock: 


Q. Mr. Fairweather said it was a very important low grade line f 
handling of freight traffic—A. There is no question at all but what the Na 
Transcontinental was designed and built to the most modern specific 
and so far as design is concerned it is a first-class railroad. As regar 
present condition with respect to maintenance, necessarily there is not mué 
be said. It does not follow either, though the line was there able to hai 
large volume of traffic economically, that it was necessarily used. Indee 
information is that it is not used to anything like capacity. Regard 
line, the Canadian Pacific officers had suggested taking up some 37 


By Right Hon. Mr. Merghen: 

Q. Mark on the map the parts you are going to give up.—A. We 

section between Edmunston and Cyr. As a matter of fact that piece o 

now used jointly by the Canadian Pacific and the Canadian Nation: 
co-operation. 

[Mr. T. C. Macnabb.] 


Vy 
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_ By Hon. Mr. McRae: 

I suppose there is some industry there?—A. No. We are using it 
. As we were taking up one, it meant that one would have to remain, 
at one was the National Transcontinental. Since the report of 1932 
use of the National Transcontinental between Cyr and Edmundston has 
put into effect. So that is why that mileage was left out. 


By Hon. Mr. Moraud: 


. I suppose you would provide for communication between those centres. 
The lines were so close together, as they are in many of the items that 
eve submitted for abandonment, that there was no hardship at. all. 


a By Right Hon. Mr. Meighen: 
Q. I can understand how you would consider taking up that parallel part 
you got to its northern extremity, but how could you take up between 
and Edmundston?—A. It was conceded that the two lines to be retained, 


Mntercolonial and the Canadian Pacific line from Maine to Saint John, 
i many years to come. 


By Hon. Mr. McRae: 


. Is there any development along that part of the Transcontinental? 
There is some. It is estimated that the total number of people who would 
t at a greater distance than ten miles from the remaining lines would 
f, over the 444 miles, 30,000. A considerable number of those would be 
tary to the sections which under this proposal would be retained. Even 
ing the figure of 30,000, it would hardly seem necessary to maintain 
les of track for their accommodation. 

. What would you do with them?—A. They are tributary and close to 
remaining lines. 

By Hon. Mr. Moraud: 


Q. How close? In some cases the distance is over 20 miles. And we have 
€ our winters into account. For seven months of the year these people 
be deprived of any communication whatever.—A. My experience in that 
t is that the highways are kept clear, as they were last winter, of snow. 
No, that is just around the cities, not in this part. And then we have 
into account the public reaction. I am sure that if we tried to do 
ith the Transcontinental we would have a revolution there from the 
nities that have got used to that line-—A. Senator, with respect to 
particular question, we still feel that in the Board of Railway Commis- 
ers we have an impartial body that would hear evidence as to the necessities 
e people and the problem of the railways, and would judge fairly 
en us. , 

| Q. Yes, you have that experience; you tried it and you did not get much 
A. We still feel that if the case is put before the Board of Railway 
sioners, and all the evidence is presented to them, that there is no 
but that with respect to the lines we have indicated there will be a 
gment, which will be reasonable as between the people tributary to 
and the railway problem. 

If I may say so, that is not an answer. There are communities all. 
his line, such as L’Islet, Montmagny, Bellechasse, and so on. How 
going to take care of them? They have roads in summer, but how 
he winter? As I say, we have seven months of winter down there. 
ourse, the Témiscouata Railway remains. 


y Brunswick, could handle all the through traffic and the probable increase © 
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~ Riviere du Loup to Edmundston. 


that are not served by the Témiscouata at all. Your suggestion is to 
the line from Diamond. 


Call it Quebec. Quebec may be a jewel, but not necessarily a diamond. ~ 


it and deprive these communities of the communication that they have had 


on the main line for through traffic. Is it your idea that you could d 
even if you did not abandon in that case?—A. Yes, Senator Meighe: 


Mee farther and venture this, that under unified management, considering the 


- management in that territory. 
+ [Mr, T. C. Macnabb.] 


Q. That has nothing to do with it at all—A. The Témiscot 
Q. I am speaking of L’Islet, Bellechasse, Montmagny, and othe 


Hon. Mr. Parent: I hope the name “ Diamond” is not used any me 


The Wrrness: From the map it looks as if 15 miles would be the maxin 
distance from Témiscouata to the National Transcontinental, between Témi 
ecouata and Edmundston. p 

By Hon. Mr. Moraud: ; 

Q. Some of these communities are 25 miles, I think, from the Intercolonié 
Before they had the Transcontinental, they just went to the Intercolo 
But now that they have the Transcontinental, how could we possibly ab 


the Transcontinental was built? I do not think we could do it. I do nott 
the people would stand for it—A. Of course, we would have to make our 
before the Board of Railway Commissioners, who would have to rule a 
whether or not in line abandonment, in the general problem, it would be 
to take away some transportation facilities which had existed, that is, ¢0 
sidering the problem as a whole. q 
By Hon. Mr, Parent: 4 

Q. In the face of Mr. Fairweather’s remark that that particular line is 
paying proposition, why would you recommend its abandonment?—A. I w 
examine the line as it exists to-day, Senator, and I am quite free to admit 
as of 1937 the conclusion might not be the same as it was under the cond: 
of 1930. ~ii 


By Hon. Mr. Moraud: | 

Q. Would you still recommend the abandonment of those 300 odd miles?- 

A. No, but I say that under unified management, throughout the whi 
Canada, though there might be individual lines such as this one, perchance 
which on examination as of 1938 would not be found abandonable, nevert 
in the entire view of the whole country the measure of the savings under 
abandonment would reach some 5,000 miles. 


By Right Hon. Mr. Meighen: 

Q. In that case there they do seem to be very close, but assuming 
you found you could not abandon, I do not see how it could be possib 
maintain the road for any purpose other than what it is maintained for 
I do not think you could reduce the maintenance charges, because it is 


examination, assuming that this line were to remain, would then be made of 
lines as between the ports and, say, Montreal, and we would then make un 
unified management the best use of what we had available. And I 


of $75,000,000, and the National Transcontinental remaining, we would be al 
to use it in a program of rerouting traffic, which would result in additior 
savings by a larger use of the facilities that were available in the 1 
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Hon. Mr. Parent: ? 
Macnabb, after your studies of the whole situation, have you come 
lusion that the province of Quebec has, per capita, the least railway 
the whole Dominion?—A. Senator, I have not examined that problem. 

bring you the abandonment mileage by provinces, if we may, and 
t what that may be. I do not know, because we were dealing with the 
roblem as it existed for the entire Dominion. 


0 


_ By Hon. Mr. McRae: 


Mr. Macnabb, at the risk of repeating, I must say I am rather astonished 
» figures you give. You say that if you did not abandon a mile of those 
0 miles, but reduced the services, it would only make a difference of $7,000,000 


iled to appreciate is that under unified management there could be 
ig of traffic, which would so relieve those lines that we propose to abandon 
to have remaining to them a minimum of service and enable us to get economies 
other lines where the traffic went. 

Well, then, if your figures are correct in that regard, the abandonment 
ines is not so very serious, after all?—A. Quite right, General. 

on. Mr. Cauper: We have evidence that anywhere from 1,200 to 1,500 
have been abandoned and the economies resulting run, in one group, 
d $600 per mile, and, in the other group, $800 per mile. That is actually 


By Hon, Mr. McRae: 


. We now have figures that if we did not abandon any of the 5,000 miles, 
would be a difference of only about $7,500,000 in the saving?—A. About 
‘cent, General, would be the difference. 
. Those figures seem very small to me. 


m. Mr. Catper: We had a statement from Mr. Fairweather that if the 


5,000 miles were abandoned, the saving would be $5,000,000. 
lon. Mr. McRar: Abandonment is not such a serious matter, apparently, 


> Committee adjourned until 10.45 to-morrow morning. 


> 


by 
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00,000 in your calculations, is that right?—A. Yes, General. What you. 
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EXHIBIT 51 
Statement by Sir Edward Beatty on savings from unification, to the Ff ) 
Commission on Railways and Transportation. x 


UNIFICATION 


A representative Committee of officers has completed a study of t 
economies possible by unification of the Canadian National and Canad 
Pacific systems under private management, to which I referred when 1a 
last before the Commission. Copies of the study have been filed. . a 

Before explaining briefly the factors entering into their computati 
- would point out the self-evident fact that maximum economies are only poss 
through complete unification. The more favourably situated lines, the bett 
facilities and equipment of the two companies would be available to carry 
the combined operation in the most efficient manner and at the least exp 
There would be none of the conflicting interests which are ever prese 
endeavouring to secure economies by co-operative effort. In every case | 
the two companies are performing similar services, if either company 1s 
advantageously placed that advantage would be secured for the operati 
the unified property. Gradually, duplication in facilities would disappear 
resultant decrease in maintenance expense. Duplicate expansion, invo 
unnecessary competitive expenditures, would be avoided in the future. 
visory and general expenses would be materially lessened. An im 
feature, upon which I will enlarge later, is that these advantages ¢ 
achieved, I believe, without material detriment in service to the public and 
a4 minimum of disturbance to labour. In certain territories unification W 
actually permit a freer movement of passengers and freight. ie 

The Committee took as the base for their calculation the year 1930 
this they were conservative, as the expenditures in that year were less th 
average for the period 1923-30. They assumed that unification had 
completed; the co-ordinating period, which has been set at five years, h 
elapsed. ¥ 

The first task of the Committee was to determine what tracks it W 
considered could be abandoned if the properties were operated as @ 
Lines which they thought could be eliminated are listed in Exhibit “A,” ¥ 
also shows the proposed method of handling the traffic from these line 
is possible that in carrying out the program, changes in the details o: 
lines to be abandoned might be found advisable, but we are confident 
unification would permit an abandonment in excess of 5,000 miles. a 

Amongst the lines which would be dispensed with is the National 
continental between Winnipeg and Nakina, and the old Canadian Nor 
between Long Lac and Ottawa. At present there are three railwa 
between Winnipeg and Eastern Canada, one of which is double-track 
tinuously between Winnipeg and Fort William, and for short stretches 
Fort William and Sudbury, the aggregate mileage of which stretches 
Over the latter railway could be handled with ease all the traffic betwer 
William and North Bay, and a large proportion of the traffic between W 
and the head of the lakes. One of the other lines is, therefore, su 
The National Transcontinental was built at great expense with th 
object of providing an eastern connection for the Grand Trunk Pae 

of providing a low grade line for the haulage of grain from Winnipeg to 
and other Eastern seaports. Practically no grain now moves all 


‘a 
: 
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in the Hast, and the opening of Vancouver export route. In any case, 
upeg is not the breaking point for grain shipments, as all trading on 
ward moving grain is done on the basis of Fort William or Port Arthur 
ery, weights and grades. The Drayton-Acworth Commission recognized 
ndition and the report said “Winnipeg is primarily a collecting and 
uting rather than a producing centre. What it does produce goes mainly 
ward.” (Sessional Paper 20g 7 George V, 1917, Page Ixvi). If the Canadian 
hern tracks between Port Arthur and Long Lae are preserved, the traffic 
1 still move on easy grades from the head of Lake Superior to Quebee and 
- seaports. The Canadian Northern line between Winnipeg and Port 
ur should be maintained in preference to the National Transcontinental 
use it serves more important communities and affords a connection with 
way to Duluth. The double-tracked Canadian Pacific line, in conjunction 
the Canadian Northern line, can handle all the grain and other traffic 
een Winnipeg and Lake Superior. The portion of the National Trans- 
nental preserved will enable it to provide for the necessitics of the timber, 
Itural and mineral territory in Northern Ontario and Northern Quehec, 
with running rights over the Temiskaming and Northern Ontario Railway 
en Cochrane and North Bay, it will furnish an alternative route for other 
between the East and the West. Between North Bay and Ottawa all 
e can be easily provided for on the Canadian Pacific. It is also proposed 
ke up the rails of the National Transcontinental between Diamond and 
mundston and between Cyr and Chipman, as the existing and potential 
igh traffic could be provided for on the Intercolonial and the Canadian 
¢ short line, and the local traffic is light. The existence of this route 
d from the Maritimes has little or no bearing on freight and passenger 
which are governed by other competitive conditions. 

The program also provides for the removal of Canadian Pacific rails 
en Glen Tay and Whitby, and between Woodstock and Windsor. In those 
ories the double-tracked line of the Canadian National would be utilized 
uch local traffic as exists could be provided for without serious inconvenience. 
‘he Canadian Pacific rails between Saskatoon and Unity would be taken 
it is a secondary main line closely parallel to the main line of the Cana- 
National. Between Kamloops and Hope the Canadian National line would 
ed and the Canadian Pacific eliminated. Although older, and of first class 
nent character, the latter is less favorably situated in the matter of 
nts. From Hope to Vancouver the Canadian Pacific route would be 
ed, advantage being taken of the double-track mileage between Ruby 
and Vancouver, and of the coast terminals of that company. 

he other changes, although numerous and involving in the aggregate con- 
ble mileage, affect only branch lines which parallel others, or on which 
i¢ is unprofitably light. 

he passenger train services of the two companies in 1930 were next care- 
previewed. A detailed calculation was made of the reduction in train and 
mileage which could be achieved without detriment to the public service. 
eduction would be brought about by the consolidation of lightly loaded 
now operated between the larger centres of population and in trans- 
tal service and by the re-routing of trains over the shorter or more 
nical route. There would be a saving of 7,500,000 train miles, or 16°2 
, and in excess of 51,000,000 car miles, or 14:9 per cent. 

fication of the two systems would result in the re-routing of freight 
tween many points with resulting economy. Wherever there are alternate 
he most favorable could be used. Merchandise traffic is handled be- 


t to the East because of water competition and the increase of storage 


There would be a reduction in number of cars required to handle less-than-¢ 


traffic in pak cars. 


~ international, interstate and Great Lakes traffic. Naturally these changes 
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of traffic offering. Unification would permit a consolidation of these si 1 


freight between the same large centres. There would be a saving in swite 
expense, and, in many cases, in train mileage because of consolidation of t 


The effect of all these factors was carefully computed. The saving is « 
mated at 5,300,000 train miles, or 9°2 per cent, and 67,000,000 freight car nf 
or 3:3 per cent. 7 

In addition there would be further reductions in mileage which have 9 
been computed. In many of the alternate routes examined, the costs appeai 
approximately equal and no saving in mileage was included. As one of 1 
routes must, in practically every case, be more ‘favour able than the other, furtl 
examination of such routes undoubtedly would increase the total mileage to 
saved. Unification would permit a redistribution of locomotives to advanta 
ensuring larger average daily mileage for the most efficient units. Handling 
the combined traffic over the favourable route, because of the greater volt 
would result in a decrease in unit costs of operation. These further savings 
not be calculated in dollars and cents in the time available. = 

To determine what would be done under unification at each terminal y 
require a detailed study of the physical conditions and traffic of both prop 
at each point in relation to the surrounding territory. Exhibit “D” conta 
a list of the terminals where materia! reductions in expenses will be pos 
The concentration of similar work in certain yards, the movement of ¢ 
through terminals by the most economical route, the elimination of interck 
requirements, and the reduction in switching because of fewer trains and 
to be handled will mean a reduction in yard switching expense. Consolid: 
of freight and passenger services in the sheds and stations of one comp 
the other will be a convenience to the public and will result in economies t 
public beyond the saving in railway expenses. The situation at these termin 
has been examined in a preliminary way and a conservative estimate 0: 
savings which will accrue was determined. Unification will result in avo 
the replacement and enlargement of many facilities which, if the railways 
tinue to be operated separately, will involve heavy expenditures for both r 
and indeed will permit the abandonment of some existing facilities wi 
resultant saving in maintenance expense which has not been computed. 

A list of the main locomotive and car repair shops of both compa ii 
given in Exhibit “E.” Unification will result in the use of the most e 
shops to handle the work of the combined systems. Similar work wo 
concentrated, as far as possible, in one or more shops, thus reducing th 
cost of repairs. The most efficient machinery of the two companies woulé 
available for the combined repairs. ; 

The expenditure for supervision will be materially decreased. There 
duplicating supervisory offices in many centres. A great part of superv 
officers’ time is occupied in travelling. The time so occupied in the cours 
their duties will be lessened by the concentration of their work in more comps 
territory. They will be able to more effectively handle greater mileage al 
be close to their headquarters and to other points under their jurisdiction. — 
number of offices will be decreased with a saving in clerical expense 
number required to take care of the property after unification has been ¢ 
and is shown in Exhibit “F.” 

Unification would have its effect on railway operating revenues. 
been set out in Exhibit “G.” There would be a gain to the unified 
in gross revenues by securing a longer haul over the combined syst 


be affected by relations with other carriers concerned on account of 
interchange. In time, however, there would undoubtedly be an i 
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ues in this way. On the other hand, there would be a loss in gross revenues 
gh adjustment of rates brought about by use of shorter mileage and change 
minal arrangements, and through traffic lost to other transportation agencies 
account of abandonment of track. The loss to the railways in adjustment 
ates would be a direct gain to the public in a reduction of their transporta- 
m charges. This is one of the ways in which the benefits of the unification 
ould directly accrue to users of the railway. 
3. Having determined the major reductions possible in track, train and car 
ileage, and examined the possibilities for economies in terminals, shops and in 
ervision, which have been discussed under Exhibits “A” to “ F,” the 
mmmittee carried these reductions through the general accounts under which 
ilway expenditures are classified. Page 1 of Exhibit “H” is a summary of 
e total reductions in operating expenses, amounting to $64,267,000. 
_ The net savings in the first account, Maintenance of Way and Structures, 
nounts to $14,888,000. The cost of maintenance for the unified properties, 
mparative with the separately operated properties, was determined by applying 
madian Pacific unit costs of 1930 under the various accounts on a track 
ileage basis to the reduced mileage. Our engineers are satisfied that the 
ndition of the two properties is such as to make this proper. In the accounts 
uich would be affected, allowance was made for the difference between double 
d single track and between main line and branch lines. The major part of 
€ saving is through the abandonment of the 5,000 miles of track; there is also 
me saving through the application of the Canadian Pacific unit costs, particu- 
‘ly in Superintendence. As is pointed out on Page 2, there are substantial 
vings which were not determined or included. 
The net saving in Maintenance of Equipment amounts to $14,360,000. 
le cost of maintenance for the unified properties was determined by applying 
madian Pacific unit repair costs to the locomotive and car mileages of the 
ified system. This method takes into account the reduction in train and car 
leage, as well as unit costs. Our mechanical officers consider we would not 
ly be able to equal our unit repair costs for the unified system, but, in the case 
locomotive and freight car repairs, would be able to achieve a 5 per cent 
luction through a higher percentage of modern equipment being in service, 
d through concentrating repair work on a production basis at the most 
cient shops. There would be substantial savings in Superintendence. No 
ring was calculated for retirement charges or for the savings to be secured in 
} purchase of materials and handling of stores. 
_The reduction in Traffic Expenses was computed as $5,775,000. Elimina- 
1 of competition would enable a complete consolidation of the activities 
the traffic department throughout the world. In Canada, to a large extent, 
| elsewhere, to a more limited extent, the activities of the traffic departments 
the two railways are directed one against the other. With a materially 
uced expense, a combined traffic department could adequately serve the 
lie and bend its energies to meeting the competition of other transportation 
neies. There would be a saving in advertising and miscellaneous expen- 
res. 
The largest item in the saving is that of Transportation-Rail Line, amouting 
$23,994,000. This consists of $1,290,000 in Superintendence, which has been 
puted in the same manner as Superintendence in other general accounts. 
ap track abandonment and the consolidation of divisions, it is estimated 
iere would be a reduction of 20% in the train despatching expense. The 
in station and in yard service have been computed at. $3,470,000 and 

000 respectively. These savings were calculated by a detailed exam- 
m of expenditures at the places shown in Exhibit “D”. They reflect the 
ons in track mileage, and, to a limited extent, the reductions in train and 
ge. Unification would enable very large savings to be made in the 
ures chargeable to these accounts, which include the handling of less- 


b 
f 


- full possibilities of the saving which could be achieved in these servi 
to visualize. The railways operated separately are continually findi 


largest item in Transportation is a saving of $13,215,000 in train 


used, in the main, were those of the combined system so as to give effec 


- connections, made possible by the opening up of interchange points fe 


and their re-erection on new sites. No proportion of the cost of suc 
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han: edloan freight j in freight sheds and of erecting of cars abt teri 


of reducing their own expenditures. It would take years to find an 
effect all the economies which will be possible for the unified propertie 


reflecting the decreased passenger and freight train mileage. The unit ¢ 


the different operating conditions on the two roads. The saving in fu 
was based upon the reduction in train 2nd car mileage, (corrected May 
‘An allowance has been made for the benefit to be derived from the use of 
most efficient locomotives, the purchase of coal in larger quantities fr 
most favorable sources and improved operating practices which would be r 
possible by unification. The saving of $1,521,000 in Other Expenses 1 
a reduction in sleeping car expense due to a reduction in mileage, a redui 

in signal and interlocker expense and in miscellaneous items. 

The small reduction shown in Transportation-Water Line, is thro 
unification of services on the Okanagan Lakes. im 
The net saving in General Expenses amounts to $4,289,000. The’ 
administration and accounting for the unified properties was determi 
applying Canadian Pacific costs to the mileage of the unified systen 
deducting 20% on account of unification. 4, 
The reduction of $918,249 for Dining and Buffet Service was broug 
about by estimated decrease in dining car mileage required for the re uce 
passenger train service. 
Turning back to the figures shown on the right hand side of the su ; 

it will be found that the first two items are the totals of Exhibits “G” and © 
which I have just described. 
Miscellaneous Income Items, $211,000, consist of a gain of $50, 000. 
of Equipment, through the quicker return of foreign cars to United 


railways which are now available to only one or the other, the unificati 
stockyards and abattoirs at Montreal and the saving from abandoning 
miles of the Lake Erie & Northern tracks shown in Exhibit rah 

The item, British Columbia Coast Steamers, is the saving which wo 

made through the consolidation of the coast services of the two compani 

Exhibits “IT” and “J” show the savings in Telegraph and Express Serv 
Unification of the two railways will permit greater economies than woul 
possible through the consolidation of these services without such unifi 
due to abandonment of line and reduction of passenger train services. 

A saving of $300,000 has been estimated for Colonization, Developm 
Insurance due to consolidation of offices. 

A unified system would require smaller stocks of material than the 1 
‘roads operated separately. The money realized from the material relea 
from the material salvaged from abandoned tracks could be otherwise emp 

The saving, computing ‘interest at 5 per cent, has been estimated as $1 
per annum. 

Due to the consolidation of traffic, fewer cars will be necessary at 
reduction in train mileage will be reflected in a saving in number of locom 
required. There would, therefore, be a reduction in investment in equip! 
as compared with the probable future requirements of the two systems 0 

separately. There has been included in the saving an item of $4,650,000, 
senting interest at 5 per cent per annum on the reduction in investment. — i 
The abandonment of railway mileage will involve, in some instance 


wi 


removal or demolition of industrial plants, orain elevators and other warel 
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in the study, but the incidental items of saving to which T have 

not having been reduced, or as not being reducible to figures will, it 

jated, more than counterbalance any such incidental items of expense. 

ount must be taken also of the saving in future capital expenditures. 

ding for the normal growth of traffic and changes in its character, the 

on of one plant would obviously cost much less than the extension of 

This consideration would apply throughout the entire scheme of additions 

| betterments necessary to adapt the system from time to time to the use 

w machinery and methods. I regard this as a most important element in 

ion, as one involving a very large item of saving. 

om the care taken in the calculation, I feel sure that close scrutiny will 

that the total saving of $75,000,000 is conservative. Our officers will be 

to explain in detail the method followed and give particulars of the 

ations when required. 

It may be of interest to know that the basis of our computations was 

ed by the railway officer responsible for the study of economies which 

anied the application to the Interstate Commerce Commission by the 
Northern Railway and the Northern Pacific Railroad for authority to 

ate those properties. In his opinion the calculations were made on the 

nes and his conclusion was that if consolidation was completed, the actual 

gs would in all probability considerably exceed our estimate. 

have said that a period of five years must elapse before a complete con- 

ion of the properties can be effected. In the meantime the employees 

ced by the gradual fulfillment of the program can, to a considerable 

be absorbed through the normal growth of traffic (taking into account mips 
that the volume is now sub-normal) and by the normal turnover through : 
ment and withdrawal. A detailed study covering the years 1925 and 1926 ae 
nade in connection with the proposed amalgamation of the Great Northern ne 
orthern Pacific and it disclosed a labour turnover of 6 per cent per annum if 
ase railways. If this turnover on Canadian railways amounted to only 

ent per annum during the five-year period, it would more than provide 
number of employees affected, without allowance for any improvement i) 
e conditions. There would be individual cases which could not be so 3 
d of, and these would have to be met by some form of compensation 
ate to the circumstances. 


| Submitted to Royal Commission, February 19, 1932. 
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ORDER OF APPOINTMENT 


(Extracts from the Minutes of Proceedings of the Senate for March 30, 1988 

Resolved,—That a Committee of the Senate be appointed to enquire in 
and report upon the best means of relieving the country from its extremel} 
serious railway condition and financial burden consequent thereto, with powe 
to send for persons, papers and records, and that the said Committee cons 
of twenty Senators. 4 


v: 
ig 


Ordered that the said Special Committee be composed of the Honoural 
Senators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandura: 
Graham, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdo 
Parent Robinson, Sharpe and Sinclair. q 
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MINUTES OF EVIDENCE 


THE SENATE, 


WEDNESDAY, May 25, 1938. 


The Special Committee appointed to inquire into and report upon the best 
of relieving the country from its extremely serious railway condition and 


al burden consequent thereto, met this day at 10.45 a.m. 


Col. O. M. Biggar, K.C., Counsel to the Committee. 


T. C. Macnasp (examination resumed). 


The CuarrMan (Right Hon. Mr. Graham): Are you ready, gentlemen? 


Hon. Mr. Danpuranp: Mr. Chairman, if you will look at Exhibit No. 50, 
27 of our proceedings, you will find a list of lines representing 5,501 miles 
re suggested as capable of being abandoned. Shall we ask Mr. Macnabb 
ify the possibility of abandoning that mileage, dealing with each of the 
y-three lines in turn? It was suggested by Senator Calder that we might 
ourselves to the larger lines. That is the question I should like the com- 
settle. 

CuairMAN (Right Hon. Mr. Graham): What do you say, gentlemen? 
u decided to take the larger ones? 


. Mr. Brack: It would take a great deal of time to go over all the lines, 
e. 

| Cuairman (Right Hon. Mr. Graham): I should think so. 
Hon. Mr. Parent: It will depend on the knowledge of the witness. 


. Mr. Danpuranp: Of course, he would have to tell us the industrial 
along those lines, what he thinks is feasible, and what, under the 
f the Railway Board, can be abandoned. 


. Mr. Brack: I should like to have the full list, Mr. Chairman, providing 
et along without too many questions from the members of the com- 


Hon. Mr. Horsry: We might deal first with the larger ones, and then if any- 
vants to hear about the smaller lines we could deal with them. 
HAIRMAN (Right Hon. Mr. Graham): Perhaps some of the smaller lines 
a greater density of traffic than some of the larger ones, which were 
xperiments and have length without much breadth. What do you 
1 we take them all until we decide to stop? : 
Hon. Mr. Rostnson: You will never get through if you go into everything 
that way. 
Mr. Buack: Suppose we go on, Mr. Chairman, until the Chair decides 
al] stop? ; 
TAIRMAN (Right Hon. Mr. Graham) : Suppose we deal with them in 
way, and then we can ask more detailed questions, if necessary. 
‘ae 625 
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The Cuarrman (Hon. Mr. Beaubien): Mr. Macnabb, I mad 
gestion that we could shorten the examination if we took a certain proport 
of the 5,000 miles upon which both railways agreed in 1982. a 


The Wrrness: 2,098 miles, 40 per cent. 


By the Chairman (Hon. Mr. Beaubien) : ; 
Q. Do you think, Mr. Macnabb, you could point those out first of all tot 
committee? Then we could concentrate on the balance, and if we find 1 
that there is too great a divergence of opinion between the two railways, w: 
leave that portion aside altogether. After all, it only represents a small ¢ 
portion of the economy you have in view. Is not that true?—A. Yes, } 
Chairman. Forty per cent is agreed upon of the 5,000 miles we proposed. 
~ it leaves of the estimate some $4,000,000 unaccounted for out of the $75,000,0 
Q. If we can show an economy to the extent of $70,000,000, I think 
shall have done fairly well. Ey 
Some Hon. Mempers: Hear, hear. 


Hon. Mr. Murvock: A little over-anxious. 
The Cuamman (Hon. Mr. Beaubien): I am sorry. Am I not like you 
sometimes? ry ‘g 
Hon. Mr. Murpock: Yes. If we took Nos. 5, 7, 24, 26, 39, 41 and 44, s 
of these proposed abandonments, we would have the important ones, I th 
The CHamman (Hon. Mr. Beaubien): Are those the ones agreed upon? 
Hon. Mr. Murvockx: Both railroads have not agreed upon those, but tl 
are in the list which, I understand, has been submitted by Mr. Macnabb. 
Hon. Mr. Rosryson: Mr. Chairman, I should like to know about the li 
that are agreed upon between the two railways. | 
The Cuamman (Hon. Mr. Beaubien): That is my proposition. Let 
begin with 1932, for instance. a 
The Cuarrman (Right Hon. Mr. Graham): Agreed upon for what. 
Hon. Mr. Rozsrnson: Abandonment. i 
The CuarMan (Right Hon. Mr. Graham): It may be agreed upon 
study or to abandon. & 
Hon. Mr. Haic: Mr. Chairman, if I understood Mr. Macnabb yes 
he said they had suggested 5,000 miles which they considered capabl 
abandonment, and that the C.N.R. suggested 2,400 miles. q 
The Cuamman (Right Hon. Mr. Graham): Of that 5,000? sy 
Hon. Mr. Hate: No; 2,400 by itself. He added that 1,900 miles V 
included in both plans. = 
The Wrrness: 2,098 were common to both, Senator. a“ 
Hon. Mr. Hate: I suggest that we take the 2,100 miles common to. 
of them and get that out of the way. Then the C.N.R. suggested some 1 
miles of thin lines that might be considered, and the C.P.R. suggestec 
miles for consideration. Let us get the 2,100 miles first and see W 
they agree. ; a 
~~ Hon. Mr. Corp: I did not understand that there was any agreemél 
regard to that. I understood it was agreement as to study. A a 
(Mr, T. C. Macnabb.] cat 
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. Mr. Caper: If I may be permitted. We have already considered 
every one of those lines of the 2,100 miles. We had Mr. Fairweather’s 
in the case of every line. Then he was followed by Mr. Armstrong, 
hen Mr. Armstrong got half-way through we decided there was no use 
further evidence on that point, and Mr. Armstrong did not continue 
ailed discussion. Am I not right, Mr. Armstrong, that you were stopped 
e we did not consider it necessary? And he made a further statement 
myself, when I inquired, to the effect that he practically agreed with the 
clusions reached by Mr. Fairweather, according to his evidence, as to the 
bilities of abandonment of that whole section. So I think we have 
dy done all we can in that phase of the situation. 


Jon. Mr. Hara: You have missed the point I am making. Honestly, you 
._ We discussed the ones that the ordinary committees, together, negotiated 
I want something more than that. I want Mr. Macnabb to take his 
fer, and say, “ From Winnipeg to Regina we both recommended certain 
ndonments.” 

Hon. Mr. Carper: That is what we dealt with. 


Hon. Mr. Haic: We only dealt with them separately. I asked about the 
from Portage la Prairie to Moseley, Saskatchewan. 


Hon. Mr. Catper: We had the information of both the gentlemen. 


~The Cuarrman (Right Hon. Mr. Graham): Our counsel has before him 
way in which, he says, he can make it clear. 

Mr. Bicear: This is the position as far as it appears from the proceed- 
ss. In the proposal with regard to economies that were derivable from con- 
idation made by Mr. Fairweather to the Duff Commission, which is printed 
ibit 42, beginning at page 474, there was included as Exhibit 10, which 
printed at page 500, a list of what are described in the heading as “Lines 
ed to be abandoned,” and the total mileage of those lines, of which there 
me fifty, is 2,434, as appears in the last column but two on page 501. 
was said in the main body of the report on the subject of that list is 
e found at page 478, toward the bottom of the page. There it is said: 


. The abandonment of duplicating lines constitues one of the major 

economies possible as a result of consolidation. Occasion may also 
_ be taken for the abandonment of thin traffic lines with a view to further 
‘increasing the average traffic density of the system. The line abandon- 
_ ments contemplated in this study are shown in detail on Exhibit 10. 
_ They are comprised as follows:— 


Miles 
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in Mr, Fairweather’s evidence, at pages 312 and following, he read to the 
tee a comment that he and Mr. Gzowski had made in writing on the 
| April, 1932, to the Duff Commission with regard to his own and the 
bandonment proposals, and in that, at page 313, the middle of the page, 
lowing appears: 
___ An analysis of the Canadian Pacific program indicates that the main. 
differences between it and the Canadian National program in our judgment 
arise out of the violation by the Canadian Pacific of one or more of these 
Tundamental premises, which in our opinion constitute the only possible 
justification for abandonment. This violation may have arisen from 
f information, from inadequate treatment of the data or from a 
jection by the Canadian Pacific Railway of the premises. 
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A comparison of the two programs is as follows:— — ) 
i is sig 3 C.P:R. ~ CN. Ra 
i ae Total mileage of programs.. .. .... .. 5,051 2,434 
8 is Mileage common to both programs.. .. 2,098 — 2,098 
And then he goes on to add some further comments, so that the position ¥ 
regard to the 2,098 miles— : 
The Cuarman (Right Hon. Mr. Graham): Now, let us get it clear. Dr 
that mean the two lines have agreed— 3 
Mr. Bicear: No. 
The Cuarrman (Right Hon. Mr. Graham): —on the abandonment 
2,000 miles? I 
Mr. Biccar: Not at all. , 
The Cuarman (Right Hon. Mr. Graham): Or the study? 4 
Mr. Biccar: Neither. q 
The CuarrMan (Right Hon. Mr. Graham): What does this mean, then? 
Mr. Biccar: It means that the Duff Commission invited both railwe 
submit an estimate of the economies they, respectively and independ: 
thought could be effected by unification or consolidation. In the submissio 
each of them made independently on the basis of consolidation or unificati 
they each included a proposal with regard to the abandonment of lines ass 
that the railways were consolidated or unified. The one said, “ We can ab 
5,051 miles on the basis of unification,” and the other said, “ We can 
2,434.” And of those two lists of possible abandonments there were in th 
"+ respective and independent judgments 2,098 miles common to both programs 
The CuatrMan (Right Hon. Mr. Graham): Then, as a matter of fe 
they did not agree on anything. ; 
Mr. Biccar: They did not agree on anything. = 
Hon. Mr. Carper: What portion of that have we considered in detail? 
Mr, Biccar: I think almost none. : 
Hon. Mr. Catper: What was all Mr. Fairweather’s evidence about? ~ 
Mr. Biccar: It was directed really to co-operation. 4 
Hon. Mr. Caper: But then the lines that were dealt with under co-op 
were included in the 2,100 miles of the 5,050 miles. 
Mr. Biccar: That is perfectly true, but the total, you see, that has b 
dealt with on the basis of abandonment under co-operation—it is in Exhibit - 
29 and I can give the exact mileage; no, it is not there exactly, but 
Mr. Armstrong can give me that figure. I cannot add it up. Mr. Arms 
do you remember how much the co-operative abandoned mileage, that is tos 
abandoned with joint use of the remaining line, amounted to? a 
Mr. Armstronc: If I may answer, approved and effective under co-operal 
studies, the total is 748 miles. % 
Mr. Brccar: And my recollection is that some 500 miles of that was f 
et of the 2,098 miles—about a quarter. : 


erat 


By Hon. Mr. Dandurand: 
‘ka Q. Does that comprise, Mr. Macnabb, the lines that are being stud 
Py on which there seems to be an agreement between the two roads as to 
eek. favourable conclusion, because there is a lot of work that is going on 
: . that have not yet been decided upon but where there seems to be no disa 
between the two railways?—A. It is true that we are still working on lin 
_ ¢o-operation to see if they may be abandoned by agreement; but th 
already been in this list submitted to us—and I have the numbers here— 
(Mr. T. C. Macnabb.] = 
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x By Hon. Mr. Calder: 
PQ. Those have actually been abandoned?—A. Both abandoned or approved 


oa 


abandonment. 
_ Q. Could you give the mileage that you have under study that has been 
arried so far—-—A. No, I could not give you that. I have not the figures before 
P but there is a large mileage. 
Q. Could you give the approximate mileage?—A. There is actively under 
udy by the Co-operative Committees something over 1,000 miles, in addition to 
1ese 748 miles. 


- Hon. Mr. Cauper: I am only trying to avoid a duplication of evidence, which 


4 my opinion is not necessary. Is Mr. Fairweather here? Mr. Fairweather, 


ou went over a long list of possible abandonments in detail. There must have 
een about 30 or 40. You remember that? 


_ Mr. Farrweatuer: Yes, sir. 


as? 
q Mr. FarrwkATHER: I could not say offhand. 

- Hon. Mr. Cauper: My recollection is that it. was 2,000 miles. 

_ Mr. Farrweatuer: In combination, the lines which had been studied and 
jected as showing no economies, and the lines which had been studied and 
dorted for abandonment, and the lines still under study, comprise considerably 
1 excess of 2,000 miles. 

- Hon. Mr. Cauprer: That is my recollection. Now, Mr. Armstrong, you 
lowed, and were dealing with the same subject, and you took it in detail. 
started in on the same list, if I remember correctly, and took up the same 
udy to a certain point when the committee said that is sufficient. 

Mr. Armsrronc: Yes, sir. 

_ Hon. Mr. Carper: It is the same list? 

Mr. Armsrrona: Senator, at the time I was speaking from the viewpoint of 


tion or are to be considered under co-operation are included in the unifica- 
mileages, not necessarily to exactly the same extent. Unification mileage 
ently exceeds the co-operative mileage possible for abandonment, but, 
ally speaking, the same general lines considered under unification are also 
ded under co-operation. I went as far as the Committee wanted me to go. 
Hon. Mr. Cauper: What I am trying to avoid is going over the same evidence 
e more. If any lines have not been discussed before the Committee, then I 
ink we might deal with them; or if there is any particular line that any 
amber of the Committee wishes to discuss, all right. 

What I should like Mr. Macnabb to do is to take a pointer and show us on 
ap, starting at the extreme east and working west, what lines were recom- 
nded for abandonment by both. He could tell us why he thinks the line, 


he suggests abandonment of the same lines as the Canadian National 
sts. That would give us a picture of the thing. 


don. Mr. Murpocx: Last night we discussed 5 and 7, starting at the east 


ym. Mr. Hac: But that was with reference to his own lines, out of the 
I want the lines that both companies recommended for abandonment 
the Duff Commission. After we see why Mr. Macnabb suggested these 


Hon. Mr. Carper: Do you remember what the total mileage of that list 


operation. Now, all the lines that have been considered or are under con- 


ach case, should be abandoned. We would then have his statement as to 
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abandonments, we could get a statement from the Canadian National o j 
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as to why they suggested the same abandonments. : 
The Cuamrman (Right Hon. Mr. Graham): Suppose we ask Colonel Bigga 
to proceed and try to get the information in his way. He sees what we wa: 
‘Mr. Biccar: With the approval of the committee, I would suggest tha 
first ascertain exactly what kind of information underlay this estimat 
imagine that what the committee is really concerned with at the moment 
how dependable this estimate of $75,000,000 is. ’ 
Hon. Mr. Murvocxk: That is it. q 
Mr. Biccar: And the only particular relevance of the estimate with regard 
to abandonments lies in the question: is this proposal of 5,000 miles for abandon- 
ments so completely out of line that it casts a cloud over the whole estimate of 
$75,000,000? a 
Hon. Mr. Danpuranp: That is a feature that will have to be taken into 
consideration. F 
Mr. Bicear: Yes. I take it that the committee is really not concerned with 
the question of whether this or that line should be abandoned or not, but rather 
with the question of how far this estimate of $75,000,000 savings is affected by 
the inclusion of some lines. a 
The Cuatrman (Hon. Mr. Beaubien): Colonel Biggar, you are quite right 
Following along that line, if you have on one side the mileage suggested 
abandonment by one railway, and, secondly, by the other railway, why not jus 
take out what they agree on? @ 
Hon. Mr. Rozrnson: I would suggest that we allow Colonel Biggar to pr 
ceed. We are arguing and getting nowhere. After he brings out some pom 
we can ask any questions we wish. 
Hon. Mr. Murpocr: Hear, hear. 


By Mr. Biggar: : 
Q. Mr. Macnabb, would you in the first place make clear to the commi 
when the information upon which these proposals for abandonment was collec 
—A. The information concerning line abandonments submitted by the Canad 
Pacific was not collected specifically at the moment that the estimate was m 
but was the result of years of intimate knowledge of the location, construction, 
maintenance and operation of those lines, by the men who made the esti 
itself. That would be, in terms of years, prior to 1932—specifically, in my 0 
case, from, say, 1924 to 1930 or 1932. it 
- Q. That was really with respect to the western lines?—A. In my own 
individual case. zB, 
Q. So that so far as you can speak, it is with regard to western lines?— 
A. More particularly. q 
Q. And based upon your knowledge of western lines acquired between 1926 
and 1930?—A. No, very much farther back than that—from, say, 1900. | 
Q. But I mean particularly in those years, but in addition to your previoui 
experience?—A. Yes. a 
Q. Sir Edward Beatty told us yesterday that the request for this estim 
came early in January of 1932, and that the report was completed in Februa 
1932?—-A. Yes, sir. 
re So you applied during that month information that you previously hi 
—A. Yes, sir. 
Pe. Will you tell the committee, so far as the lines with which yo 
particularly familiar are concerned, what kind of information you had on 
to base your recommendations?—A. All of the relevant information concern 
not only the character, location and construction of lines concerned, but 0 
country and the industries that were tributary thereto. ; 
[Mr. T. C. Macnabb.] ) 
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That information, then, so far as industries tributary were concerned, 
e at least two years old ‘at that time?—A. No, sir. The information was 
aly up to date in 1932, because we came immediately from the vicinity 
se lines to make the estimate. 

Q. I thought you said that 1930 was the date?—A. We were considering 
Ste donment and the traffic level under conditions of 1930. 

Q. When you spoke of a survey of 1930 last night, you meant a survey 
f 1930, made in 1932?—A. Yes, sir. 

©. 1 think, perhaps, we might refer to one particular abandonment, say 
‘abandonment from Prince Rupert to Redpath Junction, 677 miles. Now, 
t information did you have with regard to population and area and wealth 
luction, and so on?—A. I know of no abandonment such as you describe 
‘was proposed by the Canadian Pacific. 

Q. Well, it was part of that, was it not?—A. No. 


Q. Then I have the wrong list. I am sorry. I was anit at another 


orandum. 
Hon. Mr. Rosrnson: That was suggested somewhere. 
Hon. Mr. Catper: Take the line west of Hope. 


By Mr. Biggar: 


B. Yes, take the line west of Hope, that is No. 79, page 431 of the pro- 
ings, from Kamloops to Petain, 163 miles. Can you tell me what you had 
1e way of information about that?—A. Is it the desire of the committee to 
Y upon what knowledge it was based? 


Q. That is the kind of thing—A. Well, at the time the surveys were being 
e by what was then the Canadian Northern Pacific Railway, I had gone on 
from Kamloops to Vancouver over the then surveys, and subsequently came 
nd made a journey over that railroad as it was ‘being constructed, being 
ested in the progress of the tunnels and the rock work, and so on. And 
equently, when it was finished, and from time to time, I had ridden over it 
een Kamloops and Vancouver, ‘noting what service was on the then Canadian 
hern Pacific. Later when we were considering the possibility of abandon- 
t of the duplicate lines between Kamloops and Vancouver, this particular 
between Kamloops and Hope was studied, and it was considered that it 
fair to include it as a line that on an estimate would be one that could be 
idoned. I may say that the line is still under consideration by the Co- 
ative Committee. There have been also joint reports made upon it by the 
ating officers of the Canadian National and the Canadian Pacific. The 
western vice-presidents have reported, on consideration as of 1938, that the 
abandonment be deferred until a more favourable time. 
os It was pointed out in 1932, with regard to that, that if the abandonment 
carried out the freight and passenger traffic during the peak months of the 
could not be carried on the remaining single track line?—A. That, of 
se, is a matter that would be in the judgment “of the Vice-Presidents of the 
ines. It is pertinent to point out that it was the Canadian Pacific line 
was proposed for abandonment. 


Q. But what information did you have at the time of this estimate 

Tegard to the possibility of carrying the freight and passenger traffic during 
ak months of the year on the single track line between Kamloops and 

A. We knew from our observation the amount of traffic that was 

ng over the Canadian National, and we had the precise figures as to 

ourselves were handling; that was before us. 

So you were satisfied there was no difficulty in that respect?—A. Yes, 


Pacific ne, on 
ee Q. But I meant the interruption of traffic altogether provided C 
-. Jine was used.—A. Yes, sir, we did. 7 
Q. And you evaluated that and came to the conclusion that it bs 


- in that territory, there are inevihable niSocnions cohioh elaine ali Line 
Q. But I say you thought the risk was not such that it stood in the 
the adoption of the proposal for abandonment?—A. Yes. 


By Hon. Mr. Hugessen: 


Q. You mean if one line was interrupted the other would be too? —A 
difference is that one as a matter of record had been interrupted, ab 
times as much as the other by rock slides, snow slides and mud slides. — 


By Hon. Mr. Black: 


Q. But the grade on one is better than that on the oe ee The € Canacl 
National had the better grade. 


By Hon. Mr. Robinson: 


Q. Would interruptions get fewer and fewer on the newer line @ 
eoes on?—A. Except where physical conditions are such that there ca 
any permanent protection erected. 


By Hon. Mr. Hugessen: 


@. Since 1932 have there been greater amounts of grain coing 
Pacific?—A. From my knowledge of that country, and I was Division 
intendent on the Canadian Pacific from Kamloops easternly, I thi 
maximum traffic was in 1928-29, more than has since gone over that i 

Q. Or is likely to in future?—A, Yes. 


By Mr. Biggar: c 
Q. In regard to this generally, did you have an estimate of the r 
_ traffic and of the traffic that would go by other transportation facilities, 
on, with regard not only to that but to other proposed abandon: 
A. Yes, Mr. Biggar. We did have before us our own traffic and a fair e 
of the National traffic. We set out in our estimate the method of handl 
traffic from the abandoned lines, and when it went to another line we c 
the capacity of the remaining line to make sure that the remaining line 
without embarrassment handle the remaining traffic adequately. 
Q. In that respect what about 44, which is one of those to which oe 
referred? 
Hon. Mr. Rosrnson: Before leaving this, Mr. Biggar, I was going | 
whether the proposed abandonment of thig line after a further study is 
doubtful to-day than it was when he made this study. I see they de 
to consider it further. Is it a doubtful abandonment now? | 
Mr. Brocar: I did not ask Mr. Macnabb that because he told us | 
he had no information subsequent to 1932. : 
Hon. Mr. Rosrnson: I beg your pardon. I just wondered whethe 
were revising the situation or not. “2 
Mr. Biacar: Exactly. 
{Mr. T. C. Macnabb.] 
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j Hon. Mr. Calder: 

. Macnabb, when you made your list of 5,051 miles, did you take into 
tion the fact that the Board of Railway Commissioners might not allow 
that 5,051 miles?—A. At the time that this estimate was made the 
an National-Canadian Pacific Act had placed no restrictions upon 
ndonment, and we felt that the case in every instance was such that having 
d to the convenience of the public and the handling of the industry, it would 
tional to make the case. 

. That was your opinion at that time. But now the situation is such 
Ithough you made an estimate of 5,050 miles, the Board of Railway Com- 
oners might only grant 4,000 miles?—A. That, sir, is a possibility, but so 
think there has been no case of duplication brought before the board for 
onment that has not been granted. So far as individual lines are con- 
d, there have been some refusals. Our judgment was, and it still is, that, 
an exhaustive presentation of the evidence of the case for abandonment 
utting that before the board, there will be substantial agreement with the 

am that we put up. 


: 
er 


: By Mr. Biggar: 
_Q. I was going to ask you about that Conmee-Superior Junction line, which 


No. 44 in the list. What about the routing there; did you have figures in 
gard to that? 


By Hon. Mr. Dandurand: 

| Q. Will you explain how 44 is to be divided? There is Conmee-Superior 
netion and Nakina-Paddington. We do not know which is which. 

_ Hon. Mr. Murvocx: It is Fort William to Winnipeg via Superior Junction. 
Hon. Mr. Rozsinson: What is the mileage of this part? 

‘Mr. Bicear: 158 miles, Senator. 


— 


By Mr. Biggar: 


-Q. What information did you have about that?—A. As of 1930 we knew 
sondition of the line and had some knowledge of the traffic that came off it, 
se, you see, Conmee is directly under our observation, of our own line. 

. Yes—A. We had that before us. We knew that there were three routes 
en Winnipeg and the head of the lakes, this being a link in one of them. 
‘knew from observation, having gone over it carefully before, that there was 
great development tributary to that line, and on that information we based 
idgment. Admittedly, it was not as precise a valuation of the traffic and 
Tustries that are in existence as has been subsequently made under co-operative 
igations. 


_ By Hon. Mr. Buchanan: 


-Q. Does much grain move from the West over this line as compared with 
ther Canadian National line from Winnipeg through Fort Frances?—A. I 

t answer that, sir. 

. Is it largely a grain moving branch line from Superior Junction to 

ee?—A. I would think that would be the line that would be used, but 

ve no figures on it. 

Q. But apart from moving grain, is it a line that produces any business?— 

stantially, it is a route for grain products from Winnipeg to Fort William. 

ngement was to build the Superior Junction branch precisely to handle 

ness. 
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By Mr. Biggar: 


Q. You had nothing before you with regard to the actual return 
Canadian National in respect of that line, I suppose, had you?—A. Ce 
not, sir. May I say that we were engaged in making an estimate not of wh 
the line from Conmee to Superior Junction in itself would be abandoned 
we were asked to exhibit to the Duff Commission a measure of the probable 
abandonments that would be obtained under unified management in Ca: 

where undoubtedly there was a certain mileage, not only duplicated but 
traffic lines as well. So we took our available information and made that esti: 
As I said before, it may not be that any individual line, on closer examina 
can be included for abandonment. We have since found that some were n 
to be abandoned, and we have discovered under co-operative examination th 
there are other lines that are not in this list that could be abandoned. E 

Q. You are speaking as knowing this simply as an officer of the Canadi: 
Pacific, not as an individual?—A. I was for two years on the co-opera ti 
committee and can speak of that from direct knowledge. 

Q. I see. Now go on to the Transcona-Nakina run, which is 496 miles, 
A. This is substantially in the same position, sir, as the examination of whi 
I spoke. As of 1930 the line was there, not needed for through traffic a 
with little local traffic available. 

Q. Are you putting that quite right? You were making this estima 
in 1932?—A. Yes. 

€. But the only difference between 1932 and 1930 was that there ] ha 
been a drop in traffic?—A. Yes. s 

Q. So when you speak of doing it as of 1980, the case for doing it wou 
have been stronger only if it was as of 1932?—A. We tried to tie it 
1930 level of traffic, sir. You are quite right as to 1932 traffic levels 
lower than in 1980. ; 

. But did you try to find out whether there had been a change 
other way in some particular lines between 1930 and 1932? Generally 
course, the traffic had fallen—A. We took, sir, the existing conditions of 19 
and tried to envisage how much higher they would be as of 1980. 

Q. I see. So you were adding something to the possibilities as of 193224 
A. Yes, sir. ; 


By Hon. Mr. Murdock: 


Q. Mr. Macnabb, yesterday you spoke about Hudson, and _ indi 
that the traffic into the Red Lake mining area went by air and ‘could be a 
modated by air from Kenora if this line were abandoned. Would you b 
prised to know that I have a statement indicating that the possible ton: 
dispatched out of Hudson by air last year was 2,404 tons, by tractor ti 
5,898 tons, and by the water route from Hudson to Red Lake, 16,789 t 
or a total of 25,091 tons, presumably coming into Hudson on the Trans 
tinental Railway and going out by air, tractor, train or water. In 1986 
was 20,665 tons, and in 1935, 12,789 tons, which would indicate that bust 
into Fludson for the mining region of Red Lake is improving.—A. I had st 
knowledge of what was happening in Red Lake, as I had engineers engaget 
in the work of locating a possible railroad into that district. And as of 
_ we knew that the traffic could be handled by the remaining line without 

venience if the National Transcontinental did not function. 


@. Could that tractor train service and water service be handled 
Kenora?—A. Yes, sir, I am of that opinion, and certainly the aer 
could be based upon lines that remained after the National Transcon 
was abandoned, if it were abandoned. 

vir EC: Waciabe 
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By Mr. Biggar: 
Q. There is a point about that line that I should like to call attention 
I have some information here which indicates that it is a much less 
sive line to haul freight over than either the Canadian Pacific double 
k line between Winnipeg and Fort William or the Canadian National line 
at goes down south through the United States from Fort Francis to Port 
hur, the old Canadian Northern. It is suggested to me that if you take 
3 being the cost of taking freight over the National Transcontinental 
d on to Superior Junction, you have got a cost of something like 116-5 over 
e Fort Francis line and 120-8 over the C.P.R. Would that be accurate? 
_ Mr. Farrweatuer: That is not quite correct. 


_ Mr. Biacar: Oh, I have the wrong line. I am taking it the wrong way. 
hat is taking it all the way through to North Bay. . 


The Witness: We knew, and took into consideration that the National 
ranscontinental was a modern four-tenths line, and as such would have the 
west cost for transportation. We also knew there were three lines between 
e head of the lake and Winnipeg, and considered that one certainly was 
perfiuous. We then had to balance the advantages and disadvantages of 
yandoning one of those lines, and as a result of the joint study we decided 
at the later line would be the best one to abandon with respect to the. full 
onomies, considering the three. As regards the transportation costs later, 
understand that those responsible for working up that comparison in this 
ea will be able to tell the committee just what the relations were between 
e three lines in question. Of course, you will remember that between Win- 
peg and the head of the lakes on the Canadian Pacific is a double-track 
le which considerably alters the matter of cost, and you will remember that 
€ preponderance of loaded traffic is east-bound from Winnipeg, and in that 
mnection that the C.P.R. is on all fours with the Canadian National line 
at you have said is so good. 

Q. From the point of view of grades? A. From the point of view of 
ades, precisely. 


q By the Chairman (Right Hon. Mr. Graham): 
Q. On east-bound traffic? A. Y esyccirs 


a By Mr. Biggar: 


_ Q. Not west-bound? A. It is not quite so good as on the National Trans- 
otinental; but do not forget that the facility and cost of handling traffic 
eS track line is much better than on a modern line that is only single- 
icked. 

_Q. I was interested in your other point, that your heavy movement is 
| ae A. Taking the grain out. West-bound we are taking the empty 
'S back. 

_Q. So if you have a line that is advantageous east-bound you can in those 
cumstances, and having regard to the proportionate weight of the traffic, 
it were, afford to have some departure from the highest standard going the 
ler way? A. Yes, sir. 

| Hon. Mr. Rostnson: That applies to the line from Port Arthur to Winnipeg, 
» Something was said about the line from Winnipeg to North Bay, which 
uld be influenced. 


Mr. Biccar: It would be influenced by that. 


By Mr. Biggar: 


Q. Then, if I understand you aright, Mr. Macnabb, the point you make 
ut that whole area is that it is a complicated system, that there is too much 


aN trackage for the movement of eee iner oo) across ‘bs bridge, 
and that there is a substantial amount of trackage somewhere in thé 
that might be abandoned without any national disadvantage? — A. Yes 
Biggar. We thought there were substantial economies indicated there 
~ could be obtained, and if that is not precisely so, that at least much of 
economy could be obtained, if the line had to be retained, by reducit 
standards. : 


By Hon. Mr. Calder: ; 

ey Q. In other words, in cases of that kind—you have a situation east 
— Quebec, and down the Fraser Valley and between Port Arthur and Winnip 
the point, as I see it, is that there are too many railways for the traffic th 
carried, and that there should be some abandonment whether it is the Canag 
Pacific or the Canadian National? A. Precisely. . 


By Mr. Biggar: ; 4 

Q. Was the Nakina-Harvey Junction line proposed to be abandoned : 
that Exhibit No. 50? : 
Hon. Mr. Rostnson: We have only dealt with the traffic from Po 
Arthur to Winnipeg. I would like to have that developed a little further, 
want to deal with the traffic from North Bay to Winnipeg, and how it is 8 
to be affected, because you are going to cut out half that line. 
The Cuatrman (Hon. Mr. Beaubien): I thought you wanted to leave it 
Colonel Biggar. 4 
Mr. Biacar: I was taking it east of Superior Junction now. a } 
Hon. Mr. Rosrnson: I do not butt in an awful lot, Mr. Chairman. == 
The CuatrmMan (Hon. Mr. Beaubien). Well, do I? ‘a 
Hon. Mr. Roprnson: Quite a lot. 4 
The CuarrMan (Right Hon. Mr. Graham): There is a difference of opi 
The Cuarrman (Hon. Mr. Beaubien): One knows oneself very little. 
The CHAIRMAN (Right Hon. Mr. Graham): Start a night school. 
Some Hon. Spnators: Oh, oh. 


By Mr. Biggar: g 

Q. I was really taking the eastern part of that area, Mr. Macnabb, ; and 

was asking about the Nakina-Harvey Junction line. I was not sure that it 

in the list of the 83. I think it is, is it not?—-A. Nakina-Paddington? 
Q. That is west from Nakina, is it not?—A. Yes. 

Q. I am speaking of eastward from Nakina. o 

The Cuarrman (Right Hon. Mr. Graham): Could you point that out ¢ 

the map? It is from where to where? - 

(The line was indicated on the map.) 


By Mr. Biggar: 


Q. I am told that it is not in the C.P.R. list, so that clears up that p 
The next is Beaverton-Longlac, No. 41 in the list, on page 429. : 
(Line indicated on map.) a 
ty The Cuarrman (Right Hon. Mr. Graham): Beaverton is on the map, 
ie it is not. a very big place. What is it situated on, one of the lakes? : 
Ba Hon. Mr. Murpocx: Lake Simcoe. | 
Eis The CuamrmMan (Right Hon. Mr. Graham): It is on Lake Simco: 
- Longlac is west from there. ae 


_ (Longlac is indicated on the map.) 
- [Mr. T. C. Macnabb.] 
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ee "i he ies * ‘3 ie aay ; 
y Hon. Mr. Murdock: | 


There are 21 miles of road from Longlac to Nakina. What about that 
do not see that included. 


By Mr. Biggar: 

ill you deal with that, Mr. Macnabb? 

. Mr. Murpocx: That branch line is not dealt with or specified on 
at all. In other words, those 21 miles are left sitting up there in the 
ithout anything on either end. 

ie CHAIRMAN (Right Hon. Mr. Graham): A mining line? 

Hon. Mr. Murpocx: No. That is the Longlac cut-off, | 

The Witness: That remains as a connection to Port Arthur east-bound, 
not isolated. 

_ By Hon. Mr. Murdock: 


Q. The line would be from Longlac to Nakina and then over the Transcon- 
tal to Cochrane and to Harvey?—A. Yes, sir. 


— By Mr. Biggar: 

Beaverton-Longlac is down in the list in Exhibit 50 as 609 miles, and I 

tstand that the essential part on which abandonment turns is that part 

n Capreol and Longlac, 397 miles. Can you tell us what information you 

m that? Would you please indicate the line from Beaverton to Capreol 
Capreol to Longlac on the map? 

he line was indicated on the map.) 


id you have before you figures with regard to the population along 
ne?—A. No. We did not make an examination as extensive as that. 
ilway between those points is still under consideration by the Joint 
rative Committee of both railways, and some progress I understand has 
ade, and the study is not concluded. 

I am not concerned with the present situation at all. What we are 
directing ourselves to is the foundation upon which this estimate of 1932 
e-—A. The estimate as to that particular line was made as of a personal 
over the line that had taken place shortly before the estimate was made. 
s not a listing of the tributory industries and the population that might 


igation. 
That would be true generally, would it not, not only of this particular 
of most of the lines that were included in this list?—A. Yes, sir. 
Would it be fair to put it this way, that speaking of that whole area you 
Which of certain lines, some of which were redundant, you thought that 
ly perhaps it would probably be best to abandon in order to reduce the 
wn to what was sufficient?—A. Yes, sir. 
ndependently of local conditions along the particular line that you 
for abandonment?—A. We knew in a general way the local con- 
ut we did not know them particularly, 
ndependently of exact information as to the local conditions?—A. Yes. 


Mr. Murpock: Colonel Biggar, may I here interject a human touch, 
; on the territory a few miles east of Long Lac, towards Capreol? I 
his morning a letter from Hornepayne, Ontario, written by a councillor 
we township in which Hornepayne is situated. He says:— 


Be For the past ten years Hornepayne has stood still, on account of 
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country. Obviously, the time available was insufficient for that sort 


oii deat Masse) commrrrEE prea aly Sy 


The first amalgamation with the Cuane Trunk a: Grane 5 
employees to Hornepayne to work on former Canadian Northern tert 


These men just came here for the busy season and went back t 
dale in slack season. They forced many of our permanent resident . 
of employment in Hornepayne. a 

Now the next rumored amalgamation with the C.P.R. has set 
town back another five years, we have many residents who would lik 
build new homes and improve old homes, they are at a standstill. — 

Our big problem is the school proposition, the Township Cov 
and the School Board have put off the enlargement of our present sel 
building for the past five years, now Father Time has forced our hi 
we have forty children going to school in the basement of the U: 
Church, the light is bad, it is a fire hazard. It was not built for a F 
room. We have ten or fifteen more children coming into school ig 
going out this year. 

We will have to raise approximately fifteen thousand dollars 1] 
fifteen-year debenture issue to enlarge our present school building. ‘at 
Council does not wish to raise these debentures and in a few years h 
the steel taken up through Hornepayne and have to default all debts” 
debentures and cause more hardship in the Dominion. These hardsk 
may be overcome by a little advance information. s 

Mr. Murdock, I will just have to put you on the spot. I ca. 
promise to keep your answer confidential as it is not for my priv 
benefit. What we wish to know is would you advise us to go ahead 
raise this debenture this year or would you advise us to hold o 
carry on aswell as we can? 

Can we be assured that the C.N.R. will operate through Horaem ; 

You will readily understand our school situation is critical, we h 
held off enlarging this building five years too long now. 1) 


Yours truly, 
ERWIN B. WEST. 
That gives a little human touch to this thing. 


By Mr. Biggar: 

Q. Mr. Macnabb, may I just direct your attention to the eastern area 

is to say, from Quebec eastwards? One of the lines proposed for abando 
is that from Edmundston to Diamond Junction, which is really Quebec. » 
No. 7 on the list, at page 427 of the proceedings. The mileage is 225. (T! 
is pointed out on the map.) Now, with regard to that, I think we have been 
that that is far and away the best line from the point of view of grades?- 
The same condition obtains, that it is a four-tenths line through that territ 
as was admitted last night. y 


By the Chairman (Right Hon. Mr. Graham): 
| Q. One way?—A. Eastbound, sir, at least. 


— By Mr. Biggar: 

Q. The information I have about that, with regard to efficiency, is 
you take a gross ton there on that line at 100, a gross ton on the Can 
Pacific alternative line would be 110-6, and on the Intercolonial, 123 
you remember whether you had any figures of that kind before you?— 
we knew that, and had it before us, and the same problem presented 
between Fort ‘William and Winnipeg, that here was a territory that wa 
doubtedly having more railroad service than was required, and the a 
[Mr. T. C. Macnabb.] 
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nh our judgment that s 
I same in that respect, that there was too 
» assuming that you were going to cut 
ome, which was the most convenient to cut off?—A. Which was the most 
momical, viewing the general situation. . 


By Hon. Mr. Moraud: 


Q. Not taking into account the public interest?—A. Oh yes, taking the 
ole public interest into account. 


-Hon. Mr. Horsey: In a general way. 


By Mr. Biggar: 


Q. But on the assumption that you were going 
e mileage—A. Yes. 


By Hon. Mr. Calder: 


~Q. Would the Judgment when you were making this estimate take this 

T into consideration, that if eventual abandonment of a certain line was 
ound feasible, nevertheless the through passenger traffic and through 
t traffic could be abandoned on one of two li 


nes, and the other line left 
1 existence as a low grade line? Did you take into consideration that a _ 
S might have been found whereby all the through traffic might be carried 


e line, with the other line left still in existence, but degraded—I suppose 
not having the same maintenance costs. 


There would not be any economy there. 
Hon. Mr. Carper: TI think there would. 


-Q. Would there be any economy in effecting a through routing of heavy 

, both passenger and freight?—A. Undoubtedly, Senator, if it was found 
8 particular line to which you have referred, for some reason should not 
‘en up, there would be s nti ies j 1 


of Montreal and dividing it between the remaining lines, and putting 
t 


domestic needs. 


- Did you take that factor into consideration in your estimate?—A. We 
idered this line for abandonment; and I said, and still say, that if it ig 


, there are still major economies of the nature that 


. That is why we have been told that if 
Id still have very substantial savings 
If there should arise such an inconceivable situation that no railway 
Canada would be abandoned, and our $75,000,000 estimate has to be 
ed in that light, then the $75,000,000 becomes $68,000,000. 
And that is because the through routing of traffic over one first-class 
Id do the business, and you would have less maintenance charges and 
hg of that kind?—A. That is the element that would do it. May I 
; are 2,000 miles common to both, and if they were taken 


Mthout controversy concerning the remaining mileage, then this estimate 
000,000 would become $71,000,000. 


these lines are not abandoned, 
, over the whole 5,000 miles? 
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By Mr. Biggar: 

Q. That was a point I was coming to, and we may just as well dis 

of it. Suppose that you disregard all the mileage that was not common 
these two programs, your estimate of $75,000,000 would drop to $71 ,000,00 
Peo Y @8. ¥ 
Q. Is that on the basis of continuing to use the difference, the 3,000 mile 

in the same way that it is used now, and maintaining it on the same standaa 
that it is maintained now, or on some different standard?—A. No sir. W 
would alter the amount of train service and alter the character of mainte 
of the line. t 
Q. That may be an important item, and therefore I should like you, 
you would, to tell us how much the $75,000,000 would drop below $7 1,000,00 
‘f there was no change at all in those 3,000 miles, in the character of 
maintenance or in the character of the service on them?—A. That Just sim 
means that you take no advantage of rerouting, and leave it as it 1s? a 
Q. Yes—A. The figure is $14,000,000. t 

Q. Is that the figure on the basis that I put it to you, that the 3,000 mil 
remains exactly as it is, that you drop the 2,000 miles common to both pr 


grams?—A. I am afraid I do not quite understand your submission, M 
Biggar. Do you mean if we do nothing with the 5,000 miles, at all? q 


Q. No.—A. That we do nothing with the 3,000? a 
Q. That is it—A. But we do abandon the 2,000? ae 
Q. Yes.—A. I think we would have to take a look at that, sir. I cou 
not just answer it. ae 
Q. You spoke of degrading the 3,000 miles—A. Yes sir. i 
Q. And you spoke of reducing the service on the 3,000 miles?—A. 
Mr. Biggar. s 
Q. What I was really concerned with was, how much is involved in t 


way of saving in the degrading, and how much is involved in the way 
saving in the reduction of the service, on the 3,000 miles?—A. I would have 
analyse that, sir. We could do it, but I have not got those figures before 1 

Q. I would have thought you would have had them before you when y 
tell us that the $75,000,000 estimate dropped to $71,000,000 on the basis 
degrading and reducing services on 3,000 miles. How much have you includ 
in that as a saving for the degrading and the reduction of services? am 

Hon. Mr. Haic: Mr. Chairman, before Mr. Macnabb answers, may Ts 
this. Has he not said there was $7,000,000 saved on the 5,000 mile aband 
ments, but when you cut that down by 2,000 miles it reduces the savings 
$4,000,000. Deducting the $4,000,000 leaves the $71,000,000. You would he 
to take the 2,000 from the 5,000 mileage to get at what the reduction i 


Mr. Biacar: You can get at it in that way mathematically. 
Hon, Mr. Hate: Yes. 


By Mr. Biggar: a 
Q. That is the position, Mr. Macnabb?—A. We would have to examine 
Mr. Biggar. ’ P 
Q. But is that the basis?—A, Yes, sir. ay 
Q. You suggested yesterday that if some of these pieces of road that } 
proposed to abandon were found incapable of abandonment, others would 
found to take their places?—A. Yes. : 
- Q. On what is that statement based?——A. We have felt that this list 1s | 
exhaustive, and that examining the railway situation in Canada there Ww 
found mileage for abandonment that was not included in the list. In 
ease between Wolseley and Reston we put in some 71 miles in the list t 
common to both of us. That is No. 62. as 
[Mr. T. C. Macnabb.] 
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Q. In Exhibit No. 50?—A. And we have since found out that we could 
e the whole line, adding 50 miles to the possible abandonments, It is 

r situations that lead us to say that the measure of the abandonment 

unification is in the vicinity of 5,051 miles. 

I suppose, putting it in round figures, you would not bother about the 
No 


Q. Perhaps you would not bother about the one anyway ?—A, No. 


By Hon. Mr. Calder: 


_Q. Will you show where the Reston-Wolseley line is, and the extra 50 
s?—A. Yes. 


Q. What is the equivalent on the C.N.R.?—A. Maryfield-Peebles is the 
‘R.; they are the two points. That is No. 62. 

Q. How many miles are they apart?—A. They touch at points. . 

Q. The reason you have added those to others is that grain can be taken 
le lines that are left?—A. Yes. The country can be served without the 
eley-Reston line under unified management, though in the original subrnis- 
he included 71 miles only in the 5,000. 


By Mr. Biggar: 


~Q. When you speak of your line figure of 5,000 miles, is that on the basis 
what you think the board would approve abandonment?—A. We feel that 

2,098 miles common it is reasonable to believe that, presenting to the board 
‘full evidence of the individual abandonments which we have decided upon, 
o with the amendment to the Act, we would still receive authority to have an 
mdonment in total to the measure of 5,000 miles. 


By Hon. Mr. Calder: 

Q. And if the board did not agree with, say, 500 miles of that 2,000,. you 
1 still make very substantial savings?—A. Yes, sir. The whole question 
le abandonment in gross is not more than 10 per cent of our estimate, and 
e takes out the 2,098 miles that is common to both estimates, it is very 


_ By Mr. Biggar: 

. Mr. Macnabb, I do not think we have before us any list of the 2,098 
's complete—A. You had it, sir, as Exhibit No. 45 in the proceedings. 
. But it has not been printed. I think we had better have it printed. 
he Cuamman (Right Hon. Mr. Graham): Yes. 
Mir. Bracar: Perhaps we need not have it all printed. Will the committee 
peed to leave it to me to select the part of Exhibit No. 45 that might be 


The CuamrMAn (Hon. Mr. Beaubien): Yes. 


| - By Hon. Mr. Calder: 


a long is it, Mr. Macnabb?—A. There are three and a half pages of 
o. 45. 

Bicaear: I think perhaps that would be useful to the committee. The 
contains the whole list of both the Canadian Pacific and the Canadian 
1 programs, the mileage common to both, and the comparison of these 
ation programs with the Canadian National co-operative program and 
n traffic line program. It also contains Mr. Fairweather’s suggestion 
committee with regard to the functionally duplicate lines. I suggest 
h it we might have an indication of what the Board of Railway 


642 _s §PECIAL COMMITTEE 


Commissioners did with regard to any of the applications for abandom 
lines that were included in the common 2,098 miles. I can have that p 
separately perhaps. 


By Mr. Biggar: a 
Q. Mr. Macnabb, did you want to say anything about the diff 
between abandonment of lines under co-operation and their abandonment 
unification, or have you covered that point?—A. Just this, Mr. Biggar 
under unification one is considering the whole of the railway situation of 1 
country from a common viewpoint and a common interest. ‘dl 
Th CuarrMan (Right Hon. Mr. Graham): Excuse me. I may be a 
on this point. Is that absolutely correct? You heard Senator Murdock’s let 
and you can readily understand that we have a large number of such lett 
It is all very well for us who are well fed—better than well fed—to sit arot 
here and figure out how we can doctor up the transportation system, e 
to help the investment in railways. I do not say that investments in railwa 
not all right. But you can see all the way through our chief end is to a 
railway situation, forgetting largely what it is going to do, to the m 
Hornepayne, when you propose abandonment of his line. You can ima 
position. You can hop onto your car or train almost any time you hi 
mail your letters at any time of the day you like. But this man in Horne 
will be an outcast socially in a way if you do to him what he is afrai 
are going to do, and what will be done to a large number of the peo 
Canada. No matter how serious the situation is for our transportation pr 
are you going to help Canada by bolstering that up more than you a 
to injure Canada by making its population less happy and poorer tha 
now, making its lot more unbearable than it may be under the worst 
stances? : 
Hon. Mr. Murpocx: The conservation of human rights is the 
important thing to be taken into consideration. 
The CHarrMAN (Right Hon. Mr. Graham): You interject, Wh 
we get the Board of Railway Commissioners to do? Now, the Bos 
Railway Commissioners was not establishd solely to protect the railway 
was established to maintain an equilibrium between the railways am 
public, largely for the benefit of the public. i 
Some Hon. Mrempers: Hear, hear. : 
The Cuarrman (Right Hon. Mr. Graham): Unles you change the A 
make it compulsory, you need not expect any honest Board of Railway Co 
sioners to permit the tearing up of a lot of these lines because that will | 
benefit the transportation companies. a 
Hon. Mr. Gorpvon: It will help the taxpayer, though. 
The Caiman (Right Hon. Mr. Graham): It will not help the ta 
whose property is made less valuable by taking away his transportation. 
speaking of the man who is going to be injured by this. Far more peop 
pe injured by this than the general public or the taxpayers believe. 
The Witness: In many cases, sir, those lines we have listed for aban 
ment have already been deserted by traffic to a large extent and that tram 
found transportation facilities elsewhere. That is the reason why we 
‘meluded them in the line abandonment list. So far as human righ 
concerned, if the individual at Hornepayne happens to. be a railway emp 
under the scheme of unification his rights are proposed to be amply p 
The CHarrman (Right Hon. Mr. Graham): My answer to that 
this. The word “proposed” is quite appropriate, because that is as_ 
can go in comparison with what it is suggested it will go. I have 
[Mr. T. C. Macnabb.] Rea 
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ce with railway labour and railway affairs, and I tell you this, no 
what we may figure, estimate and propose, the fact is that most of the 
ion of all these difficulties will come out of labour. I am not particularly 
our man either, but wherever you place the reduction of cost. you are 
to affect so many men. The cost of labour is the big cost in railroading. 
you take out a thousand, or ten thousand men, you cannot just pass 
resolution saying they are not going to be hurt. When they are out, they 
t of a job. I do not want to be lopsided, but after listening for hours to 
ositions that really are for the benefit of the railways and their component 
, I cannot sit still without saying something for the people that I feel 
ing to be injured. 
on. Mr. Murpocx: And I think you can bring Ottawa citizens right 
us room and prove that fact—men with 25 or 30 years seniority, who, 
esult of the abandonment of certain lines are out of a job. 
The Witness: Under co-operation that is true, but under the unification 
t as placed before this honourable committee yesterday, there was a 
t undertaking that there would be protection for labour under any 
that was adopted which received the concurrence of the Canadian 
Railway Company. 
The Cuairman (Right Hon. Mr. Graham): I know all that; we have 
aid that; but the fact remains, and there is no use trying to avoid it, 
it every dollar that is saved must be saved out of some part of the expendi- 
_ The larger part of the expenditure is for labour, and if you are going 
bok after all the labour efficiently or sufficiently you are not going to 
any saving. 
Hon. Mr. Murpocx: Mr. Meighen said the other day that 90 per cent 
he saving was labour, and I think that was concurred in. 
Hon. Mr. Cauper: If that idea prevails, Mr. Chairman, I think this 
ttee might as well rise. 
The situation put before us by the Chairman is briefly this, that if 
e to effect economies 90 per cent of them, as I think someone said, 
ffect labour. We will not put it at 90 per cent, but will say a very 
amount. 
lon. Mr. Mvurpocx: I put it at 75 per cent. 7 
Hon. Mr. Cauppr: Yes. I say we all realize that. The railway com- 
realize it and the people of Canada know it. On the other hand, 
ing to the representations made to us up to date, if these economies 
be effected under unification that element is provided for. I will 
far as the Chairman has gone, and will say that the provision made 
ot be satisfactory, or entirely satisfactory. But there is provision, as 
ras in England. By the way, I have just read a very interesting 
et on rationalization in England. Over there every effort was made 
care of the labour situation, and so far as I have been able to ascer- 
om what I have read, the provision made has been reasonably satis- 
my to labour itself. My point is this. If we are going to take the 
ide that no economies can be effected without hurting somebody—and 
true—if we are going to take the attitude that these economies should 
effected because that is the result, I think we might as well rise and 
study. ‘There is no use in going on, because you cannot effect these 
les without affecting labour and without displacing some. Senator 
says, “Yes, here is a man with long years on the railway, who is 
a job because of certain economies which have been effected.” It 
that that cannot be avoided, and that man must be taken care of 
e these economies are effected. 
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Hon. Mr. Mvrpocx: Do not forget, that is a promise. 
Hon. Mr. Catper: It is not a promise from me. When I say 
mean that the Parliament of Canada must see that this is taken care 
just as it was taken care of in England. a 
The Cuarrman (Right Hon. Mr. Graham): I am through. I thin 
have attained my object. Whether we have cared for the situation as 
ought to have done remains to be seen, but I want to point out that all 
argument has been for the saving of money for those who have money. | 
Some Hon. Senators: Not at all. 
Hon. Mr. Murpocx: Yes. First, last, and all the time. 
Some Hon. Senators: No, no. a 
The Cuatrman (Right Hon. Mr. Graham): Pardon me. I hay 
right to a word now and again. We will put it this way—no men who h 
all the conveniences are being deprived of those conveniences; it 1 : 
who have but few. Perhaps that cannot be helped to a certain extent, 
when we come to a discussion of the Board of Railway Commissioners 
must remember that they were appointed to look after all parties. | 
Hon. Mr. Caper: Have they not been doing it? 


The Cuarrman (Right Hon. Mr. Graham): You do not seem to want 


to express myself, but I will. I will. 
Some Hon. Senators: Oh, oh. 


The CuarrMan (Right Hon. Mr. Graham): It has been said within my 1! t 
g, “Do you suppose you can get the statute changed so that the Board of R 


| ees Commissioners can be more lenient in allowing these changes?” ‘ 
Hon. Mr. Murpvocx: Can be rougher. a 
The CuairMaAn (Right Hon. Mr. Graham): I took a deep interest in 


Board of Railway Commissioners and their appointment and the whole rea 
for their appointment. The Railway Board is one of the most. useful boards 
ever had, and it was appointed to make sure that the people themselves hai 
fair deal in all these matters of transportation. One of the purposes was 
prevent one railway or two railways deciding to pull up tracks and leave ‘ 
without transportation, unless the Board gave its consent. If that is going ti 
changed, and the powers of the Board ‘of Railway Commissioners are ‘to 
minimized to please some person or to fit in with some scheme, I say great dam 
will be done to the Dominion of Canada. : 
Hon. Mr. Cauprer: Who suggested minimizing the powers of the Rail; 
Board? 4 
The Cuarrman (Right Hon. Mr. Graham): I say that within my hen 
it. has been suggested, quietly, of course, that the only way we can do this—al 
have had men come to me and tell me this—is to change the statute to 0 
it easier for the Board of Railway Commissioners to permit this thing to be 4 
Hon. Mr. Cauper: I did not hear it in the evidence. Oe 
The Cuarrman (Right Hon. Mr. Graham): That is not where you get 
argument. You do not get argument in evidence. Now, to make my point 
T beg of you all that you will not forget that there are two sides to this a 
and that a dollar in the pocket of the man who has few advantages is jus 
valuable as the dollar in the pocket of the man who has money. 
Hon. Mr. Gorpon: Mr. Chairman, may I suggest that if in your busi us! 
you had adopted the principle with regard to labour which you would a¢ 
in connection with the Canadian National, which is owned by the peop! 
Canada, you would not be in business to- day. You would put a pre 
inefficiency, and if your argument were carried to a logical conclusion, the © 
{Mr,. T. C. Macnabb.] ie 
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National Raia to-day in place of having the number of men they have 
jioned should have five or six thousand more. 


~The Cuatrman (Right Hon. Mr. Graham): I could answer that. 


a Hon. Mr. Gorpon: The argument you advance in that respect is the most 
mbusinesslike one I ever heard you express. 


The CuarrMan (Right Hon. Mr. Graham): I may not have been in business 
s long as you have, but I am still in business. 


Some Hon. Senators: Oh, oh. 
Hon. Mr. Gorpon: Yes. 


i, The CHarrMAN (Right Hon. Mr. Graham): I have never, as we say, “let 
ut” an efficient man; I have never underpaid an efficient man; I have never 

harged him for his time when he has been sick, and I am still in ‘business. But 

hat is my own business. You cannot run the public business in that way, I 

dmit. 

i 


P By Hon. Mr. Horsey: 

~Q. May I put a question? In the abandonment of the lines to which the 
isay Commission has already agreed, has there been any suffering on the 
art of labour, or have there been many protests with regard to the suffering © 
f the community or lack of transportation facilities? How is that dealt with?— 
.. The public was represented before the Board of Railway Commissioners, and 
qgade their case. 

* Q. 1 mean since the abandonment?—A. I know of none on the Canadian 
acific. 

 Q. With regard to employment or facilities for the public?—A. No. 

_ Q. Were those men taken over and absorbed by the road where lines were 
bandoned?—A. I cannot answer that. 

- Q. Was unemployment increased by it?—A. I do not think so, Senator 
Bey I know of no case where that has happened. 


; By Hon. Mr. Haig: 

_ Q. Under co-ordination there could be no provision to take care of the men 
hat were let out by reason of co-ordination?—A. Under co-operation each rail- 
oad has to take care of its railway agreements, but under unification conditions 
re entirely changed. 
Ne 


3 


By Hon. Mr. Calder: 
‘Q. As provided for by Act of Parliament?—A. Yes, sir. 
? Hon. Mr. Ropinson: That depends on the Act. 


‘ Hon. Mr. Haic: Sir Edward Beatty said yesterday that his case was 
remised on the fact that he would take care that the Act would provide that 
Il the personnel would be looked after. I said, “Now, Sir Edward, what does 
hat mean?” He said it meant that in five years, or not more than seven, the 
radual turnover which is taking place at the present time, which is about 
er cent on the average of the personnel all over, would have to be taken care of 
y the railroads. If you read the history of the situation in Great Britain when 
he statute came into effect there, you will see that was the first condition laid 
own by the Government. It is easy for the Chairman to make a speech on the 
at difficulties of labour. Everybody can do that. The blindest, dumbest, 
piest politician can do that. But money has not got any vote, and these 
ee all have the vote. 
We might as well quit this investigation unless we start out with the premise 
it the personnel will be fully protected under the scheme. As I say, I asked 
ir Edward how long it would take to work it out, and he said from five to 
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seven years. Then the question comes up, what about the $52,000,000. 
to pay on the deficits on the Canadian National Railways. Would not th 
the unemployed that are out of work, and that means not only Ca: 
National and Canadian Pacific men who have the right to work, but other peo 
who have the same right; and if that is not the first premise, I for one w 
withdraw from this committee. It would have to be understood, to start wit 
that the statute must protect the personnel of the unified roads. B 
Once that is agreed upon, what can we do about unification? I am n 
particularly in favour of unification, but nobody can help being impressed — 
the Canadian National deficits. This year the estimates contained $44,000,06 
to cover the loss on the Canadian National. The taxpayers of this country hay 
got to open their eyes to the situation, or we shall have the same conditions the 
they have in the States, with industry unable to go ahead because of the taxs 
tion around its neck. Now, I do not take a back seat to any man in tl 
Committee in interest in the workers, and I want to see that the personnel 
the railroads is protected 100 per cent. And if my vote in the Senate counts fi 
anything—and it counts for one vote—I will vote for legislation that protec: 
the men 100 per cent. But after that is provided for, then I want to know if b 
unification or any other scheme we can save part of this $44,000,000 that w 
the taxpayers of this country, have got to pay. That is the sole issue in th 
investigation. True, the people in Hornepayne are affected, but the Railwa 
Commission will consider that situation when it comes to make a decision. But t 
position of the railroad workers at Hornepayne will have to be set off agains 
the position of the other people there who are not railroaders, and against t 
position of all the rest of the people who are not railroaders and are carrying 
heavy load. “2 


Hon. Mr. Danpuranp: I draw the attention of my honourable friend to ti 
fact that he is not a witness. z) 
Hon. Mr. Haic: No. But my honourable friend did not interrupt. th 
Chairman when he was making a political speech—and that is what I call i 
frankly. : 
Hon. Mr. Roprnson: Are we all to make speeches? eS 
Hon. Mr. Hata: If you like. i 


Hon. Mr. Danpuranp: I would suggest that honourable members do r 
rise when they speak; I think they do not speak so long when they are sittin 
I merely want to say that I cannot understand how labour will be bette 
protected under unification than under co-operation. I think it could be treat 
on a parity under both methods. 
Hon. Mr. Haic: No. ae 
Hon. Mr. Cauprr: No. Te 


we 
Hon. Mr. Gorpon: If the railroads can save $50,000,000 or $60,000,00 
can they not afford to treat their employees properly? as: 


Hon. Mr. Danpuranp: We are here to seek facts, and to have as Te) 
speeches as possible, because we shall make speeches when we are throug 


receiving information. I cannot admit that under co-operation the employe 
could not be treated as well as they could under unification. 
Hon. Mr. Carprr: Under co-operation, where there is line abandonmer 
and men are put out of employment, each railway company must take cal 
of that situation. But if there is unification, it will be by agreement, whic 
will be followed by a statute, and that statute will set down the conditi 
under which labour must be taken care of. a 
Hon. Mr. Danpuranp: You are speaking of future legislation. But I 
speaking of the situation as it is to-day. There is no reason why emplo 
who are let out under co-operation would not be treated as well as those 1 
under unification. the 


[Mr. T. C. Macnabb.] ! 
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; Hon. Mr. Danpuranp: We could do that as well under co-operation, by 


. Mr. Carper: But it does not exist at the present time. 
Hon. Mr. Murpocx: Oh, yes, it does. You do not know it, but it does. 


Hon. Mr. Danpuranp: A statute providing for unification does not exist, 
pny event, 


- The Cuarrman (Right Hon. Mr. Graham): It was not the railway men | 
s thinking of; it was the people on the small properties. 


By Hon. Mr. Buchanan: 


_Q. Mr. Macnabb, you have had experience with the Board of Railway Com- 
ssioners in asking for abandonment of line, and the proportion of line that 
; Commission has permitted you to abandon is very small, whether applica- 
ns have been made co-operatively or individually by each railway. Now, 
Jer unification it still would be necessary to apply to the Commission for 
mits to carry out this very wide program of abandonment, unless the 
vernment set up a new body. As things stand at present, with the powers 
the Commission remaining as they are, do you think, in the light of your 
rience with the Commission that there is a possibility of this program 
ng carried out?—A. We think so, Senator, in the light of our experience. 
ere has been no duplicate line abandonment application refused, and in 
he case I can think of only one thin traffic line application that was 
used. 

AQ. In the light of the approach the Railway Commission makes to an 
lication of this character—public necessity—you think that an application 
abandonment of these lines as proposed in the program would be granted? 
\. Yes sir, we believe that. 

-Q. And in the light of your experience?—A. Yes. 

Q. Well, I had a different impression, and J still have. 


’ By Mr. Biggar: 
Q. I have two questions with regard to maintenance and degrading and 
uting. Have you considered with respect to each of the sections of these 
posed abandonments the basis upon which the maintenance would be, in 
Bent of a degrading?—A. In our estimate we proposed the line for 
donment and indicated the route that the traffic would take after abandon- 
uw. You will see that in the exhibit. With respect to the question of if the 
‘remained, we did not consider that in the estimate of the $75,000,000. 
Q. Any degrading?—A. No, not in this line abandonment, but it was taken 
consideration subsequently, in the estimate, as it influenced other portions 
le estimate. 
Q. I think, then, you have answered the other question I was going to 
you. It would follow that there has been no segregation of the traffic which 
ld be rerouted from that which would continue on a degraded line?—A. 
on the basis of a track abandonment estimate, no. But might I say that 
is an element in the savings which takes into account that which is 
aed by rerouting traffic, apart from line abandonment specifically. But 
is not in this story. 
. Did you take into account anything with regard to substitution of 
Means of transportation, like highways, for abandoned lines?—A. Yes, 


tS a . ey a 
oe eke ee ae ei ie 


sf ts ST, ee aoe 
= AS Th ee ee ee 
648 SPECIAL COMMITTEE, -— * 
we considered in every case what transport facilities might be availak 
the community that was tributary to the line proposed for abandonment 


for instance, the existence and character and distance of the highway avail 
the waterways, and of course the remaining railways; and, in some cases, 
airways. 4 
Q. But you did not take imto account the actual construction of” 
highways?—A. No, we did not propose that it would be the charge of 
unified management to provide those facilities. 


By Hon. Mr. Dandurand: : 

Q. You would not furnish that alternative service?—A. If the trans 
facilities were not adequate in the absence of the railroad proposed ta 
abandoned, we did not consider we ought to take it up. That is, we 
not approach the problem from the position of: Could we build somet 
that would take the place of what we proposed to abandon? We did 
consider that at all. We simply said: If this branch lime were abando 
will there remain adequate transport facilities? And when we said 
would abandon the branch, we considered that there would be other tran 
facilities available there. 
'Q. But you did not think of furnishing them yourseli?—-A. No, = 


By Mr. Biggar: 

Q. Do you want to add anything on the subject of the difference bety 
duplicate line abandonment and thin traffic line abandonment? The ¥ 
has been pretty well covered, I think?—A. It has been covered, sir. | 
Q. You perhaps want to deal with the question that Senator Pa 
asked, with regard to mileage abandonment in the province of Quebee 


> 


By Hon. Mr. Dandurand: 

Q. Before that question is asked, may I ask this? We have been 
that in the 5,000 miles there were included 500 miles oi Canadian 
thin traffic lines that could be abandoned, and that out of those 5004 
the Canadian Pacific applied to the Railway Board for permission to aba 
only 100. 

Mr. Biccak: That is because there had been no consolidation OF 
fication. 

Hon. Mr. Danpuranp: No. They are not redundant lines. ; 

Mr. Biccar: It is a question of withdrawing from the territory. | 

Hon. Mr. Danpvranp: I should iike to have some explanation of 
We were told that there were 500 miles of thin traffic lines that the Cal 
Pacific could itself abandon. 

Mr. Bicear: If it wanted to abandon the territory. 

Hon. Mr. Danpcranp: I do not know. But the Canadian Paeifie aj 
to the Railway Board for permission to abandon only 100 miles, and u 
got permission to abandon 50. Why did they not apply with regard 
other 400 miles? i 


By Mr. Biggar: 

Q. I think that was dealt with in connection with the mileage belw 
Soulanges and Cornwall?—A. Yes, sir. 
Q. The difference between abandonment of line under unificatiol 
abandonment of line apart from unification was dealt with?—A. Yes 
Q. You might explain it again—A. In the 5,000 miles, if Was” 
by the Canadian National that there were some 500 miles that we 
[Mr. T. C. Macnabb-] 
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ic lines, Gee and thers And to ae sien that - we do not proceed to é 
n our thin traffic lines, in a measure it is due to the fact that we r 

competitive position to maintain. As an example of that, there is 

e line to Cornwall, which could be properly abandoned under unification, 

1 t we ourselves cannot abandon it without adversely influencing our com- 

tive situation. 

Son. Mr. Hucessen: I do not think that was quite what Senator Dan- 

urand was asking. I understood, and I think he understood, that the Cana- 

lian Pacific had about 500 miles of thin trafic non- competitive lines of its 

, which in its estimate of 1932 it said it could abandon without afiecuns 

q Mcanpetitive situation at all. 

_ Mr. Bieear: I did not so understand it. 

Hon. Mr. DanpurANnD: That is the statement that was made before 

is Committee, that the Canadian Pacific had 500 miles of thin traffic. lines ‘ee 

which it could abandon of its own volition. Pie 

Hon. Mr. Hucessen: Non-competitive lines. ey, F 

Mr. Bicear: It is true that they could abandon it of their own volition. — eS 

The Wrrness: We think we have 150 miles of that nature in the 5,000 3g 

lat if we did not pay any attention to our competitive situation might aa 

2 considered for abandonment. 


9 , By Hon. Mr. Calder: 


Q. What is the origin of the 500 miles, if you have only 150?—A. The — tg 
anadian National in “studying our 5,000, I understand, said that there 
ere 500 miles of thin traffic lines there that belonged to both companies. 


" 
By Hon. Mr. Dandurand: . A 


Q. These 500 miles belonged to the C. P. R., out of which 100 miles only 
pre offered to the Railway Board for abandonment, of which 50 miles were 
anted. How is it that the Canadian Pacific indicated 500 miles that it could 
Bandon to its own exclusive advantage, and yet only applied for 100 miles of 
andonment?—A. I cannot find that figure. Perhaps if we had it indicated 
could deal with the list. 


; By Mr. Biggar: . 
—Q. You filed it somewhere about page 312. In the letter that Mr. Fair- — 
ather read he pointed out that there were 2,098 miles common to both pro- 
ams; that there were in the Canadian National program, but not in the Cana- 
an Pacific, 150 miles of Canadian National thin traffic lines; and that there ~_ 
* in the ‘Canadian Pacific program, but not in the Canadian National, 507 
ies of C. P. R. thin traffic branch lines. I think that is the 500, Senator. 
Hon. Mr. Horsey: Page 312? | 

The Wirness: At the top of page 314 there is a statement to that effect. 
4 should like to know what constitutes that 507 les! We think it is about 


5 | Iniles. 
7 By Mr. Biggar: 


Q. 125 what?—A. That are our thin traffic lines. 
Q. In that statement?—A. Yes. 


By Hon. Mr. Calder: a as 
Q. Mr. Fairweather gave us that as his opinion when he checked over the : 
: 0 miles. He and those associated with him were of the opinion that there ¢ 
- 50C miles of C. P. R. thin traffic lines. The C. P. R. may have an entirely — 
rent opinion. 
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By Mr. Bode . 7 

Q. I was going to ask Mr. Macnabb if hele can 1 give us a list of | 
miles—A. Yes, sir. 
Q. Can you let us have it after lunch?—A. Ver sir. 


By Hon. Mr. Robinson: , 

Q. I want to ask a question about the labour situation. It has been stat 
repeatedly that labour must be taken care of in the event of unification. In 
these estimates of savings is there any calculation of what it is going to cos 
take care of this labour, because that will affect the savings? 
Hon. Mr. Murpocx: Hear, hear. 4 
The Wrrness: We have very carefully said that the complete unificatior 
would be spread over a period of from five to seven years, and have pointe 
out that the normal attrition of labour is such as to make the payment of th 
temporarily displaced from railway employment a matter of very small con 
sideration in view of the $75,000,000 economy. 


By Hon. Mr. Robinson: 

Q. It will not cost anything hardly; that is your answer?—A. That 

correct, sir. . 

The CuatrMan (Right Hon. Mr. Graham): Senator, I was talking more 0 

the man being robbed of his transportation facilities rather than of the laboure : 

The CuatrMAN (Hon. Mr. Beaubien): Don’t you get into that. 
Hon. Mr. Haic: I move we adjourn. 


The committee adjourned until after the Senate rises this afternoon. 


AFTERNOON SITTING 


The committee resumed at 3.45 p.m. 


The CuHarrMan (Right Hon. Mr. Graham): We are ready. 


Mr. T. C. Macnasp (examination resumed): 


By Mr. Biggar: . 
@. Mr. Macnabb, you were going to give us a list of the Canadian Pae 
sal competitive lines that were included in the 5,000 miles.—A. Thin tm 
ines, 
Q. Thin traffic lines, yes—A. An examination of the list that was s 
ee with the estimate of $75,000,000 shows that items No. 2, No. 11: 
0. 80— 
Q. You are speaking of Exhibit No. 50?—A. Yes. That is page on 
Q. Items 2, 11 and 30?—A. Item No. 2, the Bay Shore line, item No. 
Elkhurst- Windsor Mills, and item No. 30, Bolton- Melville, are ‘shown in 
list. The first line indicates 82 miles. E 
Q. You are speaking now of item No. 30?—A. Item No. 2. Item Ni 
is listed as 82 miles. Of that 82 miles we would consider that the whole syst 
is a thin traffic line. Of that amount the Canadian Pacific, independ 
has already abandoned 29 miles. 
Q. Before we leave that, I observe from this document which I was ham 
_ this morning, that it is not part of the common 2,098 miles.—A. Just a m 
No, it is not put in in the 2,098 miles. 
; [Mr, T. C. Macnabb.] 
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/Q. Right. Next?—A. No. 2 is, of course, a Canadian Pacific line. 
Item No. 11, Elkhurst to Windsor Mills. There is 59 miles in the list 
[which 15 is non-competitive, and to be considered as a thin traffic line. 
Q. The remaining 44 being— —A. In duplicaton with the Canadian 
onal Windsor Mills line. 
Q. Now, I notice that that likewise is not in the 2,098’—A. It is not shown 
the 2,098 miles. It is of course in the 5,000. 
~Q. Yes?—A. Of that amount 15 miles, which was the non-competitive 
tion, has already been abandoned. 
Mes?-—A. ‘No, 30, Bolton’ to’ Melville. That is listed: as 19 miles, 
hich 19 miles is thin traffic line, and that has been abandoned. 
Q. And that is not in the 2,098?—A. No. 
Q. Right—A. So that the Canadian Pacifie thin traffic lines in the 5,051 
shown in the list, comprise 160 miles, of which thin traffic is admitted to 
116. Of that 116, which is admittedly thin trafic, 63 have already been 
ndoned. 
~Q. Right. Now then, if you turn to the 2,098 miles. there were two lines, 
- 60 and No. 61 in Exhibit No. 50, which were also in the Canadian National, 
a third line, No. 49, which likewise was shown—a total among the three 
00 miles. Perhaps you had better tell us about this, and why nothing 
pened if nothing did—A. What are the numbers? 
~Q. No. 49, Elm Creek to Plum Coulee, 40 miles; No. 60, Binscarth to 
, 24 miles, and No. 61, McAuley to Virden, 36 miles—A. With respect 
e Elm Creek to Plum Coulee, if you will notice the method of handling 
traffic from the abandoned line you will see it says, “ Will move over 
Canadian National and two Canadian Pacific lines in the vicinity.” So 
t in our competitive position we would not want to share under co-operation 
abandonment with two Canadian National existing lines. 
Q. I follow. Now, what about the next one, No. 60?—A. No. 60, Binscarth 
) is. The proposal was that the traffic would move over the parallel | 
anadian National line, not a position that could be taken except under 


) 


-Q. Yes?—A. No. 61, Virden to McAuley. There will also be a sharing of 
traffic with the adjacent Canadian National as well as the Canadian 
ce line. 

Q. It could be abandoned under the unification, but not under co-opera- 

2—A. Yes, sir. 

{ ¢ 


By Hon. Mr. Black: 


~Q. Do you say it could not be abandoned under co-operation?—A. Yes, sir. 
_Q. It could be abandoned under unification, but not under co-operation ?— 
‘Yes, sir. 

_ Hon. Mr. Danpuranp: He does not give the reason why it could not be 
ndoned under co-operation. 


By Mr. Biggar: 


—Q. You might give that again—A. The proposal was that the traffic from 
bandoned line would be shared with existing remaining Canadian National 
and while it may not be precise to say it was impossible to do that, under 
eration one could not voluntarily abandon a thin traffic line except there 


ome other consideration that has not yet been found under the co-operative 
estigation. 


, By Hon. Mr. Dandurand: 
Q. Was that line competitive?—-A. Oh, yes. These lines are competitive, sir. 


Q. But 500 miles were mentioned as being non-competitive. 
APs, ‘ 
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Mr. Bicear: Sometimes they are mentioned as being non-competitive, anc 
sometimes as thin traffic lines. 
Q. You said in exhibit 50 that you were only able to find 125 miles of wha 
you called branch or thin traffic lmes—I do not know which adjective you used- 
‘\. Thin traffic. And an examination showed that that 125 is precisely 116. — 
Q. Can you tell me what made up that 125 miles in Exhibit 50?—A. I 
116. I said 125, but the figure is 116. a 
Q. Oh, the three that you gave us first?—A. Yes, those are they. - 
@. I have before me now a list of what the Canadian National regarded ai 
thin traffic lines, and which were included in that letter which is at page 312 anc 
following pages of the proceedings. The first one is Chipman to Norton, No. 3 
Would you so regard it? It is 45 miles——A. I did not get your question, sir. — 
Q. I am pointing out to you that in that letter which begins at page 314 
of the proceedings, it says, at the top of page 314, that there were in the Canadiar 
Pacific program but not in the Canadian National program 507 miles of thi 
traffic branch lines. You told me this morning that you could not find an 
more than 116, as it turns out to be?—A. Yes. 4 
Q. Now with regard to those that the Canadian National did include it 
that classification, the first one is item No. 3, in the list on page 427, Chipmar 
to Norton, 45 miles?—A. Of course, that is competitive with the Canadia 
National. 
Q. But would it be a thin traffic branch line?—A. Not in the sense thai 
it would be a line which we were open to abandon, considering our position alone 
Q. What difference would there be in that respect between those item: 
Nos. 2, 11 and 31 that you have just referred to?—A. Those were lines that were 
non-competitive and which were thin traffic and had no element of competitior 
in them or of duplication, so that we were free of our own initiative to abandot 
them without reference to the other railroad. a 
Q. So that they would be in the same position, in that respect, as Nos. 49 
60 and 61?—A. Yes, exactly. The basis of classification has shifted. Ther 
may be a competitive line which has little traffic on it, but as I understand it 
the expression “thin traffic” was intended to mean those lines which the Canadiar 
Pacific, without reference to its competitive position, could of its own volition 
abandon. There are some lines that have very little traffic on them that w 
have to keep in existence to preserve our competitive situation. 3 
_ And that one, No. 3, Chipman to Norton, is in that category?—A. Yes, sir 
_ And what about No. 10, Cap de la Madeleine to Grand Piles?—A. Yeou™ 
. The same position?—A. Yes, sir. 
. That is 27 miles. 


ig 
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By Hon. Mr. Dandurand: i 
Q. It has a competitive feature?—A. The proposal made by us with respe¢ 
to No. 10, Cap de la Madeleine to Grand Piles, was that the traffic from th 
branch line will be diverted to the Canadian National Quebec line at Garneat 
and the Canadian Pacific parallel line; so there would be a competitive featur 
there, precisely. me 
Q. What did you do to get rid of those 27 miles which you indicated ai 
forming part of your 5,000 miles that can be abandoned?—A. We propose 
sir, that if the 27 miles were to. be abandoned the traffic would be diverted t 
the Canadian National and to the Canadian Pacific parallel lines. | 


By Mr. Biggar: s 2 : 

Q. In other words, that was one of these lines that you felt that in 0 

to maintain your competitive position you had to retain, except in the ev 
unification?—-A. Precisely. And we showed in our statement that we int 
(Mr. T. C. Macnabb.] 
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unification to use the facilities of both the National and the Pacific, 
er unification, to take care of the traffic that is now handled by this 
ular line. 
Q. The next that is on this list, No. 12, Farnham to Stanbridge, that was 
of the 2,098, and it has been abandoned, I understand?—-A. No. The 
osal there was that the traffic was to go to the two Canadian National 
lel lines. That would not be possible under co-operation without some 
ibution of burden and advantage, which has not yet been discovered. 
er unification it would be a perfectly logical thing to do, to let the remaining 
National lines take care of this traffic. 
_@. I got it mixed up, I think, with Farnham and St. Johns, which is No. 
A. That was a Canadian National abandonment which is in effect by 
operation, for which there has been discovered a way of distributing the 
on and advantage between us. 
_ Q. And Farnham to Stanbridge is in the same position as others with which 
have just dealt?—A. Yes. 
_Q. The next is No. 13, Farnham to St. Guillaume—aA. That line too was 
give up its traffic, under unification, to the parallel and crossing Canadian 
ational. line. 
 Q. Just at that point, Mr. Macnabb, will you turn back to Exhibit 37 for 
Bert, at page 174 of the proceedings, and tell me what if any difference 
ere is between the lines of the class that we are now discussing—Nos. 12 
d 13 being an example of them—and the lines that are in part 3 of Exhibit 
, at page 175, where an abandonment would mean a withdrawal from the 
ritory in favour either wholly or partly of the Canadian National?—A. The 
eeree would be this. In, for instance, the Wolseley-Reston territory, where 
ere are two lines, Canadian Pacific and Canadian National, it is proposed 
‘make an abandonment under co-operation, provided that there could be~ 
covered a way of equitably distributing the burden and advantage. 
Q. I was not really asking that. Here are cases, in part 3 of Exhibit 37, 
4 either one or other is withdrawing from the territory in favour of the 
ger. That is the position, is it not?—A. Yes. 
-Q. Is there any difference in the mode of approach to these that we are 
cussing, like Nos. 12 and 13, and the mode of approach to those that are 
part 3 of Exhibit 37?—A. None whatever, in our unification submission. 
where could be discovered a method of abandoning any of those lines under 
“operation, it would be quite open to do it. 
a) You used the word “unification” just now. Did you intend to?— 
Yes. 
4% Quite independently of unification, cannot these lines like Nos. 12 and 
‘be dealt with in exactly the same way as those in part 3 of Exhibit 37?— 
Precisely, if there could be a balancing arrangement discovered. 
_Q. There must be a balancing arrangement?—A. Yes. 
i Now, No. 13, Farnham to St. Guillaume, 47 miles, that is the position? 
A. Yes. 
~Q. And No. 15, St. Lin Junction to St. Lin, what about that one?—A. Our 
posal there was that the traffic was to be shared by remaining Canadian 
tional and ‘Canadian Pacific lines. 
Q. That is in the same position as those others?—-A. The same category, sir. 
Hon. Mr. Cauper: Does the Act make it mandatory to balance the burden 
d advantage? 
My recollection of the words used in the Act is “equitable division of burden 
d advantage.” I can turn to that right away. 
Hon. Mr. Danpuranp: Of course they must not go to the extent of 
ng off their nose to spite their face. 
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is in favour of one company, then they must find somewhere else to a 


Hon. Mr. Caper: If hes ees with one line and the burden oy adv 


advantage the other way. 
Hon. Mr. Danpuranp:. It is all a question of dickering. i 
Hon. Mr. Catppr: But eventually a balance must be found, as I unde 
stand it. . 
The CHarrman (Right Hon. Mr. Graham): They will not co-op. 
unless they do find that. 
Mr. Bigcar: It is section 16 of the Canadian National-Canadian Paci 
Act. of 1933. It says that the two railways:— 
are, for the purposes of effecting economies and providing for 
remunerative operation, directed to attempt forthwith to agree and 
tinuously to endeavour to agree, and they respectively are, for an 
behalf as aforesaid, authorized to agree, upon such co-operative meas 
plans and arrangements as are fair and reasonable and best ada 
eas due regard to equitable distribution of burden and advantage 
between them) to effect such purposes. a 


Hon. Mr. Danpuranp: That is a direction. ma 
Hon. Mr. Cauper: Under that statute a restriction is placed upon 
operation. es 
Mr. Biacar: I suppose the Canadian Pacific and the Canadian Nation 
could say that anything else would be a kind of piecemeal expropriation. — 
Hon. Mr. Danpuranp: So there has been always an attempt to balance 
Hon. Mr. Cauprr: Yes. 


By Mr. Biggar: } 

Q. Mr. Macnabb, perhaps we can deal with the rest quickly. I will 
you the numbers in Exhibit No. 50 and you can tell me if any of them are 
different position from those we have already discussed. No. 16—A. T 
recommended for abandonment. It is actually approved for abandont 


under co-operation. 
Q. All right. No. 30.—A. That is taken up. 


By Hon. Mr. Murdock: a 

Q. When was that taken up, Mr. Macnabb?—A. 1982. i, 

Q. Before the Act?—A. Yes. After the estimate and before the leon 

T believe. 


By Hon. Mr. Dandurand: 
Q. But it is in the 5,000 miles? 


By Mr. Biggar: 

Q. Yes.—A. It was in existence when the 5,000 miles was listed. 

Q. It must be in Exhibit No. 31, but I have not checked it. The next j 
Jarvis-Port Dover—A. That is an electric line. It is the last, you see. — 
traffic would have to go to the National under some sort of an agreement. Bis 

Q. Isee. Thirty-five, Saugeen-Walkerton. —A. That is in the same cond 

Q. Thirty-six, Wingham Junction-Wingham.—A. Over the Canadia 
tional Kincardine branch. 

Q. Thirty-seven, Embro-St. Marys.—A. That is in the same position 

Q. Forty-six, Arboreg- Teulon—A. Canadian National parallel line; th 
thing. 

ral And 58, Boissevain-Lauder.—A. It would be shared with the 
line. 
_°[Mr. T..C, Macnabb.] 
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a ; The same consideration applies?—A. The same provision. 
-Q. Sixty-four, Southall-Neptune.—A. The same situation there. 
Q. Seventy-seven, Vernon-Okanagan Landing —A, That would involve an 


Q. I see. I think that exhausts the 507 miles, with the exception of Nos. 2 
j we have already dealt with, the Bay Shore-Shore Line Junction 
fills line, which you dealt with when we began.— 


0 per mile. That is the average for those 5,000 miles. i 

Q. You say it is the average?—A. Yes, 

'Q. Now?—A. Yes. If it be assumed that only 2,000 miles could be totally ty 
doned, the savings at that average referred to would be $2,800,000. The ih 

age cost of maintenance on a branch line standard is $900 a mile. If the — B 

ining 3,000 miles were maintained at that low or degraded standard, instead 
1e average of $1,400, there would be naturally savings of the difference 

een $1,400 and $900, or $500 a mile for the total of the 3,000 miles that 

ined to be degraded, which would mean $1,500,000. So the total economies, ui 
base it on the program of abandoning 2,000 miles and changing the standard faa 

tenance of the 3,000 miles from the average of $1,400 to $900, would amount Hy 
800,000, as compared with $7,000,000 included in the original estimate of aay 

00,000, or a reduction of the savings by $2,700,000. So the $75,000,000 ie 

d become $72,673,000. 

(). You might tell the committee where you got that $1,400 from. I observe 

n his evidence yesterday Sir Edward Beatty refers to maintenance expend- 

| per mile of line in 1930 as being $1,672 on the Canadian Pacific and 

8 on the Canadian National—aA. This is the average of the lines we have ~ 

in our list that we propose to be abandoned, and it is only fair to deal with a 
which we propose to be abandoned, if that is to remain. So we do not use GAS 

vem figures on the average lines in the 5,000 miles proposed to be abandoned. 


q 


By Hon. Mr. McRae: . Be) 


Q. Your average figures, of course, include your high-grade road. That 


account for the difference.—A. Naturally, General. This figure naturally 
servative. 


Q. You are on the thin lines——A. Yes. : 2 
a ii i 
By Hon. Mr. Calder: Bock 


. How do you get your average, over a period of years?—A. Yes. 


_ By Mr. Biggar: 

- With actual figures?—A. Yes, sir. 

Q. Did that $1,400 apply to 1930 or to 19372—A. That would be the 7 

Over a period of years as of 1932. . RA 

You took the actual figures of the preceding years?—A. Yes, sir. faces 

ecause it is true, is it not, that your maintenance figures vary consider- 
year to year?—A. Yes, sir. 
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| By Hon. Mr. Calder: Tht 
Q. And they will vary according to the line of track?—A. Yes, sir. 

Q. Take your mountain section—A. Yes, sir. E 


By Mr. Biggar: 
Q. But independently of a particular line, the average of the system vat 
from year to year?—A. Yes, sir. 
Q. The $1,672 of 1930 has fallen in 1937, I understand, on the Canad: 
Pacific to $1,207. Do you happen to know that figure?—A. No, I do not 
that figure. ] 
Q. We could get it, I suppose, so there will be no difficulty about it—A. } 
at all. . 


=~ 


By Hon. Mr. Hugessen: 

Q. Would you say, Mr. Macnabb, that, taking a general average, | 
difference between the maintenance of a first-class line and a degraded line we 
be about $500 per year per mile?—A. No. What we say is that within this gp 
of 5,000 miles that is true. 
Q. Yes. About $500 a mile per year?—A. Yes. The difference betw 

the average of this group of 5,000 miles and of maintaining a line to a low st 
dard would be $500 for each mile. 


By Mr. Biggar: 

Q. I suppose that spread would be lower when the average system cost 

lower, and higher when the average system cost was higher?—A. li we cha 
the basis of the estimate some other figures must be taken. We were de: 

with respect to 1932 on the basis of 1930, and these averages emerged. J 

Q. I see. 4 


By Hon. Mr. Robinson: 

Q. Dealing with 1930, you say you are dealing really with averages 

not just for the year 1930, as to the cost of these lines—A. Quite. Tha 

we took any unusual maintenance, so we would not take a particularly thin; 

Q. The cost of everything has been quoted as of 1930?—A. Yes. 

Q. That did not exactly apply——A. In taking the average maintenance 

that average was spread over to get elements that do not arise In any one 
vidual year. If you wish to get an idea of the story, you can see that rail 

wear out, and the year you replace them your maintenance is away up natw 
= because rails cost $52 per ton. So after putting them im, of course your 
year’s maintenance is very low. In this average figure we distributed s 

cost of that, so it would be indicated in the average figure. ; 


By Mr. Biggar: 
Q. Exactly. The $1,400 was your average for the particular 5,000 
_ of line which you had in view?—A. Yes, sir. 

Q. Therefore you carried it out on that footing?—A. Yes. 

Q. Now, I understand that you have an answer to the communication 

to the Duff Commission on behalf of the Canadian National, which was Te 
to by Mr. Fairweather and is printed at page 312 and followmg pages | 
proceedings——A. If the committee would permit it, I would crave per 
to read it. ¢ 


e By Hon. Mr. Horsey: . 
= Q. I should like to ask a question beiore you leave that subject. 
unification, Mr. Macnabb, you estimate that 5,051 miles could be aba 

[Mr. T. C. Macnabb.]} 
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in making up that estimate I notice that 1,705 miles of track would be 
1 up from the Canadian Pacifie and 3,258 miles of track would be taken up 
i the Canadian National. In other words, the Canadian National at the 
; would, under unification, be scrambled nearly doubly as much in line 
donments. There is a very big margin between the two estimates. You 
d not be able to agree, I fancy, to the economy—they do not agree as a 
er of fact to the necessity of economies where double their line would be 
n up in relation to the portion you are abandoning —A. That arises, Senator, 
to the fact that the Canadian Pacific is one transcontinental line, and the 
adian National system is made up of two, with the implications which go 
that fact. So, if I may, I will read the letter from the Secretary of the 
| Commission to Sir Edward Beatty as of April 15, 1932:— 

Dear Mr. Bearry—Upon the instructions of the Chairman, I am 
sending you, under separate cover, a copy of certain studies made by the 
Bureau of Economics of the Canadian National Railway as to abandon- 
tment of certain sections of their railway lines. These studies were made 
at the request of the Chairman and he would like to have any comments 

that you may care to make thereon. 


I would ask you to be good enough to return the document at your 
convenience. 


Yours truly, 


(Sgd.) ARTHUR MOXON, 
Secretary. 
and on June 8, 1932, the following letter was sent:— 
ArTHur Moxon, Esq., K.C., 
Secretary, 
Royal Commission on Railways and Transportation, 


Ottawa, Ont. 


Dear Mr. Moxon,—The study made by the Bureau of Economies 
of the Canadian National Railways in regard to the abandonment of 
Certain sections of their railway, which accompanied your letter of 
April 15, has been submitted to our officers and their comments are con- 
tained in the attached memorandum. The copy of the study is also 

ned herewith. 


Yours very truly, 


(Sgd.) E. W. BEATTY, 
Chairman and President. 


S a copy of the memorandum that accompanied that letter. 


By Mr. Biggar: 


= You might tell us by whom the memorandum is addressed to Mr. Beatty. 
ere appears to be no signature. The covering letter says, “has been 
ed to our officers and their comments are contained in the attached 
andum.” 


_the inquiry is directed as to who the officers were—A. The memorandum 


127 


By Hon. Mr. Robinson: 
Who signed the covering letter?—A. It is signed “Yours very truly, 
catty, Chairman and President.” 
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Doon Bay eon Ate aug. te SUR aaee, cA Oh 
‘Q- Read the memorandum HAs (Readme) 0) e008 tne 
Of the 3,162 miles of railway discussed by the Canadian N 
Bureau of Economics, 1,423 miles were suggested for abandonmen 
exhibit which accompanied the Canadian Pacific statement on uni 
As to the retention of 1,739 miles, there is no difference of opinio 
al that mileage may be dismissed from present consideration. é 
ate / The studies made by the Bureau proceeded on the assumptiot 
Reena ste the two systems would continue to be operated as independent 
MRS i Fach section is examined as to its relation to the Canadian Natio 
nae a whole, and as to its value in the economic life of the country. Str 
sed considerations, while not obtruded, are clearly in mind. A case 1 
Oe sented for the retention of both Canadian National lines betwee 
Prairie Provinces and Eastern Canada, although there, if anywh 
North America, the railway facilities are grossly in excess of the re 
ments of local and through traffic. The only justification for cont 
the operation of both lines would be the necessity of maintaining a 
petitive equality with the Canadian Pacific. In the memorandum r 
the Board on February 19 the difficulty of avoiding a clash of 1 
when considering the joint use of certain lines and the abandonm 
others, was neither ignored nor minimized. The instance quoted ser 
confirm the belief that only through unified control can a rational pr 
eram be evolved and followed to a conclusion. q 
} When any section of line has been in operation for a period of: 
pi even though it traverse what is virtually a wilderness, it canm 
i eliminated without inconvenience to some. One of the difficult: 
a administering our country has been that individuals and industries 
persist in establishing themselves remote from markets, and then 
expect railway services and railway rates to correct their geogra 
disability. Every new railway built has been a challenge to the a 

turous and has usually led to the injudicious multiplication of ind 
plants, and very often to the cultivation of inferior land. { 


ot ve) 


By Hon. Mr. Parent: i 

Q. You are not referring to the Lake St. John railway?—A. (Readin: 

It will not be disputed that a proportion of our railway mile 

been built in the wrong places, and in advance of its time, and th: 
railway plant is too extensive and too costly for a nation of le 

eleven million people. If we are to adjust our facilities to our reas 

eae requirements, some lines will have to be discarded and it only rema 
select those that can be sacrificed with the least disturbance to trade 

with the least hardship to individuals. a 

Q. A good principle, but hard to apply?—A. (Reading) :— P 
Those who finally make the decision must expect their judg) 

be questioned, and their motives to be suspected. 


As stated in the opening sentence 1,423 miles of track suggested for aban 

‘ ment are dealt with in the submission of the Bureau. I am not convine 
that a sufficiently strong case has been made out for retention. The 
question are the following:— 

‘ Diamond Junction to Pacific Junction, 444 miles— 
pat: Hon. Mr. Parent: Thank you. 
Hae The Wirness: (Reading) :-— 
Gh Oe aan - The Canadian Pacific officers suggested taking up 371 mile 

wets the sections between Edmundston and Cyr, and between Chir 

(Mr, T. C. Macnabb.] fee 
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_ Pacific Junction. It is conceded that the two lines to be retained (the 
 Intercolonial and the Canadian Pacific short line) could handle all the 
present through traffic and the probable increase for many years to come. 
It is further admitted that if the rails were removed, the total number of 
people who would be left at a greater distance than ten miles from the 
"remaining lines would be 30,000. A considerable number of these would 
e be tributary to the sections which, under the Canadian Pacific proposal, 
would be retained. Even accepting the figure of 30,000 it would hardly 
"seem necessary to maintain 371 miles of track for their accommodation. 
_ The main industries to which reference is made would still be directly 
‘served, or would be within reasonable distance of shipping facilities, In 

_ connection with this line and several others, stress is laid on service 

y. necessary for the lumber industry and the capital invested in sawmills. 
_ Except where located on main arteries such as the Ottawa river, where logs 
_ ean be floated down through tributary streams from the timbered country, 
_ or at seaports such as Vancouver where logs are rafted in from all 
_ directions, sawmills in this country are of temporary and flimsy construc- 


_ expense to move and re-erect these plants on other lines of railway, and 
_ a study of the map would indicate that in the present case all timber 
_ could be made available for manufacture on the Intercolonial Railway. 
_ If the originating local traffic can be handled, without undue loss, there 
_ remains to consider only the advantages of the line as a through route. 
_ The figures quoted indicate that it is not extensively used. In giving evi- 
_ dence in a Maritime freight rates’ case before the Board of Railway 
_ Commissioners in 1927, an officer of the Canadian National said that 
_ the line was not equipped for a traffic movement of any serious dimensions 
mm (Proc. B. R.C., Vol. 904, pages 5148-51). It is our information that no 
_ substantial improvement. of facilities has been made since that time. 
_ Attention is also directed to the report of the National Transcontinental 
_ Railway Investigating Commission, Sessional Paper No. 123 4 George 
mV, 1914, page 138. The line has been in operation for nineteen years. 
_ If in that period of time it has not been found necessary to make sub- 
_ stantial use of it, and if we accept the admission that the remaining lines 
| are capable of carrying present and future traffic, we may discount 
heavily its value as a necessary link in the chain of national communi- 
cations. 
National Transcontinental, Transcona to Nakina, 496 miles. 
Grank Trunk Pacific, Lake Superior Branch, 159 miles. 


; The Canadian Pacific proposal is that the through traffic between 
the prairies and the head of Lake Superior be routed over the Canadian 
- Northern main line (through Fort Frances), and that the overflow be 
_ handled on the Canadian Pacific double-track line. There is sufficient 
_ ¢apacity for all present traffic, with an ample margin for the growth 
_ which may be expected over a term of years. This fact is admitted by 
the Bureau, and retention, therefore, could only be justified by local 
_ hecessities. It is stated that about 3,750 people are entirely dependent 
on the line for railway transportation. Included amongst these are 
_ fur trappers who find it possible over the vast northern territory 
_ to pursue their calling without railway service. The annual wealth 
| production, exclusively tributary, is placed at $1,900,000, of which 
$500,000 consists of furs and the balance of lumber products. It can 
hardly be argued that 655 miles of railway should be maintained 
to provide for the resultant traffic. The furs can be brought, without 


Poe ’ 
7 


ee 


ela 


' tion, so designed that the machinery can be moved as the nearby supply - 
_ of raw material is exhausted. It is not a matter of great difficulty or 
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difficulty, to’ the Canadian Pacific, as was done for a generation | 
the Transcontinental was built. A large block of the timber is contro 
by operators at Kenora, and will be brought there for manufactu 
means of logging railways which are already projected. The 1 
district near Red Lake is largely served now by air, and the mac 
can just as easily operate from bases on the Canadian Pacific. 
Minaki resort can be served by steamboat from Kenora. 7 
Canadian Northern Railway, Long Lac to Capreol, 397 miles. — 
If the National Transcontinental is retained east of Nakina as § 
gested by the Canadian Pacific, this third line is superfluous. 
volume of through traffic is so light that it can be moved with € 
over the Transcontinental and the Canadian Pacific main line (part 
double-tracked). The estimate of population exclusively tributary 
this line, in the light of the 1931 census return, seems to be gener 
Such people as there are are largely concentrated in sections which 
be easily and economically served by the Temiskaming and North 
Ontario Railway, or by the two main lines to be preserved. 4 


By Hon. Mr. McRae: 
Q. May I interject a question in respect to that line? The gold de 
ment in the Little Long Lac district rather changed that situation in the 
five years or so?—A. It may have. g 
Q. I think it is vastly changed. I doubt very much if portions of t 

~ line could be discarded now. { 
Hon. Mr. Murvocx: They are proposing to leave that portion 1 
Nipigon to Long Lac. There is no proposal to take that up now. a 
Hon. Mr. McRar: No, I should not think there would be. _ 
The Wirness: The memorandum goes on:— ‘_ 

As the line almost throughout is located north of the height o 
dividing the lake Superior and Hudson’s Bay watersheds, the 
could apparently be brought at small cost to the Transcontinental - 
for manufacture. Future mineral development, if any, could b 
vided for through the building of spur lines. Of the three lines b 
the west and the east, this was the last to be constructed; it p 
the poorest prospect for tonnage development, and it is the one - 
can be abandoned with the least expense and inconvenience. 
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By Hon. Mr. Parent: a 

Q. Which one in particular do you refer to. How many miles would 1 

comprise? —A. The Canadian Northern Railway, Long Lac to Capreol, 

miles. Then the memorandum says:— a 

In the statement made on February 19, 1932, reference w 

to the cost of the removal and re-erection of industrial plants and w: 
houses now located on lines to be abandoned. Considerable em 

is placed on this item of expense by the Bureau, but our informa’ 

leads to the conclusion that the cost would not be sufficient to cas 

on the wisdom of dispensing with lines which are otherwise sup 

and which, after years of trial, have failed to justify their existen 


By Mr. Biggar: F 

Q. Mr. Macnabb, can you identify with certainty the study t at 
memorandum referred to as that which was enclosed in Mr. Moxon’s k 
_ Mr. Beatty?—A. I personally? r 
Q. Yes—A. No. Be 
[Mr. T. C. Macnabb. ] he 
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Q. It is dicgested to me that the study that is there referred to is not the 
r to which Mr. Fairweather referred and which is printed at pages 312 
1 following, but an entirely independent study prepared by the Bureau of 
onomics of the Canadian National under date of April 7, 1932, which deals 
h, I think, eight lines, of which four are not proposed to be abandoned either 
n gs 50. or in exhibit 42 —A. Can we have that study filed, that you 
peak oO 

_. Q. If the committee wants it. Four of the lines dealt with in it are not in 
ither exhibit 42 or 50, and four are wholly or partly within the 5,051 miles. 
Vho would be in a position to identify accurately the study to which that 
gemorandum refers?—A. The study went back. The letter from Sir Edward 
ithe Moxon says, “ The copy of the study is also returned herewith.” Outside 
the Bureau or the National, I cannot say, just now. 

Q. It would have to be somebody i in the Canadian Pacific organization who 
& tell us what it was that was received in return?—A. Mr. Moxon, I should 
ink, because in the letter of June 8 from Sir Edward to Mr. Moxon, it is 

tated, ‘ “The copy of the study is also returned herewith.” 


Hon. Mr. Moravup: What are those lines? 


Mr. Biaear: The lines that are included in this are: Pacific Junction to 
Jiamond Junction, which is only partly in the 5,051 miles; Matapedia to Mont 
oli, which is not in that $5,000 miles at all; Hervey Junction to Nakina, which 
3 likewise not in the 5,000; Nakina to Transcona, which is in the 5,000; Conmee 

) Superior Junction, which is in the 5,000; Long Lac to Nipigon, which is not 
1 the 5,000; Capreol to Long Lac, which is in the 5,000; and Red Junction to 
rince Rupert, which is not in the 5, 000. We shall have to deal with that study. 


_ The Wrrtness: My recollection is that Mr. Yates accompanied the com- 


ve, 


ission. I know he was there. He doubtless could tell you, Mr. Biggar. 


~ 


By Hon. Mr. Moraud: 
Q. Do you still persist in saying to-day that we could abandon any of 
hose lines mentioned in the memorandum, including from Edmundston to 
Yiamond? 
‘ Mr. Biccar: Mr. Macnabb told us last night, Senator, that he did not know 
yout the present-day situation. 
~ Hon. Mr. Moraup: But the public is under the impression that to-day we 
nm abandon those 5,000 miles. 
Mr. Bracar: I quite agree. I think we shall have to have somebody who 
n speak about it, if possible. 
Q. But you said last night that you had not any more familiarity now than 
u had in 1932?—A. Our position with regard to abandonments is that to-day 
miles is a fair measure of the possible line abandonments, under unification, 
1@ same as it was then, though I am quite prepared to say that with respect to 
dividual lines there would have to be a change in view of the developments 
nee that time and now. 
- Q. But so far as you personally are concerned, you are not prepared to give 
s any personal opinion about 1938?—-A. None whatever. 
~Q. You are expressing the Canadian Pacific view?—A. Yes. 
_Q. But you have no particular information upon which to base it yourself? 
A. No study has been made, sir. 
: ion. Mr. Parent: I presume you will not forget Mr. Macnabb’s statement 
erday to the effect that most of his energies have been directed to the western 
of the country, and that he has not been engaged so much with regard to 
own part, the eastern section. So perhaps he would not be able to give a 
judgment of the situation there. 
The Witness: The agent at Edmundston reports indirectly to me. 
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By Hon. Mr. Moraud: 


Q. What is the distance between the two lines dow! there? You Bi F 
know that? ad 


Hon. Mr. Parent: How can he? It is entirely Canadian National. 
Canadian Pacific do not know very much about that, apparently. 


By Mr. Biggar: 4 

Q. Perhaps you can explain it, Mr. Macnabb? There is a joint piece 1 
line, is there not, that runs out of Edmundston?—A. It just happens that J 
my capacity as General Superintendent I had a great deal to do with maki 
an arrangement for the use of a piece of the Transcontinental between C 
Junction and Edmundston. That joint operation is now in effect. 


Hon. Mr. McRaz: Mr. Chairman, if I may be permitted to say so, it see 
to me we are placing too much stress, too much importance, on abandonment 
If unification were put into effect, abandonments would account for only t 
per cent of the estimated savings. I have no doubt that abandonments woul 
be proceeded with very slowly, and I think it is well that this should be s 
because in pioneer districts it is impossible to tell what the ultimate developaa 
of the country will be. 

Hon. Mr. Moraup: Quite right. 


Hon. Mr. McRaz: It does seem to me, Mr. Chairman, that we have bee: 
placing too much stress on this one feature, which would represent only 1] 
per cent of the possible savings. a 


The Wirness: And if I may say so, 2,000 miles is in both estimates 
which would reduce it 10 per cent. a 


Hon. Mr. Danpuranp: The responsibility is upon the shoulders of § 
Edward Beatty, who has never ceased during these last few years to clail 
that 5,000 miles of railway could be abandoned; he was the author of 
statement and also of the statement that $75, 000 000 could be saved. N 


proportion of this could be achieved. 


Hon. Mr. McRar: Quite so. But we know now that abandonments repr 
sent only 10 per cent of possible savings, or $7,500,000. 
Hon. Mr. Cauprr: The trouble is, as Senator Dandurand has just intima 
that the public have an entirely wrong impression. They have attribute 
the possible $75,000,000 entirely to the abandonment of 5,000 miles. | 
more savings can be obtained with regard to maintenance than with regare 
to abandonment of these lines, as I understand it now. 4 
The Witness: Yes. 


By Hon. Mr. Calder: 


Q. And rerouting of traffic would produce more savings?—A. Yes. 


Hon. Mr. Hata: I do not think you were here the other day, Sena 
McRae, when it was said that other men are coming to give us informat 
about maintenance, and so on. 
The Cire tae (Hon. Mr. Beaubien): Senator McRae, in answer an 
your suggestion, Colonel Biggar tells me that that phase of our investig 
is practically finished. 
Hon. Mr. McRazn: If it is finished, I then want to record my suggestl 
It is that there has been too much importance placed upon abandonme 
Abandonments should be proceeded with very slowly, as I am sure they wo 
be. Many of the lines that it is now expected would be abandoned, wo 
_ probably not be abandoned at all. Speaking with regard to my own pro 
_ (Mr, T. C. Macnabb.] ven 
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ell Mr. Macnabb that the suggestions he has made are absolutely prac- 
hey would inconvenience nobody, and in the interests of economy they 
iid be carried out. The mileage affected is not great. It is obvious to 
fone that some abandonments should be made. 


Mr. Biccar: I have finished with this witness, Mr. Chairman, subject 


a 


any questions by members of the Committee. 


By Hon. Mr. Murdock: 


Q. If I understood previous discussions of this matter, Mr. Macnabb, 
fas stated that the line between Edmundston and Diamond, 225 miles, which 
8 proposed to abandon, is a better and more serviceable low-grade road 
the handling of traffic to the eastern seaboard than either the Intercolonial 
he Canadian Pacific short line which you are proposing to continue. What 
four view about that, that it would be-a more serviceable road to handle 
ght trains over?—A. It is substantially the same problem as between 
mipeg and the head of the Lakes. The design of the National Transcon- 
ntal was very good, and its execution excellent. But there is no doubt 
i between the points in discussion there is superfluous railway mileage, 
in considering which would be abandoned we could not decide it alone 
n the character of the design of the railway. There were other factors 
, outweighed the fact that this particular line is a four-tenths line with 
r grades. And go, in the large picture, although the design was the best, 
as not the best one to be retained. 


Stallone: Pobinscr: 


Q. May I develop one thought, with regard to a national question? At 
me of the War, could we have handled the freight we did, without that 
A. I would say yes. But I believe that we shall have later Mr. Neal, 


tioned in moving war material. 
. Could you not bring it over the C.P.R. through Maine?—A. They did. 


By Hon. Mr. Hugessen: 
- Not until the United States came into the war.—A. Only for troops under 


_ By Hon. Mr. Murdock: 


Q. Just supposing—and let us pray it may never happen—that Canada was 
ted in a war again, would the old Intercolonial be able to handle traffic, 
mder the United States neutrality laws you could not do much over the 
ine of 200 miles or more through that country. Could the old Inter- 
reasonably handle traffic, if this line was abandoned east of Diamond? 
decision to abandon was predicated on the use of both lines, the Inter- 
and the Canadian Pacific short line. 
But we can imagine eventualities that would not permit you to do 
business on the Canadian Pacific short line in case of war. 


; 4 By Hon. Mr. Parent: 


Mr. Macnabb, it never came to your mind that some day or other 
Id get control of that short line on behalf of the C.P.R.?—A. No. 
y I never envisaged that eventuality. 

When you talk of Diamond, you realize of course, as does everybody, 
S is not very far from Quebec city?—A. Yes. 

Diamond is very near Quebec city?—A. Yes. 


+ 


A ee Sa ise ee ee 


a re ea 


=F 


Ss 


Che eR Oh. MER RM ens Ne ane MARS COUP re CCE SU Abe Mee at cL UM Grin gf Econ at evidy cS cok 
i labia SE es APT SARS REY Ag Mle Sut Gg De 
: oe i May Se a. FON My agnor FAN Wipe ad goa) i 


4 


664 | SPECIAL COM MITTEE 


Q. Near Quebec city you have big ocean liners, like the Er 
Britain, the Duchess ships, and so forth. Would it not be to your 1 
see that those ship are fed with all kinds of freight from the centre 
city?—A. We have the Quebec Central going into Quebec too. 

Q. I suspect that the Canadian National may abandon, for a littl 
this part of the line, but the C.P.R. will get hold of it—A. Under unifieat 
we would be both together. 4 

Q. The more trade we have the more I am in accord with such proposi 
but I have a suspicion that your mind must be directed towards that— 


should be. 


By Hon. Mr. Black: 

Q. I quite agree that too much emphasis has been put upon abando1 

as being the source of savings. I think yesterday Sir Edward Beatty 
and you, Mr. Macnabb, said, that with unified management—we will call 
that--and no abandonment under your proposition, there would be a saw 
of some $67,000,000 to $68,000,000—A. And with the consideration of 
common lines that would be $71,000,000. . | 
Q. I think it is well to keep that prominently in mind that it may nob 

to the advantage of Canada to abandon any line. 4 
The Cuamman (Hon. Mr. Beaubien): Any more questions, gentleme 
Thank you, Mr. Macnabb. ui 
The Witness: Thank you, gentlemen. 


Mr. Biccar: The next witness will be Mr. McNeillie. 


R. G. McNemuir was called as a witness and took the stand. 
By Mr. Biggar: Bd 
Q. Mr. MeNeillie, you are the passenger traffic manager of the Canad 
Pacific Railway?—A. Yes, sir. ie 
Q. And you have been so since July 1st of last year?—A. Correct. Si 
Q. And prior to that you had been assistant traffic manager for the ] 
seven years?—A. Correct. a 
Q. What you are going to direct your attention to is the reduction 
passenger train and car miles?—A. Yes. a 
Q. A subject that is dealt with in Exhibit B attached to Exhibit No. 
and to be found at page 417 of the proceedings—A. That is right. . 
Q. Will you tell us what preceded the making up of those figures, ¥ 
steps were taken to reach figures of the kind?—A. Well, at the time 
figures were made, which was in December, 1931 and January and p: 
February, 1932, supervision of the same was under Mr, C. B. Foster, fo 
passenger traffic manager, and Mr. Arthur Hatton, both of whom are now reti 
owing to having reached the pension age. In getting these figures they gav 
very comprehensive study to it. 
Q. Did you have any part in it yourself?—A. I had no personal part 
Q. Then you cannot really tell us how they were arrived at so far a 
own personal knowledge goes?—A. No; except this. I have studied the pal 
in connection with it in the last couple of weeks; also I have had a numbei 
conversations with the men who helped to compile the information on the 
it was done. It was based on the abandonment mileage. First they to 
the trains from the Atlantic to the Pacific on both roads, and they Mg 
out as well as they could, taking 1930 as the base year, as to just what ¢ 
be done in eliminating trains under a unified management. . 4 
Q. Could you tell from the papers you have examined, and so on, to 
extent there was an effort to maintain public convenience, to give the p 


[Mr. R. G. McNeillie.] 
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ind of service as it was getting?—A. Yes. They endeavoured to maintain 
hout a satisfactory service to the public. A great many of the elimina- 
ions ‘were in duplicate train services. They took into consideration the duplicate 
n services between Montreal and Toronto, Montreal and Quebec, and Ottawa 
Toronto. These trains were afterwards eliminated through the pool. They 
right across Canada, as I say, from one end to the other and endeavoured 
ake these trains out without inconveniencing the public to too great an 
ent. 

~ Q. Will you tell us what is the difference between a passenger train mile 
md a passenger car mile? How are those figured out for the purpose?— 
‘They are figured out in this way. Take, for instance, Montreal and Ottawa 
being 100 miles apart—that is not the exact mileage—and suppose both roads 
an equal 100 miles, and they were each running a train consisting of ten 
rs. The mileage would be 200 for the two trains. The car miles would be ten 
es two hundred, which would be 2,000 car miles. 

Q. Was it taken on the actual number of cars in the train or an estimated 
mber?—A. On the actual number of cars in the train. If you eliminated cne 
in you would say 100 train miles and 1,000 car miles. If you eliminated one 
4in and had to increase the main train by an extra two cars you would still 
liminate the 100 train miles and you would eliminate 800 car miles. 


ar 


By Hon. Mr. MaRae: 

_ Q. As a matter of working it out, by running one train would you not really 
actually take less than the cars that are in the service for the two trains?— 
A. That was our hope. 
 Q. But you did not figure on that?—A. No. If we had four or five sleepers 
two trains, there is no doubt, with sleepers on certain days anyway loaded 
they are, they could cut out some of the sleepers. 


B. By Mr. Biggar: 

 Q. That, you say, was not taken into account?—A. No. 

_ Q. I suppose that would be very difficult to take into account because it 
would depend on the fluctuation of traffic from day to day.—A. That is correct. 


a By Hon. Mr. Calder: 
 Q. Does that cover express and mail cars too?—A. Yes, all the cars in the 


, By Mr. Biggar: 

- Q. There would not be many occasions where you would have to consider 

utting two or more mail or express cars on one train?—A. No, it would 

duce it. 

 Q. But would the reduction of mail and express cars be likely to be 

bstantial?—A. I would not know as to that. 

_ Q. That would have to be spoken to by somebody else?—A. Yes. 

 Q. But you can speak possibly of the reduction on account of the daily 

tuations in the number of sleepers?—A. There should be a reduction in the 

ber of sleepers. 

 Q. Would it be substantial?—A. I think so. 

-Q. But at all events that has not been taken into account?—A. No. 

Q. Did you have anything to do with turning these passenger and car miles 

money ’—A. No. 

Q. That was done by somebody else?—A. Yes. 

_ Q. Have you gone over that estimate contained in Exhibit B?-#A.. Yes. 
went over the estimate which showed a saving of 7,574,454 train miles and 
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— Q. Yes.—A. In so far as the car miles figure for to-day is contend! 
not have time to work that out, but we have the train miles worked out. 
Bia Q. You mean the train miles for 1937?—A. Yes. 
‘ Q. You mean you have worked that out again on the basis of th 
traffic?—A. We have taken rather a picture. We have looked at 1930 fro 
1937 basis, and realized there were some changes which would have to be mak 
Q). And so far as passenger train miles are concerned?—A. I estimate 
should be figured out now as about 20 per cent less than the train miles th 1 

we figured on in 1980. 


By Hon. Mr. Parent: : 


Q. Does that apply between Montreal and Quebec?—A. Yes, because | 
pool service is there. 

Q. Well, so far as Montreal and Quebec are concerned, when the trai 
are full all the time, I don’t know how much you can do if that does not pe 


By Hon. Mr. McRae: 


Q. I think the reduction is due largely to curtailment of train services 
the last seven or eight years.—A. That is correct. 


By Mr. Biggar: a 

Q. When you say it would involve a reduction of 20 per cent, ai 
you taking into account the passenger train miles that have already been sav 
by pooling?—A. No. I am saying there should be a reduction of 20 per cent’ 
the 7,500, 000 odd. That is the way we look at the estimate to-day. In o 
words, about 6,000,000 miles have been saved. Of that 6,000,000 saving, a 
1,000,000 miles was made in the pool and about 2,000,000 included in the 
estimate is already off, some of it in all probability temporarily, owin: 
decreases in business. It may have to be put back on again. : 
Q. The whole 20 per cent. would be due to a decrease in business?—A. 
largely, and to the pool. 
Q. Did you take account of the pooling or not?—A. The 20 per cent. 
arrived at in this way. There was certain mileage taken off in the study 
1930, but to-day, in looking at it, we figure too much was taken off. ‘- 
Q. Taken off for what?—A. The estimate for 1930 was 7,500,000. W 
figure that we took off too much mileage in making that. estimate. ; 
Q. Took off what?—-A. Train miles. We are reducing the estimate - 
was made in 1930 by 20 per cent. 
Q. You thought that that was too great a decrease?—A. Yes, too g 

a decrease on the 1930 basis. 


By Hon. Mr. McRae: 4 

Q. The 1930 estimate was how much?—A. Seven million five hundr 

~ thousand. 
Q. And what was the saving in train miles?—A. I haven’t got that. 


By Hon. Mr. Dandurand: 4 
Q. Was that based on the assumption that 5,000 miles would be abandot 
—A. Yes, sir. 
Q. So that. estimate may be of value on the day when 5,000 mi 
railway are abandoned?—A. If the 5,000 miles are abandoned, it wou 
but of course there has been a decrease of business since that date too. 
OQ: But the mileage that will be abandoned is a very doubtful quant 
A. And this must be taken into consideration. When we were estimating 
the 5,000 miles that were to be abandoned—a very large portion of the e 
“would still stand— 
[Mr, R. G. MeNeillie.] 


a 
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5 AIG? None of Ms anes Wiha, 
I am glad I am not alone. 


By. te Biggar: : 
Are you presently criticizing the 7,500,000 train miles as being un uate 
ate in 1930?—A. No, as being an overestimate. 
Q. You now think the saving that would be effected on the basis of 1930 
d not be as great as 7,500,000 train miles?—A. That is it. 
Q. By how much do you think it was too great?—A. Twenty ] per cent. aM 
Q. Twenty per cent as of 1930?—A. Yes. Be 
Q. And suppose you were making an estimate now on the basis ab 
nt-day traffic, would it have to be further reduced, having regard to the 
) in traffic since 1930?—A. As to the situation to- -day, you cannot. fioure ri 
It would take an exhaustive study such as was made in 1932, which would, se 
ed We have not had time to go into an estimate of that kind. 
. Have you then gone into it sufficiently to .determine what difference Se 
iid I be made by not abandoning this 5,000 miles?—A. No, we have not gone S 
nat. ny) 
7 The CHARMAN (Right Hon. Mr. Graham): Would it be convenient, LOR hot 
urn here, Mr. Biggar? “3 
Mr. Pee Yes, sir. 
e CHAIRMAN (Right Hon. Mr. Graham): The Deputy Governor is ho. 
e oe and it has been suggested that we adjourn until to- -morrow at 
Hon. Mr. Brack: There are several committees meeting to- chGrvowenn 
There were three bills referred to the Private Bills Committee ae Mi 
eration to-morrow at 10.30. . 


e CHAIRMAN (Right Hon. Mr. Graham): Then, we will say Ne 


. 


1e committee adjourned until to-morrow at 11 a.m. 
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ORDER OF APPOINTMENT 


Ft 


(Extracts from the Minutes of Proceedings of the Senate for March 30, 19% 


Resolved—That a Committee of the Senate be appointed to enquire 2 
and report upon the best means of relieving the country from its extrem 
serious railway condition and financial burden consequent thereto, with por 
to send for persons, papers and records, and that the said Committee consist 
twenty Senators. ' 


Ordered that the said Special Committee be composed of the Honoura 
Senators Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandura 
Graham, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murdo 
Parent, Robinson, Sharpe, and Sinclair. 


MINUTES OF EVIDENCE 


THE SENATE, 


Tuurspay, May 26, 1938. 


. The Special Committee appointed to inquire into and report upon the best 
neans of relieving the country from its extremely serious railway condition and 
inancial burden consequent thereto, met this day at 11 am. 


_ Right Hon. George P. Graham, and Hon. C. P. Beaubien, Joint Chairmen. 
_ Col. O. M. Biggar, K.C., Counsel to the Committee. 
The Cuairman (Hon. Mr, Beaubien): Proceed, Mr. Biggar. 


a. G. McNEILuiz was recalled and took the stand. 


OTe 


- By Mr. Biggar: 
~ Q. Mr. MeNeillie, you were speaking about the saving of passenger miles, 
__ Hon. Mr. Rostnson: Before you proceed, Mr. Chairman, may I say some- 
hing. I do not speak very often. We get into a little confusion on the lines 
hat are to be abandoned, and I would make the suggestion for what it is 
rorth—it is simply my own idea—that those lines which are to be abandoned 
e widened on the map in order that they may be clearly indicated to the 
ommittee. 
Hon. Mr. Carper: You cannot destroy that good map. 
, Hon. Mr. Rosinson: I make the suggestion. I think it would be a good idea. 
should like to know clearly just where the lines to be abandoned are, 

Hon. Mr. McRaz: I think the idea is a good one. 


_ Hon. Mr. Danvuranp: This is a Canadian National map. I am informed 
hat a map can be prepared that will show the whole of the 5,000 miles that are 
eing discussed. 

-Hon. Mr. Rosrnson: Just to avoid confusion. 


* ‘The Cuatrman (Hon. Mr. Beaubien) : In answer to your question, senator, 
1¢ Colonel has certainly demonstrated the lines upon which both companies 
ion 3 to accept abandonment. 


Hon. Mr. Danpuranp: Oh, no. We're willing to study. 

~_ The Cuarrman (Hon. Mr. Beaubien): I want to be correct to the full 
<tent; I do not wish to bind anybody. There are lists of lines upon which one 
mpany was willing to study abandonment, and upon which the other company 
as willing to study abandonment. When those lists are distributed to us it will 
ime enough, perhaps, to have your suggestion carried out. 

oc ee Rosinson: Is there any objection to what I have suggested if I 
t it done? 
_ Mr. Bicear: There is a small map, you know, with all these lines marked. 
ould that suffice? 

~ Hon. Mr. Rosrnson: It is a small map, is it? 

_ Mr. Brecar: Not very. 

Hon. Mr. Danpuranp: I am informed that the Canadian National can 
epare a map on that scale. 
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Hon. Mr. McRar: It has been suggested that this might be do 
provinces, and one of the departments could work that. up very quickly. — 
Hon. Mr. Danpuranp: It could be done on the whole map. a 
Hon. Mr. Moravp: It is a good idea to have it by provinces, even if it does 
appear on the large map. 1 
Hon. Mr. Brack: If we are going to have this at all, Mr. Chairman, I think 
it should be a consecutive map, to show the connection between the provinces. | 


The Cuamman (Hon. Mr. Beaubien): I presume we had better go on with 
the examination of the witness, until we are ready to carry out the suggestion 
made about the map. q 

Mr. Brccar: Before I go on with Mr. McNeillie, I should say that I haye 
been asked to indicate the character of the evidence that is proposed to be g 
by Mr. MeNeillie and subsequent witnesses. Beginning with Mr. Macn 
who was here yesterday, and going along to Mr. Jefferson, who will be the thi 
or fourth from now, all the evidence will be dealing with physical econom 
rather than money economies; and then those physical economies will be tu 
into money economies by a subsequent witness. 

Q. Mr. MeNeillie, we were speaking last night about changes that had 
made in the estimate of 74 million passenger train miles that was one of 
items of the estimate and is contained in Exhibit B, at page 417 of the procee 
ings. Would you make clear to the committee what your knowledge of th 
is and how far that figure of 7,574,454 passenger train miles must now 
changed? 4 

Hon. Mr. DanpurAnpb: I should like to draw the attention of the witn 
to the fact that we shall need to know upon what lines these savings will ta 
place. We must have some detailed statement, and not a general statement. 

The Wrirness: The story: of the estimates is a decidedly complicated 01 
I said yesterday, frankly, that I believe the 1980 estimate was 20. per 
too high. ; 


By Mr. Biggar: ‘ 

Q. You mean the 1932 estimate?—A. Yes, of the year 1930, that it was 
per cent too high. In addition to that, I realize that passenger traffic con | 
in this country have altered in a way that is permanent, in a lot of cases. Ana 
further, independent savings have been made by the two companies which affect 
future economies. Therefore—and I want to make this clear—lI believe to-0 
that under normal business conditions in Canada the passenger traffic sa 
estimate should be taken at 44 million passenger train miles instead of a 
74 million miles included in the $75,000,000 estimate. I tried to make the fi 
conservative, and I think it is overly conservative. 

Q. On what is that based and how did you get it?—A. It does not in 
the pool mileage. In offering an estimate of $75,000,000 savings, Sir Ed 
Beatty did not include the savings that had been made since co-opera 
Therefore, the figure of 74 million miles, used as of 1930, made no allowance 
about 1,000,000 miles by pooling. 

Q. That is this million- miles that have already been carried into 
by the pooling arrangement that has been made by co-operation?—A. 
Equally, my figure of 44 million miles now makes no such allowance. 

Q. So from your 44 million miles figure there must be a further deduct: 
of eee miles, speaking from to-day and looking forward?—A. Yes, app z 
mately. 

Q. It is almost exactly 1,000,000 miles, is it not?—A. Yes. 

Q. It is 972,000, is it not?—A. I feel that we can save 44 million m 
compared with 74 million miles as used in 1930, or 34 million mile 
eliminating the pool. Thus, owing to changed conditions and a more ¢ 

[Mr. R. G. McNeillie.] Of 
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ate, I did not recommend the use of more than 44 million miles in obtaining 
tal saving. 
Q. How do you get at the estimate of 44 million miles, or 34 million miles 
r the pool is eliminated?—A. The 20 per cent brings it down to 6,000,000. 
Q. Why 20 per cent?—A. Well, after going all over the figures, I figured 
iat they had been over-estimated to that extent. 
*  Q. On what did you base that view? What did you have before you to 
ve at that view?—A. I based the view on the belief that they had eliminated 
much transcontinental train mileage. 

-_ Q. You mean that you had before you time tables or something of that 
kind?—A. Yes. 
Q. And you went over what, the time tables of 1930, or what?—A. I went 
r the time tables of 1930 and the time tables of to-day. 

Q. And going over and doing the same work to-day that had been done 
1932, you eliminated a number of train miles equal to 20 per cent of the 
; million?—A. Yes. Of course, I did not go over to them to the same extent, 
because this examination which they made in 1931 and 1932 took from six to 
ght weeks. I have only had probably about ten days to go over their figures 
d make an estimate as to what we could do. 
Q. I do not quite see how you were in a position in ten days to revise so 
tantially an estimate that had taken six weeks to prepare ——A. Perhaps I 
n explain it in this way. In the 1931 examination they were working on the 
s of the elimination of the mileage from Transcona to Nakina, and from 
Long Lac to Beaverton, leaving nothing with which to handle train service. 
hey eliminated that complete transcontinental mileage in there, and they also 
liminated a complete train from Winnipeg to the Pacific coast. Now, I figured 
at we would have to have one transcontinental train, whether the mileage was 
inated or whether it was not. It was in that original picture. 
Q. You mean one transcontinental train via Nakina, and from Winnipeg 
to the coast?—A. Hither that, if that line remained as non-abandoned; 
if it was abandoned, that train in order to carry the traffic would have 
operate on the Canadian Pacifie or whatever line was left to operate on. 
-_Q. I am not very clear now whether your reduction of 20 per cent was 
ade on the non-abandonment of part of the 5,000 miles that was assumed 
‘be abandoned for the purpose of the figure 75 million estimate, or whether 
made the 20 per cent reduction on exactly the same assumptions as had 
made in 1932?—A. Well, it was based on whether it was abandoned or 
her it was not abandoned. There had to be a train put back in there that 
id been taken out. , 
Q. You mean you put back a train, for the purpose of getting your 20 
t cent reduction, on that line that in 1932 it was assumed would be abandoned? 
A. Yes—well, put it this way, that when they made this original estimate 
ey assumed that that line was going to be abandoned, and assumed that 
hey took the train service off it altogether. I took the stand that if the 
€ was abandoned it still meant that there had to be a train which would 
perate on the Canadian Pacific to carry that traffic. Now, there were two 
S operating at that time over the Canadian National lines to the coast. 
Q. Will you stick to the first part? I am still not clear about it. You 
assume that this line that you are speaking of was to be abandoned, 
you thought that the Committee in 1932 had not provided on the non- 
doned line, the duplicate line, the Canadian Pacific line, as much train 
vice as would be necessary?—A. That is correct. 
_Q. And consequently, for reasons of that kind, you reduced it by .20 per 
ent?—A. Yes sir. 
(). What other cases were there besides this of the abandonment of line, 
na to Winnipeg, and so on?—A. On that line, as I say, there were two 
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trains per day operating west of Winnipeg. They also eliminated one of thos 
trains west of Winnipeg, which I did not change at all. i 


By Hon. Mr. Calder: 

Q. It means this, you have two lines of railway?—A. Yes, sir. f 

Q. To-day they are carrying certain cars. If this line is dropped, then 
the train used on this line must go over on the other line?—A. One of the two 
There were two trains in there. ; 

Q. I mean one train on each track—A. No. As a matter of fact there 
were five trains in the summer of 1930 between Sudbury and Winnipeg, three 
Canadian Pacific and two Canadian National. 

Q. Supposing this line is abandoned, one of the trains would have to 
moved to the other?—A. Yes. 

Q. How many’?—A. One. 

Q. Only one?—A. Yes, sir. 


Oe 


By Mr. Biggar: 

Q. What difference did that one make in the number of miles? zB 

Hon. Mr. Buacx: After all, Mr. Chairman, are we getting anywhere will 
all this detail? a 

Hon. Mr. DanpurAnpD: Senator, the C.P.R. must make out its case. 1] 
has claimed that there could be savings of $75,000,000. Now we will test 
every one of those statements having to do with that saving. Mr. Fairweather 
said that under either system, co-operation or unification, he could not see 
5,000 miles of abandonments. i 


By Mr. Biggar: f 
Q. Mr. MeNeillie, could you not supply the committee with a memorandurt 


indicating exactly how your four and a half million miles was made up? 
A. Yes, sir. i 


By Hon. Mr. Dandurand: eS 

Q. Would it not be better to have it in the form of a statement instead 

of talking about it? You can cover each and every line where there will be 
a saving. It is all predicated on the 5,000 miles?—A. No, sir. 


By Mr. Biggar: . 

Q. Mr. McNeillie, we want a statement of what actual trains disappeare 

the number of train miles that each disappeared train meant in the way 0 
savings, and how much of that four and a half million miles would not b 
saved if there were no abandonments at all. Or would you like to have it, 
Senator, on the basis of the number of miles that would not be saved if onl} 
2,000,000 miles were counted? . 
Hon. Mr. Danpuranp: I think we should be able to break that figure 
down to cover the whole railway system. There are so many million mile 
to be saved: where are they to be saved? - 
Mr. Brccar: On the system as it stands to-day without the abandonment 

of any of the 5,000 miles? , 
Hon. Mr. Danpuranp: Yes. = 


Hon. Mr. McRag: I am rather of the same opinion as Senator Black. 
fear if we get into too much detail we shall get lost in the maze of savings. — 
the witness has stated the case, the original seven and a half million mil 
reduced to four and a half million miles, less the million already put into 
So we have got down from seven and a half million to three and a half mi 

[Mr. R. G. MeNeillie.] 
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hat (ees mine 50 per cent. Just how far you want to go in developing what 
ed the three and a half million miles is not so important to me, for the 
ficure is three and a half million against seven and a half million—a very 

ic change. As to just how that three and a half million is made up, I am 
ak to say that after you had gone clear across the continent I would have 
ing else in my mind than the three and a half million against the seven and 
If million. 


~ Hon. Mr. McRaz: If the Committee wishes to have the figures broken down, 
t is all right. 
— Hon. Mr. Danpuranp: We want the figures rather than generalities. 
~ Hon. Mr. McRaz: I think the production of a statement which we could 
dy would be better than going into all the figures. If he submitted a state- 
a of what composed the three and a half million miles, I am frank to say that 
we spend two or three hours on it here we shall be in a maze of figures, and we 
forget them by the time the other side of the question is presented. 
Hon. Mr. Danpuranp: I feel that way too. The witness could furnish a 
ement of the savings. 
Hon. Mr. Murpocx: One thing some of us won’t forget. We have been told 
yeatedly for several years by certain informed individuals and by certain 
arlie McCarthys that $75,000,000 can be saved. Now then, surely as repre- 
ng the Senate of Canada we want to know the facts, we don’t want to 
7a pig in a bag. Maybe some of us would be willing to do that, and take 
nebody’s word for it. But is that fair to the people of Canada? Is that fair 
the settlers and the business men in the far-flung spaces of Canada, who were 
uced to go in there? Let us get the facts. 
_ The Cuairman (Hon. Mr. Beaubien): Senator Murdock, surely you are a 
ittle bit too early to make complaints, for we are taking item by item now. 
-Hon. Mr. Murvocx: I resent, Mr. Chairman, if I am properly informed, the 
sire of two or three, maybe, or more, to shut it off and take somebody’s word 


|The CHAIRMAN (Hon. Mr. Beaubien): No; they want a list of every mile 


' Hon. Mr. Murvocx: All right. Let us get the facts. 

_ The Cuarrman (Hon. Mr. Beaubien): That is what we are doing. 

_ Hon. Mr. Brack: Don’t accuse other people. 

Hon. Mr. Murpocx: I am calling attention to what I regard as an unfair 
ttitude towards the Canadian people. I say again, there are some gentlemen 
y to take somebody’s word for it. 

Hon. Mr. Dannuranp: That leads us nowhere. 

_ Hon. Mr. Buacx: We are not taking the word of any Charlie McCarthys. 
~The Cuatrman (Hon. Mr. Beaubien): We shall only get through our work 
1 the committee is in accord to do that, and forget the rest—particularly 
litical speeches. 

You are satisfied with that, Senator Dandurand, to have a list showing the 
les that can be allotted, so to ‘speak, of every line? 

Hon. Mr. DanpurAND: Covering those three and a half million miles. 

The Cuatrman (Hon. Mr. Beaubien): Covering the amount of mileage that 
> dispensed with. 
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The Cuairman (Hon. Mr. Beaubien) : Certainly. Is that stisfactor 
you, Senator Murdock? 


Hon. Mr. Murpocx: Get the facts. 
Hon. Mr. Catprer: The statement will be printed in the proceedings, re 
sume. " 
Hon. Mr. Danpuranp: I suggest that when we get those figures we u 
ask the witness questions in relation to them. ; 
The Wirness: As I understand it, you want details of the savings 
3,500,000 miles? 


By Mr. Biggar: ; 
Q. Yes. Can you prepare that statement for us by Tuesday?—A. Yess 


By Hon. Mr. Moraud: 
Q. And showing how much is represented in money? 


By Mr. Biggar: 


Q. If you will let us have that statement Mr. O’Brien, on Monday, I think: 
can dispense with any further examination now. \ 


Hon. Mr. Morauvp: If he files a document showing what the savings rep 
sent in miles, he should also show what those savings represent in money. 


By Mr. Biggar: 


Q. Mr. O’Brien, is there any reason why to that statement which ‘ 
prepare, and which is made on your responsibility, with respect to the nu n 
of miles, you should not in another column put the amount of money that f 
number of miles represents?—A. If I can obtain that information, 


By the Chairman (Hon. Mr. Beaubien): 
Q. What it amounts to in dollars—A. It will be about $1 a mile. 


By Mr. Biggar: . 
Q. You did take it at $1 a mile?—A. That is the rough average. 


By Hon. Mr. Murdock: 


Q. It can only be an estimate—A. Yes. Some trains will be less than | 
some more. That is all it can be, an average. a 


By Mr. Biggar: 
Q. We are told the train mile average is $1—A. About. 
Q. All right. 


Hon. Mr, Copp: It strikes me, Mr. Chairman, that in addition to 
statement showing how you save the 3 000,000 miles, that we should also ha 
one as to the first claim that there would be a saving of 7,500,000 miles. - 


By Mr. Biggar: ;. 

Q. The difference between the estimate of 1932 and the estimate you 

making?—A. Yes. Be | 

Q. You could easily give that in a separate column—A. Yes. 4 

Q. Then we will continue on this subject of passenger train miles ( 

Tuesday ——A. All right, sir. a 

Mr. Biccar: The next witness is to be Mr. E. G. O’Brien, who wi 

_ with the freight car miles and the mixed train miles. That relates to E 

_ to Exhibit 49, which is to be found on page 418 of the Proceedings. 
Me R. G. McNeillie.] 


ha 


ae 3 


Ge PAU ee ie Ned 
rey ERR aS. ral adres) 


MR ATWAY “CONDITIONS | ° 675 
G. O’Brien was called as a witness, and took the stand. 


By Mr. Biggar: 
_Q. Mr. O’Brien, you are assistant to the General Superintendent of Trans- 
tation of the Canadian Pacific?—A. Yes, sir. 
_Q. And you have been in the Transportation Department of the Canadian 
cific for 36 years?—A. For 36 years, in various branches of the work in the 
nsportation Department. 
_ Q. You were going to direct yourself to the accuracy of the figures in 
xhibit C to Exhibit 49, that is at page 418 of the Proceedings, which relate to 
ght, mixed and other train miles, and freight car miles. I imagine that the 
t heading is intended to exclude purely passenger train miles—A. Yes, sir, 
passenger train miles do not come into this computation in any form. 

Q. The first three lines of that exhibit represent the actual number of train 
ules and of freight car miles by the Canadian Pacific, the Canadian National 
nd the Northern Alberta Railway in 1930. Then there are five items of reduc- 
on, of which a total is given, and in the last line but one a revised total with 
1e deductions, and finally there is a percentage reduction. Now, Mr. O’Brien, 
ou have heard the discussion here. Have you got the material upon which 
108e figures were based?—A. Yes, sir, the details of it, and I think I can give 
ou the information as to how it is made up. 


= =) 


By the Chairman (Right Hon. Mr. Graham): 


i Q. Is the Northern Alberta, which is mentioned here, the line that is operated 
y both railroads?—A. At the present time it is jointly owned by the Canadian 
e and the Canadian National. 


By Mr. Biggar: 


_ Q. I see you have a document before you. Is it possible for the committee 
follow what you have to say without having copies of that document?—A. The 
ument at page 418? 
Q. What you are going to deal with—A.I do not think they have the 
ils other than what is shown on page 418. They are not in the C.P.R. 
ission. 
Q. Is it possible for the committee to follow what you have to say without 
dditional material?—A. I think so, sir. If it meets with your wishes, I 
ndicate it on the map. 
Q. We can try that—A. All right, sir. 
Q. Now, before you go on, perhaps you had better tell us what was your 
in the preparation of this material in 1932——A. For 1932 the work was 
vided, and that which was assigned to a committee of which I was a member 
he preparation of the savings in mixed train, freight and car miles— 
ed train miles, freight miles and freight car miles. On the committee with me 
he time were Mr. Bowles, who was then Special Traffic Representative of 
Canadian Pacific and who had been located at various points throughout 
a and was able to bring us a good deal of information as to traffic 
ions. There was also Mr. Liddy, our General Statistician, who compiles 
gures as to all the statistics. From my own experience as Inspector I 
most of the terminals and the train services throughout Canada. We 
that combined we could bring sufficient knowledge to bear on the subject 
alculate fairly closely what the estimates were in connection with this 
ular feature of the submission. 
. And during how long were you working at it?—A. Speaking from 
, 1 think it took approximately six weeks. In normal working time 
| be very much longer; there was continual night work during the six 
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weeks. The items were gone over individually, each situation was studied frc 
every bit of data we could secure. That is, it was not an estimate. Mg 

Q. You mean it was as near an accurate prediction as you could ma 
for the future?—A. For the future, and we had what we considered the bi 
information available. 

Q. And still speaking generally, have you had occasion to see wheth 
that estimate made in 1932 in the way you suggest requires revision to-d 
having regard to the lapse of six years since it was originally made?—A. . 
to whether it requires revision? If anything—or positively, there would 
greater saving. 

Q. I was not asking about saving. But have you made any examinati 
of the figures recently to see whether they require variation?—A. We ha 
gone over the figures, but we did not have the time we had in 1932. I hay 
however, in collaboration with the committee, checked them over very careful 
—not so far as getting all the detailed data we had at that time, but we ha 
studied the work we did at that time and the data available at that time. ~ 

Q. And what information had you either in 1932 or subsequently wi 
regard to the Canadian National lines?—A. With regard to the Canadi 
National lines and traffic we have a fairly accurate estimate. I might i 
out that at seaports we know exactly what traffic in grain they bring in. TI 
is published in connection with the elevator reports, say, at Vancouver, Ft 
William and various other points. Through reports published by the vario 
associations such as the Canadian Railway Association, the Demurrage Cor 
mittee and the American Railway Association we have figures as to total ¢ 
handlings. Then, through contact with the men of the Canadian National ~ 


; 
4 


study, and we had a traffic representative who was in a fairly good positio: 
give us the information as to the Canadian National. In some cases we B 
exact figures, but anybody in transportation work knows fairly well what 
other line is handling. 4 

Q. I suppose it is part of the business of each line to know what the ot 


get a fair estimate. Furthermore, our traffic people have to make a toa 


is doing?—-A. Necessarily so. a 

Q. So you felt you had fairly good information with regard to the Canadt 
National, and you had all the information there was with regard to 1 
Canadian Pacific? —A. We had exact information in car miles, train miles a 
ton miles, and how they would apply to the particular feature we W 
studying at the time. We knew that exactly. 

Q. Will you go on from there and tell us how you get at these figures w 
are on page 418?—A. In trying to organize our work the first thing Yew 
item of train miles on abandoned lines. That was a definite study. We we 
given a statement of what lines it was decided or proposed to abandon; the 
fore we had a definite study of the mixed train miles, which goes into this stu 
on those lines. We had working time bills, and the published folder of % 
~ Canadian National Railways, which gives the information as to passenger ta 
services and shows whether it is a mixed or passenger train. Then we had work 
time bills which show authority for operating train miles; then fast freight boo 
On the abandoned lines you eliminate train miles where the train is no lon 
run; but the traffic that moves over that line has to be transferred to the ret 
line. That increases your train miles on the retained line, and that was tak 
into consideration in the abandoned line. 


By Hon. Mr. Dandurand: 


Q. Did that cover all the 5,000 miles supposed to be abandoned? 
covered definitely all the miles supposed to be abandoned. ~ ae 
[Mr. E. G. O’Brien.] om 
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By Mr. Biggar: 

Q. You assumed the abandonment of the 5,000 miles?—A. But as far as 
L is concerned, it would only affect the figures as to mixed and freight train 
ss on abandoned lines. 

-Q. Quite, but you are telling us now how you proceeded to get at those 
res.—A. The second thing we studied was the shorter mileage available 
er amalgamation, the use of better grade, regardless of shorter mileage, and 
dly, the balancing of loaded car traffic which now moved in one direction on 
‘railroad and in the opposite direction on the other. 


Q. Would you explain that?—A. We would find on occasion, where the | 


ladian Pacific full trains are normally moving from Montreal to Toronto, 
therefore your light trains are moving east on the Canadian National, 
; condition changes from time to time. But should one road secure a large 
ar for grain from the bay ports to Montreal, it would reverse the direction 
jonnage, and your full trains would be moving east instead of west. You 
ht find this condition, that the Canadian Pacific would have full freight trains 
ing west while the Canadian National had full freight trains moving east. 


Q. What happened in each case with regard to the reverse movement?— 
In the reverse movement the trains would be crossing lightly loaded in 
1 cases, on the unified system, as compared with operation of two independent 
ems. As to the shorter mileage available under agreement, if I may be allowed 
ir, I would like to point that out on the map. 


Q. Yes, do, by all means, indicating where those advantages could be 
wed.—A. There is quite a movement on both lines known as interstate traffic, 
ing from the central states to New England. There is not a great deal of 
rence in the question of the haulage from Detroit or Sarnia to Montreal. 
Q. You mean as between the two railways?—A. Yes. There is a better 
le and double track on the Canadian National; it is slightly better. But where 
get a case that would probably bring this clearly out is in the movement 
n the vicinity of Cornwall or St. Polycarpe or Coteau down into New Eng- 
You will note that the Canadian National, indicated by this red line on 
aap, has almost a direct route down into New England. This route follows 
water grade, and it is a route on which heavy trains and heavy cars may be 
led; whereas on the Canadian Pacific, moving from this point (indicating), 
reome into Montreal, then they move east to a place called Farnham. Between 
e two points the grade is fairly good and comparable with some of the 
r grades. But once they get to Farnham they have to move over a mountain 
ze into New England, and you will note that in order to do that the line 
es down here in a Z shape and comes up across the border several 
s and then falls down into New England. Over the mountain range on the 
adian Pacific it takes two locomotives to haul about half of what one loco- 
ive will haul on the Canadian National. The distance is approximately 51 
s longer. But when we get down to this point, Wells River— 

Q. That is where you turn it over to the Boston and Maine?—A. Yes, and 
i. haul it 40 miles to White River Junction. That mileage, of course, should 
idded, though it is not now in the Canadian Pacific figures. 


a And when you get to White River Junction you have got. to the end of 


nadian National line?—A. Not quite the end, but practically. They do 
Some to points south. 


a By Hon. Mr. Calder: 

Q. You are talking of freight for west to Chicago, not of Canadian freight?— 
0, not Canadian freight, but interstate freight hauled by the Canadian 
s. There is a movement in both directions: traffic from New England 
2 West and from the West to New England. 


“y 


678 SPECIAL COMMITTEE 


By Mr. Huger, 
Q. When you say “ New England,” you are using a wide expression, 


of the entire distance east of the Hudson river. It may seem strange, butt 
is a considerable traffic moving from points in here (indicating on mapyy 
‘from Connecticut through to east of Chicago. 
Q. You turn off the main line of the Canadian Pacific at Farnham i 
of going on across the state of Maine?—A. We turn off the Maine line 
Farnham, yes sir. You see this small “Z” here (indicating). : 


By Hon. Mr. Dandurand: 


Q. Does the traffic move to a port on the Atlantic?—A. No sir. There} 
be some portion of it moving to a port; there is some of it moves by wat 
New York, or from New York via water to these New England ports, ] 
London or "Boston, and then moves west through Canadian territory. 


By Mr. Biggar: 


Q. Just to carry it one step further, suppose there is Canadian Na 
freight of the kind that you speak of, moving in the way you speak of, 
east or west—take it east, first. You spoke of the traffic turning off at C 
and going down towards White River Junction?—A. Yes. 

Q. But suppose it was going to Boston?—A. That would be the normal 
There is some traffic which moves through the Niagara gateway, but the 
we are discussing is that which comes through Canada in the vicini 
Montreal. Now, sir, if you equate that in ten miles and distance, if you 
to take one train on this Canadian National route and divert it throug 
Canadian Pacific route down to Farnham, Newport and Wells River, it 
give the equivalent of 292 additional train miles for each train. It is sayn 
of that kind that are included in the rerouting of trains. 

Q. You mean that the Canadian Pacific trains could follow this iin 
they would save 292 miles for every train?—A. Yes. 


By Hon. Mr. Robinson: 


Q. Train miles?—A. It is 292 miles for each train in distance. Ane 
means, as the train has to return, it would be a total of 584 miles. i 


By Right Hon. Mr. Meighen: 


Q. For each train?—A. For each train, in both directions. 
Q. Could you put that into train miles per vear?—A, We have done tha 


By Hon. Mr. Murdock: Ne 


Q. It would be much more than that in car miles, too?—A. Yes. TI 
miles and train miles did not correspond in that particular case because 4. 
add to your car miles is the actual distance, but the train miles are 
proportionately on account of the larger train that you handle over the 
route. 


By Hon. Mr. Hugessen: 


Q. You have to split your trains over the Canadian Pacifie?—A. Ye 
that increases the train miles disproportionately to the car miles. Th 
condition prevails, of course, on all these portions of line that were discussed 
connection with line abandonments and better erades,. from the Prairies 
Kamloops, from Kamloops to Vancouver and from Winnipeg to Fort Wi 
With regard to those particular lines we had fairly accurate figures an 
get a close figure as to the saving. In the case of Newport, as the t 
diverted from the Canadian Pacific to the Canadian National we had 
figures for tons and cars handled, and knew to a mile what it oe 

[Mr. E. G. O’Brien.] 
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‘By Mr. Biggar: | . 
And the same thing, as far as particularity is concerned, with regard to 
s, in the Kamloops area, east and west, and Winnipeg to Fort William?— 
. Mr. Catprr: If we had about three instances of this kind worked out 
me way, with the witness pointing out the situation on the map, I think 
be helpful. 


th! on. Mr. Danvuranp: I think the witness will give us all the savings that 
comprised in that total figure, on each line. 


on. Mr. Caxprr: That will be better, if we are going to have them all. 


The Wirness: You asked a question, Mr. Biggar, as to the general manner 
Hhich this form was made up. I was pointing that out as one example, to 
ate how we secured information as to the re-routing of traffic. There were 
other features in addition to the re-routing of traffic. We have consolidation 
rchandise traffic. That was a very detailed study. We had on our own 
of course, the actual cars that are loaded at each freight shed each day. 
k those and examined them as to what percentage of the cubical capacity 
ear was filled, what weight it carried, and made an estimate as near as 
Id secure it on the amount of traffic that would be moving on the Canadian 
al, and then tried to visualize whether all that merchandise going from 
mpetitive point to another competitive point could be put into one car. 
nd there was a great deal of saving to be made in that particular feature. 
e heavier loading of cars, we estimated that as 1 per cent, after a study 
capacities of the cars and the ability better to distribute large cars to 
points where they could be used to advantage. We found that we could 
ase the loading of the cars in that particular manner by 1 per cent. 


a By Hon. Mr. Robinson: 


These figures are based upon having men who will work this thing out 
al practice perfectly, and save every dollar that can be saved. That is, 
ecessary that you have perfect men and perfect co-ordination to work 
it, I suppose?—A. No, sir. We are in railroading, and we know from 
rts just what is being done, and we know how closely to perfect conditions 
(should expect them to work. 

. Can you reach a state of perfection?—A. We did not assume we would 
reach a state of perfection; and the savings were not predicated on that. 


By Mr. Biggar: 


Yes?—A. The next was the re-routing of American cars. This is a 
of empty cars returned to owning lines, and Canadian cars returned to 
points. The re-routing of American cars is a question that is covered 
ther technical set of rules, known as the Car Service Rules of the American 
way Association. When a foreign car comes on the Canadian Pacific we 
jallowed to return it to the owner at any point at which we have a direct 
ion. For instance, we receive a New York Central car at Detroit, with 
freight for Montreal. It is made empty at Montreal and delivered to 
York Central. If that New York Central car were in the vicinity of 
we would have to move it to some point where we had a direct con- 
such as Detroit, or Prescott, or Montreal, whereas under the unified 
hat car could go to Buffalo. That is so far as American cars are con- 
Then there is the question of every other car. You have connections 
greater number of interchange points on the unified system, and therefore 
have a greater opportunity for shorter return home of the cars under the 
issive rules of the Railway Association. There was the element of empty 
mileage, in so far as foreign cars are concerned. That was not. as great, 


ement of empty car mileage of Canadian cars, that is cars owned by 
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the Canadian Pacific and cars owned by the ideation Hupaal’ “Thos 
are under certain conditions returned to the owners, and a great deal of en 
mileage is involved on the part of the Canadian Pacific sending home to 
Canadian National the cars which are owned by the Canadian National, ; 
on the part of the Canadian National returning to the Canadian Pacific 
ears. That is mileage which would be definitely eliminated at once. 


* 
' 


By Hon. Mr. Moraud: 


@. I do not quite understand why you should need unification to do ¥ 
Could you not make some kind of arrangement between the two companies 
A. Attempts have been made by railroads in North America since 1902 to art 
at a satisfactory conclusion. They first had mileage wherein you paid 
every movement of the car. That resulted in cars being allowed to remain 
indefinite periods on the rails of the man that presently had them. f 


. Q. The railroad?—A. The railroad. In periods of grain movement Cana 
cars carrying grain to New York, Boston and Baltimore were held the 
months. The same condition prevailed throughout North America. 
avoided empty mileage, it is true, but the evil was so great that the railro: 
through their association, changed that and adopted what is known as the 
diem system, which meant he paid for the car every day he had it on his tra 


By the Chairman (Right Hon. Mr. Graham): a 


@. He was more anxious then to return it to the owner?—A. The object i 
to force him to return it to the owner, the road. 


By Mr. Biggar: 


@. You are always speaking of the railway being the unit.—A. Yea ‘ 
but due to the fact that I am meeting these people in the association in Chie 
I am following our practice there of calling the other railway the man. 

Q. That is all right so long as we understand the term. 


By Hon. Mr. Horsey: 


Q. What is the charge?—A. One dollar per day. The per diem charge 
forces the return of the car to the man—to the railroad that owns it, but 
involves a lot of this empty mileage, such as I have described, as between 1 
Canadian National and the Canadian Pacific. 3 


By. Mr. Biggar: 


Q. I did not follow that—A. When you have made the man pay $ 
every day he holds his car on his rails, if he could haul it to a junction pol 
$5 or $6, and it was going to be held ten days and cost $10, he would prefer 
sena it home empty. ts 


By Hon. Mr. Buchanan: 


Q. When did this new system come into effect?—A. The per diem syst 
came into effect, I think it was, about 1902. 


By Hon. Mr. Calder: 


Q. But. as every man was doing the same thing about that time, 1 
balanced each other.—A. Except the man who had a lot of traffic orig 
on his lines. For example, the Canadian lines were hauling a lot of expo 
to New York, Baltimore and Boston, and we were very anxious to h 

cars on our own lines to serve shippers i in Canada, but we would find all o 
were down in New England; all the western railroad companies of the 
States were in exactly the same position. 

[Mr. E. G. O’Brien. ] 
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By Hon. Mr. Dan deran: 


ij Q Lines that were short of cars would retain your cars?—A. And, further- 
lore, they would allow consignees to hold them indefinitely. 


a By Hon. Mr. Robinson: 
Q. To use them as warehouses?—A. Exactly. 


By Mr. Biggar: 

+ Q. You did use a phrase that indicated to me the reason they allowed them 
) remain indefinitely before returning them was really in the hope they would 
2 able to lead them themselves and turn them back loaded.—A. Not entirely, 
t. They were used as warehouses. We found a condition in the vicinity of 
oston where there were several hundred carloads of hay in Canadian Pacific 
rs, with the sidings of that yard spiked. Cars would go down with pulpwood 
they would have 300 or 400 cars of pulpwood for some of those mills in New 
ngiand—and these cars would remain there indefinitely. There was no charge 
) the man who held them or to the man who was using them as warehouses. 

y 


y By Hon. Mr. Horsey: 
 Q. I suppose other companies would keep cars and use them as warehouses? 


-A. Yes. They did—as we termed it—pirate them. They took those cars and 


aded them to any place they cared to send them. 

@. When did the charge become payable?—-A. While the car is loaded or 
4 py we have an interchange report. It is made out as the car moves to the 
netion point, and the two agents sign the report. From the date they sign it 
ere is a charge of $1 a day for the use of the car until it is returned to the 
eo point or delivered to some other railroad. 


if By the Chairman (Hon. Mr. Beaubien) : 


 Q. To the direct point of contact?—A. To the direct point of contact with 
me other railroad, or with the railroad which owns the car. 


By Mr. Biggar: 

~ Q. You mean that if the car belonged to Railroad A and passed on to the 
a of Railroad B, B pays A for as many days as B keeps that car. Suppose 
€ car, then, is returned to Railroad A, that is an end of the matter. But suppose 
ailroad B sends the car on to Railroad C, B’s liability ceases and C becomes 
ible to A until the car is returned to A?—A, That is correct, sir. We have a 
pervising organization, known as the American Railway Association, which has 
icar service division, one of its largest divisions. It supervises the work and 
}as a tribunal to decide any questions of disagreement as to responsibility. 
Q. You were going to explain how that system operated as between the 
madian Pacific and the Canadian National in respect of economies arising from 
\ification—A. Well, the situation as between the Canadian Pacific and the 
wnadian National is exactly as it is between other railroads. The Canadian 
cific and Canadian National pay each other $1 per day for every day they 
> the car of the other company on their rails. The Canadian National may 
be a car on their railroad at some distance from a junction point not 
(mediately required, and as it is going to cost the Canadian National $1 for 
ty day they hold it, they find it advisable to send the car to the Canadian 
fic; and exactly the same condition obtains with the Canadian Pacific. 
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attempted that in 1935. They set up ‘a new arena: nEHonr hi’: as ane ave 
diem, but the disadvantages were greater than the ‘advantages. MAE ae ck 
cars did not return. The Western United States railroads and the Ca: 
railroads found their cars being detained as they were under the old sr 
system when there was no per diem rent. } 
Q. Would you think they could very easily have an arrangem 
A. You could under unification, but I think it is almost an impossibilit 
work it out. 
Q. Without unification?—A. You would have to have some kind of joi 
control of that particular feature. Without unification it has many oth 
disadvantages, in that the cars of one railroad would probably meet with me 
delay than they do now. When you have your own cars you can supervise ar 
control the movement. 4 
Q. I do not understand it yet, and I do not think you can make me unde 
stand it—-A. The question is, sir, as to why the Canadian roads cannot 
presume you say—co-operate? 4q 


By Mr. Biggar: 
Q. Why they do not have a different system—A. Yes. As long as 


be at a Se 
Q. Would be at a disadvantage if?—A. The cars were not returned to the 
when made empty. q 
Q. Exactly —A. That would mean the provident railroad that had SupBa 
ears to handle its traffic would not have them available. i 


By Hon. Mr. Buchanan: : 
railroad deliberately to hold the cars of ee Yes. Phat is ae 
happened when the $1 a day fee was not in effect, as I tried to describe ¥ 
New Ene ene wae cars were held ae 4 


require them. There was no incentive to return the cars to the owner. 


By Hon. Mr. Horsey: 


Q. Your claim is that under unification you would get more use effici 
of your cars than under a competitive condition?—A. There is no queshigas a 
that. 4 


By Hon. Mr. Murdock: 


@. How do the per diem charges break as between the two Canadia 
ways?—A. For a number of years the Canadian National have paid to ti 
Canadian Pacific quite a bit on per diem. That is, the balance was in favot 
of the Canadian Pacific, indicating there were more Canadian Pacific car 
the Canadian National than there were Canadian National cars on the Ca 
Pacific. 


By Mr. Biggar: 


Q. I suppose it is not the money that is really important, but th 
charge gives a motive for the return of the cars—A. That is the object o 
charge. 


By Right Hon. Mr. Meighen: 


Q. With money results—A. With money results. 
[Mr. E. G. O’Brien.] 


ie 
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Yate et 


Bee aes hen the money does not matter very much?—A. 
es operate effectively. 


By Hon. Mr. Horsey: 


A am it operating effectively now?—A. Yes. 
Q. ). They charge each other with the cost?—A. All that is exchanged is the 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Mr. O’Brien, with unification there would be no incentive to pay the 
or returning the cars?—A. No incentive to return the cars? 

. That is, you would save the cost of returning a car—aA. You would save 
ost, but the result would be you would have a decreased car efficiency, 
sh would be more expensive. In other words, if the cars were not returned 
and they were held indefinitely, you would find so much delay that it 
id cost you more; you would have to have more cars—unless there is joint 


. You misunderstand my question. 


By Hon. Mr. Dandurand: 


-Q. But as between the two railways, the Canadian National and the 
ian Pacific, there is a working arrangement or understanding by which 
st is very little between the two?—A. Cost, sir? 

7 Q. What they have to pay to each other Ke It is merely the balance. I 
in give you that figure. 


By Hon. Mr. Haig: 
FO. How much was it last year, 1937? Which paid the most money? 
Hon. Mr. Murvocx: The Canadian National, he said. 


he Wirness: In 1987 the balance in favour of the Canadian Pacific was 

48. ‘That is, on all per diem exchanges. It includes a great many things 

than what we call actual per diem; there were reclaims and various other 
es. 


By Hon. Mr. Buchanan: 
Q Does that include all railroads?—A. Between the two railways only. 


By Hon. Mr. McRae: 


Q. What was the total consideration for both lines? The difference is not 
rial as the extent of the return of empties. What did that amount to?— 
mean the empty mileage involved, or the per diem? 

. The total consideration involved for both lines—A. The Canadian 
¢ received $567,696, and they paid to the Canadian National $447,523. 

2. About a million dollars?—A. About a million dollars. 


a By Right Hon. Mr. Meighen: 


If I get it right, that does not necessarily represent the savings. If I 
ur point, it is this: As between our Canadian roads and the American 
our savings consist in shorter haulage for return, because you can get to 
er point of connection. So long as you have two. systems each has to go 
wn point, whereas under one system you can go to the nearest point on 
oad—aA. Yes, sir. 

ut as respects yourselves, the necessity of return is done away with, 
consequence you get better use of your whole equipment, which results 
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in less aggregate equipment being necessary, and a lesser aggregate 
handling that equipment—A. That is under unified management. 

Q. That is as I would express the argument you are advancing?— 

and as we see it, it would not be possible to achieve that under competitive cor 
ditions regardless of co-operative arrangements. aan 


By Mr. Biggar: a 

Q. Now will you go on? You have completed what you have to say on 

point of the return of cars between the two companies. Go on to the ne 
point. . 


By Hon. Mr. Moraud: - 

Q. You are quite definite that this cannot be achieved except by unificati 
—A. I feel quite positive it could not, not only from my own experience 

from the experience of the American railways which attempted to devise 

means to achieve that end, and which have not been able to do it rega: 
of the full and unanimous co-operation of all the railways concerned. © 

By Hon. Mr. McRae: io 

Q. The sum total of the charges for returns against the two Canadian ¢ 

panies, of $1,000,000, would be largely avoided under unification?—A. 

would be no question of accounting at all. At the present time they exchan 
the balance. a 


By Hon. Mr. Calder: a 

Q. The cost of the return includes the actual carrying of the car als 

A. That is the point where we started. The return of the cars is the ite 
saving by unification covered on page 418, “Re-routing of American cars re 


ing to owning lines and of empty Canadian cars moving to loading points.” 


By Mr. Biggar: j 
Q. Right—A. There is just one feature with regard to the return of ea 
loading points that we have not covered. It is that the cars would mo 
where there is a shortage. That condition would be taken advantage of m 
same manner as with loaded cars. 2 
Q. Could you give the committee an instance of that kind, comparing un 
tion with the present situation in that regard?—A. The most obvious in a 
would be cars, empty, in New Brunswick—any point here (indicating on 
The Canadian National have loading, say, at the Dalhousie paper mills. 
are Canadian Pacific cars in that vicinity. They would either have 
them to Montreal or, if they were separate, they would go to the neares 
dian Pacific junction point. If the Canadian National had a car at Sal 
at the present time and the train service happened to be light west-bou 
would return this car by the shorter mileage, whereas under present co 
it must be sent up around here (indicating on map). 


By Hon. Mr. Robinson: eg 

Q. What car is this?—A. An empty car, a Canadian National car that} 

do not require at Saint John. If they have a surplus of empties and 

return them out west they must take them around this way. | 

\ Q. Which way?—A. From Saint John through Edmundson or Campbell 

to get them to Montreal, and move them further west to loading territory wh 
there is a shortage of empties. But under unification they would n 

move the shortest mileage and by the cheapest route. a 

[Mr. E. G. O’Brien.] a 


Son 


Ee Het ethan eck! rN ee eee Girl ate GP ee Be ty A 
Zee, Ive m, : iu odes on F ; 


aia RAILWAY CONDITIONS 685 
Bey” i 
_ Q. Where there are regular trains running—A. Where there are regular 
ins running they take advantage of the direction of tonnage. 

Q. Where there are regular trains running over the C.N.R., I suppose 
hey may add a few extra cars without extra cost?—A. Over this route? 
_ Q. Over any route——A. That may apply in some instances, but you always 
lave the cost of the wear on the car, and you frequently find you have a west- 
ound movement of coal, say, here, when your trains are full, and you still 
lave to move the empties in the direction of tonnage. 
_ Q. But when the trains are running regularly the cost is nothing more than 


he wear and tear. 
i Right Hon. Mr. Mrtcuen: It costs money to move them. 
u 


By Hon. Mr. McRae: 
_ Q. Mr. O’Brien, as the matter stands to-day, either the Canadian National 


r the Canadian Pacific return their respective cars to the nearest junction point 
or delivery, regardless of efficiency or the need of the line for the cars returned? 
" Regardless of the need— 

_ Q. So if that car you turn over at Saint John is wanted at Montreal, they 
ave to haul it all the way to Montreal?—A. Exactly. 


Hon. Mr. Danpuranp: If they have no freight. 


By Mr. Biggar: 

& Q. The last three items you have discussed are all included under No. 4 
f the items of return in Exhibit C, page 418, are they not?—A. All handling 
f empty cars would be included in that item. 

_ Q. Would this be a convenient time to break down that 90,000 and 
100,600, or would you rather do that later when you come to the details? 

_ Right Hon. Mr. MrigHen: There would be a tremendous amount of 
etail in breaking that down. 

| Mr. Biccar: There would. 

_ Hon. Mr. Danpuranp: But it has been made up in detail. 

_ Right Hon. Mr. Mzicuen: I have no objection, if you can stretch out the 
ssion. 

The Wirness: I will give you roughly our way of arriving at that. It 
to make an investigation of the records to find out what empty mileage 
nvolved on the C.P.R. in hauling a car from the point at which it was 
€ empty to the junction point. We did not have the information as to the 
dian National, but we knew that there were more Canadian Pacific cars 
e Canadian National than there were Canadian National cars on the 
dian Pacific, and we assumed that the mileage would be approximately the 
he, even though we felt their average empty haul would be longer than ours. 
t was an actual calculation in so far as the Canadian Pacific was concerned, 
| it was an estimate, after taking into consideration all the known facts, 
far as the Canadian National was concerned. These were lumped together. 
-Q. Could you tell us approximately how much of this 90,000 and the 
000 was due to United States cars returned, and empty Canadian cars 
g to loading points? ‘You can leave that until later if you like—A. I 
e a number of details, if you wish. 

Q. Now, go on with the general points. You are going to deal with No. 5 
A. “Re-routing of freight traffic.” The instance we referred to in con- 
m with the movement of interstate traffic from Coteau Junction to Wells 
via Montreal and Farnham, as compared with a direct movement from 
Junction to White River, is an instance of the savings in connection 
(th the re-routing of traffic. There are a great many of these in our study. 
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We took individual situations and developed all the information we Ou 
~ eonnection with them, and made a calculation as to the savings in 4 
routing of traffic. Kt 


By Hon. Mr. Dandurand; 
Q. Under the 5,000 miles of lines that were to be abandoned?—A. 
re-routing of traffic has not any effect on the abandonments—rather, the aba 
donments have not much effect on the re-routing of traffic, except so far as 
grade is concerned. a 
But where we took traffic we assumed that if the line was abandoned that 
traffic, or the number of cars, actually was transferred to the retained line, so tk 
it increased the train miles and car miles on the retained line, and theref 
reduced to a certain extent this saving in the general re-routing of traffi 
Q. But if there had been no abandonments, the figures would have 
much different—A. It so worked out that if there were no abandonm 
this figure of re-routing traffic would have been somewhat more than it is 
present. One example may make that clear. The line from Saint John 
Montreal is short, but if the traffic moved over the Canadian National tra 
continental line from Saint John and Moncton to Diamond Junction, 
Quebec, were transferred to the Canadian Pacific line, there would be a sli 
increase in the number of train miles, and an increase in the number of 
miles. The individual car moves a shorter distance, but due to the t 
being shorter, there were more train miles. 


By Hon. Mr. Calder: 
Q. Take this case. The two railways now have to move from Winnipeg 
so many thousands of cars of grain over three lines. Assuming for argume! 
sake that there was only one line used for the carrying of that grain, 
would that affect it? There is a re-routing, but do you take that into 
sideration?—A. That is taken exactly into consideration on. this feature 
sn that case there is a shorter route mileage and an advantage due to a d 
in grade. So that those three factors there give a fair saving, a consideré 
track and better opportunities for operation. There is also a slight adva 
saving in that particular case. 
By Hon. Mr. Dandurand: a 
Q. I did not understand your answer when I asked you about this iter 
re-routing of freight traffic, which indicated 27,491,186 freight car miles sai 
I asked you if that was predicated, and if so to what extent, upon the aba 
ment of 5,000 miles of rail?—A, The car mile savings which are en 
dependent on the abandonment of rail are shown opposite item 1. Train s 
on abandoned lines is 4,181,000. That is, if the lines were abandoned thos 
would not run; in other words, the cars would not move. 


By Mr. Biggar: a 
_ Tf the lines were abandoned, cars would not move?—A. No. The balanc 
of the traffic, if those lines were abandoned, would move via some other rout 
and therefore you would still have those cars moving and car miles would ace 
Q. Suppose you had no abandonments at all, that item No. 1 would | 

struck out of this schedule altogether?—A. Completely. F 
_Q. In regard to item 2, suppose you had no abandonments at all, 
the figures opposite that item 2 be affected?—A. No sir, to practically no 
at all. . 
Q. And item No. 3, would the figures opposite that item be affect 

A. No sir, they would not be affected. . 


[Mr. E. G. O’Brien.] 
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Q. And with regard to item 4, would those figures be affected?_A. They 
t be affected to the extent that some short routes would not be available, 
10t to any appreciable extent. 

| QQ. And with regard to item 5, to what extent would the figures there be 
/affected by there being no lines abandoned?—A. They would be affected to some 
ent. Hor example, if this line from Sudbury or Capreol to Winnipeg were 
andoned (indicating on the map), and the Canadian Pacific line from Sudbury 
to Fort William and Winnipeg were retained, more train miles would be involved 
/in moving traffic east or west over the Canadian Pacific than would be involved 
n moving over the Canadian National line from Capreol to Winnipeg. 

| Q. Because?—A. Because the Canadian National line. from Sudbury or 
preol to Winnipeg is a line on which more cars can be hauled per train than 
be hauled on the Canadian Pacific from Sudbury to Fort William. Therefore 
the traffic now moving on the Canadian National is transferred to the 
nadian Pacific, we would operate not quite three trains for two. Therefore, 
ing into consideration the distances and the number of trains operating, the 
ndonment of the Canadian National between Capreol and Superior Junction 
nnpieg, would increase the number of train miles in this estimate. 


By Right Hon. Mr. Meighen: 


_ Q. Do I get your argument to be this, that whereas without abandonment 
ou would lose the advantage itemized as No. 1, the effect would be to increase 
advantage in item No. 5?—A. It would increase it, yes sir. 

_ Q. How would the increase and the decrease compare?—A, On that particular 
ine, I think— 

_ Q. No, all through the country. I mean the whole item. Would the loss 
savings on item 1 be made up by the increased savings on item 5?—A. In so 
as train miles and car miles are concerned, if lines such as that which we 
e just discussed were left in, there would be greater savings in train miles. 

Q. Suppose we assume there would be no abandonment. You would then 
lose the savings itemized under item No. 1, but you would make greater savings 
inder item No. 5. But would you make greater savings under item 5 than you 
uld lose under item No. 1?—A. Not quite as much. In this territory between 
idbury and Fort William, the gain due to the retention of that line was about 
92,000 train miles. That is, speaking from memory. 


By the Chairman (Hon. Mr. Beaubien) : 


q Q. You have a certain traffic now. If that mileage is reduced, you are 
ing it that the traffic will still remain, without very much difference?— 
es sir. 

Q. And if both railways were formed into one, that traffic could be moved 
he most convenient way, in both directions? That is the foundation of the 
mate?—A. Of item 5, sir. 

Hon. Mr. Danpuranp: That is why we would be interested in knowing 


here those savings appear, on each line. 


By Mr. Biggar: 


 Q. Dealing with the point that Senator Dandurand has just raised, can 
ou reduce these figures to a table, perhaps an alternative one, on the basis of 
wWandonments as assumed, and no abandonments?—A. I think it could be done. 
ight take considerable time, sir. I could make a fair estimate, I should 


Q. You would have to make certain assumptions?—A. Yes sir. There was 
avery long detailed study made to arrive at this figure, and there is great danger 
n making estimates. 
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By Hon. Mr. Robinson: dag 2 

Q. In other words, these figures are foe on the abandonment ‘of 5 
miles? 

Hon, Mr. Hate: No. Just item No. 1. 


Hon. Mr. Rosinson: If 5,000 miles were not abandoned, these figures woule 
not be correct. 


Right Hon. Mr. MeicHen: Item No. 1 would go. As between items 1 and 6 45, 
there is a decrease in one and~an increase in the other. 


By Mr. Biggar: 


@. When you say it would take fairly long, do you mean a month, or 
several days?—A. To make any definite study— 

Q. We cannot go beyond the information you had in 1932, at the moment, 
You have the information upon which you then proceeded. Could you put 
that information into the form of a table? a 
By Hon. Mr. Dandurand: 4 

Q. In other words, we have figures here based on details which the compa: 
must have. Upon what details have they based that information?—A. We é 
the details, what we calle our working sheets, upon which we arrived at tt uf 
table. . 


By Mr. Biggar: 


Q. From those working sheets could you make us up a table that would 
give the information indicating how these figures are broken up?—A. As betwe 
no abandonments and the present figure? 

Q. And breaking down those individual figures on the basis on which th 
ate put forward, too—A. We can do that, sir. I do not think it will take v 
ong. ‘ 
The CuarrmMan (Hon. Mr. Beaubien): How far do you want them brok 
down? If they are broken down to units, the work would be infinite. 


Mr. Biccar: I am afraid none of us know quite enough to indicate j 
exactly how far we should need the figures broken down. Could we not a 
Mr. O’Brien to go as far as members of the committee have indicated. 

Hon. Mr. Hate: Mr. Chairman, may I ask a question? 

The CHarrRMAN (Hon. Mr. Beaubien): Certainly. 


Hon. Mr. Danpuranp: The details upon which is based the table M 
O’Brien gives us would have to be tested. How can they be tested, if we 
no details? 

The Wirness: I can give you the details of item No. 5, the re-routin 
traffic. What I am concerned about is whether I can give you a figure in 
resonable time as to the details of what the savings would be where there 
no abandoned lines. 

The CuHatrMan (Hon. Mr. Beaubien): If you will give us those savin: 
to the whole system, then we shall know where you are estimating that the 
savings will be made. If they happen to be from the fact of abandoned lines, we 
shall see that. That is why I think we would need to have a detailed s 
ment of the savings under these items. 4 


By Mr. Biggar: 


Q. Mr. O’Brien, will you go as far as you can in that direction and giv 
as many details as you possibly can?—A. First, the details of the present 
study, just as we made it. The details of further study we will have f 
over. 

[Mr. EH. G. pane 


a . nl = RAILWAY CONDITIONS | 689 
ae 

Q. They will be less thoroughly worked out, probably, because you will 
ve time to do them as thoroughly as you have done the details of the 
t study? Then perhaps we can leave the rest of that. But while you are 
general subjects, you might compare the estimate that you have made, and 
is contained on page 418 of the proceedings, with the corresponding figures 
xhibit 42, the Canadian National’s discussion of unification savings, which 
is at page 473. I think that the particular tables you will desire to refer 
e those which are part of Exhibit 1 to Exhibit 42, at pages 486 and 487. 
_I selected the right pages, Mr. O’Brien?—A. That is the particulars, 
sir. 

f Q. You will probably want to go back to the pages containing the dis- 


lussi 

87, are they not?—A. Yes sir. On page 486 of the record is the Canadian 
ational comparable figure in Exhibit C. 

| Q. Exhibit C, page 418—A. The comparable figure in item C at page 418 
pads train service on abandoned lines. I take that to be a comparable item 
ith that at page 486, section IV, line abandonments, that is, train service 
bandoned lines, and the other class, line abandonments. 

_ Q. I understood, for the purpose of comparison between those exhibits 
Yos. 49 and 42, we have to take the second column headed “ Normal.”—A. Yes, 
h the $4,300,000. 


. By Hon. Mr. Hugessen: 
— Q. How can you compare the two? One is miles and the other is dollars. 
~ Hon. Mr. Cauper: We were told that on an average it is $1 a mile. 


By Mr. Biggar: 

-Q. That is what I want to get at. The train miles, we have been told, are 
amile—A. About. A comparable figure of $4,300,000, which it is estimated 
uuld be saved by the Canadian National— 

Q. By unification?—A. By unification. That is the Canadian National 
imate. The Canadian Pacific estimate that they would save 2,217,148 train 
. We have assumed in making this comparison that the $1 per train mile 
es in the case of freight as in the case of passenger train miles. So that 

the Canadian Pacific estimate savings at 2,217,148 miles— 

Q. Train miles—aA. Train miles; the Canadian National, it would appear, 
pect to save 4,300,000 train miles. 

Q. If you are right about that, the 2,217,148 train miles of the C.P.R. is 
on abandonment of 5,000 odd miles, while the $4,300,000 of the Cana- 
ian National is based on the abandonment of only 2,434 miles.—A. I did not 
ke that into consideration. 

-Q. That is the fact, though?—A. That is the fact, though. 

-Q. Turn from that $4,300,000 item, if you will, and see whether you can 
ry it into the schedule on the top of page 487. I have tried to do so without 
iecess. Can you do that?—A. I do not see that, sir. 

| Q. Would you rather leave that to Mr. Liddy?—A. We deal only with 

e physical units, and not with the costs. The only reason we referred to the 
as in an effort to make some comparison between those two estimates. 
is the only place, I think, where we do not have train miles. 

Q. Can you make any comparison so far as your item No. 2 on page 418 
meerned with any figures in Exhibit No. 42?—A. Item 2, consolidation of 
handise traffic. It might, I take it, be included in the Canadian National 
e of heavier loading or increased car loading. 

Increased train loading?—A. Increased car loading. The Canadian 
exhibit has two items: No. 2, consolidation of merchandise traffic; No. 3, 
r loading of carload traffic. Combined, we calculated a saving of 886,000 
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Q. Taking that at $1 a mite —A. Tn/this: portion’: case, sir, the 
loading is broken down thoroughly in the exhibit at page 509. 
—Q. Yes.—A. You will note it shows a decrease in car miles. ee 
Q. That is Exhibit No. 14 in the middle of page 509?—A. Yes. It sho 
decrease in car miles due to 5 per cent increase in average load per car. Ont 
you have car miles you have units and can make a comparison with your trai 
miles. 
Q. Yes—A. It is in thousands. There is 61,000 or a total of 61,0000 
car miles. On the average estimate of 40 cars per train, that would make~ - 
Q. Where do you get the 61,000,000°?—A. It is the decrease in car mile 
It is in thousands. You have to add three Zeros. 
Q. I see, 61,000,000. We are looking at the fourth item in Exhibit No. | 
which occurs in the middle of page 509.—A. If you have the item in car 
you can make a fairly accurate calculation as to the number of train m 
On the basis of 40 cars per train, that would represent 1,535,000 train m 
compared with the Canadian Pacific estimate of 886,000 train miles. 7 
Q. As a matter of fact, that Exhibit No. 14 to which you have been refer 
is based on 1931, not a normal year, and it appears in the first column on 
486 as 4,000,000 ‘instead of 4,144,163; but the corresponding figure for a no: 
year is 4,800,000. So that you add one-fifth to that figure of 1,000,000 odd t 
miles.—A. 1,500,000 train miles. It would be roughly 1,842 000 train miles. 
Q. But compared with your figure of?—A. 886,000 train miles. 
Q. All right. We have got that clear, I think. 


The committee adjourned until 3.30 o’clock this afternoon. 


The Committee resumed at 3.55 p.m. 


Hon. Mr. Harpy: Mr. Chairman, I do not know whether it is intended t 
have a sitting to-night. May I suggest that it might be beneficial to t! 
gentlemen who have been working for the last two weeks if we had a rest 
night. : 

The Cuatrman (Hon. Mr. Beaubien): The answer can be made by 
leader, Senator Dandurand. a 


Right Hon. Mr. Mricuen: I think the purpose was, not to sit to 1 
but to-morrow. 


Hon. Mr. DANDURAND: Yes. 


Hon. Mr. Harpy: Not to-night, but to-morrow morning. If we do t 
then we shall have a long week-end. I speak advisedly on this. 


Hon. Mr. Parent: I would go further and ask the committee to a 
from this afternoon until the beginning of next week, to give these gentle 
a chance to get a little rest and gather their figures together. We have 
working pretty hard lately. a 


A 


The Cuarman (Hon. Mr. Beaubien): Shall we proceed, gentlemen? 


Hon. Mr. Parent: I would ask the committee to consider these remark 
of mine. I suggest that the men who have been appearing before this committee 
and their associates, need a little time to gather their information together 
and have a little rest, They have been working very hard, and we 0 
committee have been listening to them very attentively. I do not wa 
impose my view on the committee, but I will say this, that a little res 
the week-end would do no harm to the committee or those who are app 
to give information. 


Hon. Mr. Danpuranp: I would say to my honaT Be friend that we 
proceed with a certain amount of diligence. We shall not be sitting this e 
We shall sit to-morrow morning, probably from half past ten to one 

(Mr. E. G. O’Brien. ] " 
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m ay be that that will suffice, unless the committee thinks that we should go 
nto the afternoon. In any event, we shall adjourn from Friday noon, or . 
ay afternoon, until Tuesday next. That will give a very good week- end. 


Hon. Mr. Parent: You will remember, Senator Dandurand, that Senator 
eighen said you were the youngest man on the committee. That being so, 
yu might possibly have consideration for those who are not as young as 
yu are. 


-E. G. O’Brien (examination resumed). 


Hl By Mr. Biggar: 

og Q. Mr. O’Brien, you want to add something to what we were discussing 
is morning. In general terms, J understand you have the statement already 

at we asked for?—-A. The statement as to the details of the 1930 study. I 

n make some general short study, that might be called an estimate, of what 

he changes would be, in answer to the question this morning. 


d By Hon. Mr. Horsey: 

| Q. On the question of rerouting?—A. This is on the question of rerouting, 
to the abandonment of lines. I can give you some information on that. We 
re on the general subject of the manner in which these calculations were 
ade. This statement which you have now is a summary sheet that goes into 


a By Mr. Biggar: 

_ Q. Those are the details, so far as territory is concerned, of the items that 
ake up the total given under item 5, on page 418?—A. Yes sir. 

 Q. ‘Can you tell us how these figures are arrived at?—-A. The figures on 
iis new statement in detail, sir, do you wish. 

~ Q. I am afraid we shall have to have them in detail some time, either 
w or later.—A. Shall we take the first one? 

- Q. I am wondering whether the committee can follow what you say about 
without a copy of the figures before them. Do you think you can give it 
telligibly, without the committee having before it the detailed figures of which 
| are going to speak?—A. I might attempt, sir, to explain it on the map. 
aps that would be a little more readily understood. That is the only way 
I could suggest. The first item that we have on this sheet of the details 
mmary is the movement of traffic from Nova Scotia points to Montreal and 
You will note there that we take a debit, or we show an increase in 
leage. It is not a saving, it is an increase to offset the other saving. 


By Hon. Mr. Parent: 


Q. When you talk of the Maritimes to Montreal, do you forget Quebec 
rely?—A. No sir. This is through traffic from Nova Scotia to the St. 
rence river. 

Q. Quebec is not far from the St. Lawrence river?—A. It is just a general 
tion of moving the traffic. If I may, I will explain why we assumed a loss 
D our estimate, that is reduced our estimate in connection with this movement. 
Nova Scotia to Montreal. We knew what traffic was moving from Saint 
1. We secured what information we could as to the movement from Sydney 
Halifax, and estimated from information secured from our local people 
n there what would be the approximate tonnage, and then endeavoured to 
ut how many trains were running, and we got a fair estimate. And we 
ed that if this line (indicating on map) did not come out, there would still 
train over the Intercolonial between Moncton, Campbellton and Montreal. 

this line from Moncton-Edmundston to Diamond Junction would not be 
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available. And in order to take as much advantage as we could of tl 
remaining lines, that via Campbellton and that via Megantic, we assumed tl 
part of this traffic which moved via the National Transcontinental and Edmur 
ston would be diverted to the Canadian Pacific line Saint John, Megantic 
Montreal. That gave us a deduction from our total savings, because it e 
had to go this way, through Saint John-Fredericton, or if this National T 
continental line were removed it would then have to travel via Moncton o 
Canadian Pacific. Of these two routes, the Canadian Pacific via Saint Jo 
Megantic and Montreal was the cheaper. But it still cost a little more th 
moving that traffic via the National Transcontinental, Saint John-McGivney- 
Diamond Junction. 4 


By Hon. Mr. McRae: a 

Q. Why would that be? The mileage is less——A. Yes sir. But you have 
increase in train miles, because you have two trains on shorter mileage. And you 
will note in the report that while there is an increase in train miles there i 
decrease in car miles, due to the shorter distance. 

Q. That speaks favourably for the present Transcontinental in that sectio 
—A. Yes sir. But that part of the study which I had to make did not take i 
consideration the question of whether this line should be retained. That y 
given me as a fact, and I had these two lines remaining and I had to figure | 
what that would cost. 


By Hon. Mr. Parent: 


Q. In other words, as far as you are concerned, you had nothing to do w 
the question of abandonment of liné?—A. No sir. That ig a question of poli 
There are a lot of other expenses besides train expenses that come into that. 

Q. You worked on this basis, that assuming the line would disappear, t 
would create a certain situation?—A. Yes sir. 


By Mr. Biggar: 
Q. We are going to go through this document you have handed me— 
Hon. Mr. McRaz: May I ask Mr. O’Brien a couple of questions? 
Mr. Bicaar: I have a lot more to say about this subject. I was just going to 
refer to the document, because we shall have to let the committee know 1 
individual items as we go on. But the document had better be marked as 
exhibit, so that it may be printed, and we may understand what we are referr 
to. It will be Exhibit 52. | 
Document showing details of reduction in freight, mixed and other tran 
miles and freight car miles due to re-routing traffic (item 5, page 418 of pro- 
ceedings), filed and marked Exhibit 52. es 
Mr. O’Brien has just dealt with the first item, Nova Scotia points to Montreal 
and west. Column 1, freight, mixed and other train miles, credit 43,200 freight 
car miles. The other column is 799,200 freight car miles. : a 
Q. Before you leave that first item, Mr. O’Brien, will you tell us this—a 
perhaps this will anticipate Senator McRae’s question—how much tonnage } 
assumed for the purpose of getting those figures?—-A. As far as we could asce alD 
the tonnage, which was not very definitely, we assumed half a train a day, 
Knowing the tonnage of the trains—I have not got the details of the tonnage 
but it did work out at half a train a day. a 
Q. I suppose you have the tonnage somewhere, have you?—A. We have 
tonnage that we have assumed could be hauled. But I doubt if I have no 
full details of that tonnage. In working out these figures we got these to 
figures together and most of the work was done by experts on slide rules, an 
did not mark down every detail. aa 
[Mr. H. G. O’Brien. ] 
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am thinking of the assumptions. You must have assumed certain 
2 for the purpose of getting to half a train a day—A. We had that tonnage 
re us, but I have not got it here. I could figure it out for you shortly, possibly. 
¥. You might be able to figure it out?—A. Yes. 
. What did you assume about the points of origin of what was moving? 
Of the traffic which was diverted to the Canadian Pacific line, Saint John 
ntreal, we assumed that the Saint John traffic was diverted to the Canadian 
afic line, Saint John-Megantic-Montreal, and that sufficient other tonnage 
Id be diverted from Moncton to fill it out, which would be part of the ton- 
e that formerly went over the National Tr anscontinental. The exact amount 
fonnage on this line— 
-Q. The National Transcontinental?—A. The old Intercolonial line—the ton- 
e that was assumed to move on this line— 


By Hon. Mr. Parent: 


| Q. Will you explain what you mean so we can understand it?—A. We 
ok the tonnage that was available at Moncton, and assuming part of it moved 
ver the Intercolonial Railway, Saint John to Montreal, and that there were 
he winter months light trains operating west over the Canadian Pacific line, 
ot John-Megantic-Montreal, we assumed that sufficient of this tonnage at 
acton would be diverted to fill out these trains. That would be practically 
through freight train daily. 


By Hon. Mr. Dandurand: 
_ Q. What portion did you deflect?—A. A portion of— 


= by Mr. Biggar: 
Q. The Moncton tonnage.—A. It is not the same at each portion of the 
In the winter months there would be a large portion of that deflected, due 
the fact that the Canadian Pacific trains from Saint John-Megantic- Montreal 
always light. The tonnage grain is moving eastbound, and there was a larger 
‘ion deflected in the winter than in the summer. The details I have not with 
nd I do not think they are available because it had to be done on a percent- 
f the winter months, and it was so worked out. 
). Do you remember the percentages?—A. The exact percentage? No, sir. 
would be from memory. Six years ago we had so many details that I cannot 
{ssibly give you the exact percentage. 

-Q. I mean your available records: would they not give it to you now?— 
Not at present. I assume a train could be continued to Campbellton which 
take part of the traffic, and taking what was diverted to the Canadian 
ic to fill out the tonnage, it would give an average of one-half a train 
for the year. That was made from a number of computations, most of them 
a slide rule, and set down on this statement. 


By Mr. Hugessen: 


Q. By half a train a day, you mean one train every two days would 
d?—A. No. Half a train daily would be diverted from the—yes, that 
ur assumption, it would be half a train a day. It is diversion— 


By Mr. Biggar: 
(). Not saving?—A. It is diversion. Then you have a computation of how 
trains you have moving light west. 


By Hon. Mr. Murdock: 


A train of how many cars?—A. This was a computation for train 
_ Car mileage would follow a different method. You assume the number 
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of cars as near as you can get it, and then the mileage. Car mileage , t 
mileage for the purpose of this study are not made up in the same way. 


By Hon. Mr. Parent: a 

Q. How can you arrange to have all this territory, now served by t 
lines of the old Canadian National, served by the Canadian Pacific? Arey 
going to ignore all that population in New Brunswick and part of Quebe 
This study was divided up into a great many parts, and that was not one of1 
responsibilities. It was given to me as a definite fact, and I had to work 
that. I am not in a position to answer you, Senator, not having all the info 
tion. : 


- Q. You surely give advice to those who speak to you. If you do, how | 
earth can we let that line disappear to-day under present conditions, @y 
on the representations of the C.P.R., or any other representations? Hoy 
all that population be deprived of the lines that are serving them now? I 
do carry out that plan, it means simply this, that then the province of QI 
itself will take the necessary steps to put the people where they should have be 
The province will build the railway. Consequently the removal of that railw 
and all that sort of thing, is entirely out of order. :. 

Hon. Mr. Gorpon: Is that an offer to build a new railway? 


Hon. Mr. Parent: Certainly. 


By Mr. Biggar: - 
Q. Just to summarize that, Mr. O’Brien, I understand you have taken hs 

‘a train a day that would be diverted from points east of Saint John on 
average throughout the year—A. Half a train a day would be diverted fre 
points east of Saint John—that is correct, sir. | a 
Q. And your point of destination for all of that would be Montreal?—A. 
tonnage some might be east of Montreal. 5 


By Hon. Mr. McRae: 
Q. What does half a train a day mean in cars? 
Mr. Brccar: I was coming to the tonnage, Senator. 


By Mr. Biggar: 
Q. The diversion you speak of is partly a diversion by the Intercolonial @ 
partly by the Canadian Pacific short line across Maine-—A. We assume 
is a full train, and it would continue to be a full train there. But this is h 
train a day which would be diverted on this line— 4 
Q. What does “this line” mean?—A. On the National Transcontin 
from which you would deduct what advantage you could get on westb 
light trains on the Canadian Pacific. iM 
Q. I said part of the diversion of half a train a day was by the J 
colonial and the other part was by the Canadian Pacific short line from 
- John.—A. That is not quite clear. You say half a train a day was divert 
the Intercolonial Railway? 4 
Q. Part of it on the average throughout the year was diverted one 

and part of it the other way—A. No; that is not the computation. Pr 
there is a train a day on the National Transcontinental— 
_ Q. I thought you were assuming the National Transcontinental wa 
doned there.—A. Yes, sir, we assumed it was abandoned. 
Q. You cannot have a train a day there-—A. A train a day off th 
‘not increase the Canadian Pacific train a day because there are alread 
trains that will take part of that half train without any increase in mil 
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ut we are speaking of 43,200 train miles.—A. It is the increase of 
miles of the Canadian Pacific Railway from Saint John to Montreal. 
Q. That is what I say. Part goes that way and part by the Intercolonial — 
e full train-load of the National Transcontinental has to be taken care of 
way. We assume that tonnage would come on the Canadian Pacific 
John-Megantic-Montreal, and that it would not increase the Canadian 
¢c train mileage to the extent of one train a day because we already have 
t trains there that could take part of those cars without having any more 
. We had to equate all those factors. 


By the Chairman (Hon. Mr. Beaubien) : 
‘Q. It increases your train mile and not your car mile—A. It is peculiar, 
ain miles and car miles cannot be related in a situation of this kind. 


By Mr. Biggar: 


. That deals with your item of an additional 4,200 train miles in your 
tcolumn. Now you have a saving of 779,200 freight car miles in your second 
mn. How do you arrive at that?—-A. The car miles and train miles, due to 
umber of cars you can put on a train, are not always related. In this 
ular situation they have no connection at all. If you have cars at Saint 
that you are going to move to Montreal, all you have to do about your 
iles is to take the mileage by this route. 


By Hon. Mr. Dandurand: 


. What do you mean by “ this route’”’??—A. By the route from Saint John 
dmundston to Diamond Junction. 


ge by the National Transcontinental to Montreal and compare it by the 
leage of the Canadian Pacific to Montreal. If cars move on the shorter route 
is a saving in car miles; but that has no relation whatever to the saving 
in miles. 


By Mr. Biggar: 

. So the cars would move by the shorter route and you would save this 
000 car miles?—A. Yes. 

‘Q. And you would lose 4,200 train miles?—A. Yes. 

~Q. Is that based on the abandonment of the Canadian National between 
mond Junction and Moncton?—A. Yes, that is the abandonment between 
points. 

on. Mr. McRaz: Colonel Biggar, I am getting very much confused about 
is, because Mr. O’Brien said, as I understood, that it was cheaper to haul 
from Saint John by the Transcontinental on account of the grade, even 
gh the mileage was longer, and that they had taken that as a consideration 
reduced their estimate of saving greatly by utilizing the light trains west on 
anadian Pacific line. If I am right in that assumption, then we have 
a counter statement in that last one. 

Hon. Mr. Rosinson: This statement shows a loss. 


Hon. Mr. McRas: That is what I understood Mr. O’Brien to say. So so 
-as freight is concerned moving from Saint John to Montreal, with respect to 
d car mileage there would be a saving using the Transcontinental line. 
offset in part by the utilization of the light trains and the surplus cars 
the C.P.R. would have in carrying that freight back west. Is that 


e Witness: That is correct. It is difficult to relate car miles to train 
It increases your cost so far as train operation is concerned, and that is 
on we took it out. In order to be able to give the basic units, the physi- 
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cally handled units, we had to take cognizance of a fact that if you 
trains from Saint John to Montreal by the Canadian Pacific, assumi 
one and a half trains by Canadian National, the same number of c 
from Saint John to Montreal will give you ‘less car miles by the Ca: 
Pacific than by the National Transcontinental, even though at the sam 
- you operate more train miles. 


By Hon. Mr. Parent: 
Q. Provided you reach the C.P.R. lines?—A. Yes; sir. q 
Q. And if you do reach the C.P.R. line, you have to consider what 
of the country is going to suffer by diverting all the trade to the C.P.R. % 
ignoring all the rest. 
Hon. Mr. Horsry: Recommending really the abandonment of the best 
the three lines in grades and distances. 
Hon. Mr. Parent: Assuming it does not disappear, his figures are n 
correct at all. 


By Hon. Mr. Robinson: 

Q. You do not take into account extra employees in a foreign country 

the number in your own country?—A. No; that was not part of my study. 
was car and train miles. on which other studies were made. The factors 

given me of certain abandonments, which I had to deal with. 4 


By Hon. Mr. McRae: 

Q. In order to boil this thing down so far as freight is concerned, eve 

else being set aside it can be hauled cheaper from Saint John to Montrea 
the National than it can be over the C.P.R.?—A. In so far as train me 
concerned, it can. 


_ By Hon. Mr. Hugessen: 


O: ‘But so far as car miles are concerned, it is cheaper by the C.P.R. | sho 
line?—A. Because there are fewer miles. | 


By Hon. Mr. McRae: 


Q. It costs more to haul that way than the other way?—A. That is 
view we took of it, that it did increase the train miles, and they would ¢ 
later into costs, which were not my study. 


By Mr. Biggar: 4 

Q. My next question is going to be: Suppose the National Transconti 
remained in existence there, the whole of (a) in this Exhibit 52 would be 
out?—A. It would be struck out. 
Q. The whole thing, the credit and the debit?—-A. The credit only, ass 
that if those trains would operate, instead of that credit you might find 
advantage in diverting traffic from the Canadian Pacific. We did not 
that study, but it is quite possible that if the National Transcontinenta 
were retained in a study, and the tonnage available, some additional ton: 
might go up via National Transcontinental in certain periods of the year; 
when you have grain moving down, it might go the other way. Under u 
tion that might be one of the details. We have not taken it in, but it might 
found to develop larger savings. 
Q. So if you assume that the National Transcontinental remains, yo 

only strike out this figure, but you might have some further figures) 
stitute?—A. Yes. . 
[Mr. E. G. O’Brien.] 
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w, (b). Why are there no figures?—A. Assuming the National 
inental were not available, the Canadian Pacific traffic which we had 
would remain as it was. We put that in because of the possibility of 
e diversion. We studied this movement to Moncton, but found it was 
ible to take any advantage of it. We had it in, and later decided there 
nothing to it. This is our working sheet, and the reason why it is not there 
at it was not intended to be an exhibit. 


, a= By Hon. Mr. Parent: 


Q. Not after consolidation with the Canadian National people?—A. Only 
e Canadian Pacific. 


By Mr. Biggar: 
_ Q. If the National Transcontinental remained, there might be some figures 


go opposite (b)?—A. Quite possibly. 

Q. Figures of savings?—A. In the summer months there might be; in the 
inter, I think not. | 

_ Q. Now (e), Fredericton-Vanceboro, saving, 38,624 train miles, and under 
ng of freight car miles— —A. The Canadian National had in 1930 a train 
ce between Fredericton Junction and Vanceboro, the end of this blue line, 
he border between Canada and the United States, or just in the United 


e By Hon. Mr. Hugessen: 
Q. That has been done already?—A. A saving has been made of 38,000 
les. 
By Hon. Mr. Dandurand: 


_ Q. Under co-operation?—A. A joint train from Fredericton Junction down 
Vanceboro. It is a joint facility, not co-operation. 


By Hon. Mr. Robinson: 


~ Q. You do not know what the actual saving is as a result of that co- 
ration?—A. I haven’t the figures with me. It is a joint facility, and is 
vided equally, but it indicates that in 1930 there were two trains running 
here. That could easily have been handled by one. So you eliminate what 
as being operated unnecessarily in the view of a unified management. ° 


By Mr. Biggar: 


on That co-operative agreement is No. 22, page 117, and the actual amount 
le joint savings is $9,000. 


By Hon. Mr. Hardy: 


Q. Before you leave the main line. You have been discussing this entirely 
| the standpoint of economies and monetary considerations. Has your 
pany given any consideration to the strategic value of this line as com- 
with yours, which runs through the United States, and that in case of a 
which the United States was compelled to be neutral we might find our- 
prevented from shipping men and supplies by a rapid route to the sea- 
_ Has your company considered that?—A. I am not in a position to tell 


ble that information. 


Ir. My study was devoted to train and car miles, and I do not have © 
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abandonment of phe: upper line, or is that not satiny your Aes aS all 
is not within my purview. 3 

Hon. Mr. Buacx: This is a very anne Cade in 
particular line of discussion; but I think it has a very particular strategic 


By Hon. Mr. Buchanan: 


Q. Would the re-routing of that traffic work to the advantage of them po 
of Saint John and be detrimental to the port of Halifax?—A. No, sir, I do me 
think so. That is a question I really should not speak upon, but my pres 
attitude is that it would not affect either of the ports. 


Hon. Mr. Horszy: It looks as though it would affect them very much, 


Hon. Mr. Buack: I think it would be the reverse. I think that if @ 
National Transcontinental line were fully developed for traffic purposes, ; 
you were going to use the shortest traffic route, a great deal more would go 
Saint John and less to Halifax. If you are going to develop that with 
taking into consideration provincial feelings and the normal way in w 
traffic is flowing at the present time, you have a great saving of mileag 
using the National Transcontinental for the Saint John port. I am not p 
that up as an argument, because I do not want to see anything distur 
But that would be the effect. \ 


By Mr. Biggar: 


Q. How would the abandonment of the National Transcontinental — 
the movement from Moncton to Quebec in train miles and car miles?—A. 
we did not work it out in sections of that kind. It was assumed the Q 
traffic would move on the Intercolonial or the train in this direction by Mo 
Campbellton and Montreal. 


By Hon. Mr. Parent: 


Q. How can it? It does not seem to me you have considered at a 
transportation facilities from the Maritime Provinces to the Quebec bri 
and up to the city of Quebec.—A. That question was a matter of this ki 
You have a number of junctions; you have a local train service; at least wh 
these lines cross; you have turn- ‘outs and set-out tracks where they can be 
out and moved in, That is normal practice, 4 

@. It is normal practice in railroading, but it is not applicable to 
city of Quebec. I know local conditions pretty well, and I do not think 1 
normal practice as applied to Quebec city. There is no such small train as} 
speak of that enters the city of Quebec now. There is no connection whate 
The whole south shore is by itself. a 


By Mr. Biggar: 


Q. There would be a debit item with respect to any diversion from 
National Transcontinental of traffic moving from Moncton to Quebec?— 
cannot see that, sir, because if you have at Moncton 100 cars to move © 
Quebec and Montreal— | 

Q. I am speaking of Quebec—A. To Quebec. 

Q. Yes—A. You would put all the Quebec cars on the train that move 
by the Intercolonial, and if there were Montreal cars that could not be ac 
modated on that train, they would be sent by the other route. You 
send the Quebec cars by the train that would get over there most directl 

@. I should think that by transferring trains and cars from the Na 
Transcontinental to the Intercolonial to Quebec you would get additio 

~{Mr. E. G. O’Brien.] 


' 
¥ 
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aps, and also additional train miles—A. That was taken into con- 
in assuming that some traffic would go from Moncton to Saint John. 
e what was taken off from the mileage on the National Transcontinental 
e car mileage on the National Transcontinental as compared with the 
dian Pacific— . 

-Q. But you have returned to the Montreal movement. You are not 
ling with the Quebec movement.—A. It might result in some cars for Quebec 
moving National Transcontinental being transferred to the Intercolonial. 
at were the case, additional cars would be transferred from the Intercolonia]l 
» Canadian Pacific, so you have an offset. 

Q. You mean some of them are always moving over each of the diversions, 
t would affect the amount diverted in each direction?—A. Yes, sir. 

“he question has been asked about traffic moving from Saint John in periods 
ar and going through United States territory. If there is a heavy move- 
t of that kind, grain and other material that would not be prohibited would 
through Maine, and traffic which is prohibited would move the other way. 
. When you speak of half a train, you take an engine, and over what 
s?—A. We equated the engines on the basis of the engines then in use as 
as we could secure the information. I do not know whether I have that 
able. I have not got the type of engine, because we have equated it on 
onnage to move and compared the lines on the basis of what we call 100 
ent engine rating. That is rather a technical thing, sir. 

. Were you taking the four-tenth grade or 100 per cent?—A. Instead of 
g grades in this study we took a tonnage rating. A tonnage rating is 
lished by the Canadian Pacific and by the Canadian National, and it shows 
rmany tons can be hauled by any class of engine over a given section. For 
mple, in this section here— 


By Hon. Mr. Dandurand: 

. What section?—A. The transcontinental subdivision from Moncton—I 
~McGivney Junction is the next district terminal. If you look at the 
jadian National working time table it will show you what an engine of a 
n capacity will haul. These are expressed in percentages—43, 46, 56, 58 
‘cent—it shows that an engine will haul so many tons. Then there is a 


dian Pacific and the Canadian National are not exactly similar. It is a 

complicated operation, but in practice you can tell what a given percentage 

gine—that is, its haulage capacity—you can tell how many tons it would 
over a given section. 


mo By Mr. Biggar: 

I understood that the tonnage rating that you speak of was related to 
and consequently that it made a great deal of difference whether you 
da four-tenths or 100 per cent grade?—-A. We did not necessarily assume 
ade. We took, in our own case, the record of the number of tons that 
be hauled over that. The operating man does not consider grades; he 


eer talks in percentage of grade, but the operating man talks in number of 
iat can be handled over what he calls the controlling grade, that is the 


Would it not be more simple to say that each classification of engine on 
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yd of computing the number of tons on the train. The methods of the 


considers the numbers of tons that can be hauled by a train. The 


ision of each railroad has a certain tonnage classification on each division — 
ailroad?—A. You put it very much better than I could, sir. These 
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tonnage ratings, sir, are at first theoretical, and then they are checked by 
we call dynamometer cars. They have instruments that register the dra 
pull. After tests with a dynamometer car and by tests with a train tha 
know the exact weight of, you eventually find out what is a reasonable number ¢ 
tons to put behind any one class of locomotive. a 
Hon. Mr. Hatc: I am perfectly convinced that Mr. O’Brien knows th} 
subject, but I do not think we came here to have a lecture on car miles and trai 
miles. I do not think that makes any difference to us. a 
The Wirness: I am sorry, sir. | 
Hon. Mr. Hac: I am not criticizing you at all, Mr. O’Brien. Iam criticizin 
both our Chairmen, because they apparently want this to go on and on. 


By the Chairman (Right Hon. Mr. Graham): 3 & 

Q. The controlling grade, as I understand it, is the highest grade that tral 

can be carried over without calling on a pusher?—A. That is correct, sir, wit 
some little reservation. It is very complicated. We have assisting engines, : 
double headers, and so on. a 


By Hon. Mr. Horsey: 

Q. For how many miles does the Transcontinental Railway closely para 

the Intercolonial from Quebec?—A. I will try to get you that information, § 
I have not got it. 4 
Q. It would look, from the map, as if something might be done there, 1 

the way of abandonment.—A. That is about 110 miles, sir, roughly estimatin 
it according to the scale on the map. - 
Q. What is the nearest point where it turns south on the Canadian National 
—A. This point, sir (Indicating), Pelletier. i 
Q. The rest of it does not look like a possible abandonment at all—A. 
would call attention, sir, to the fact that there is a railway here, the Témi 
couata, from Edmundston to Riviére du Loup. ‘ 


Ate 


By Hon. Mr. Parent: y 

Q. Do you call that a railway? Have you ever seen it?—A. Yes sir, I hav 
The CHarMan (Hon. Mr. Beaubien): I doubt whether the Chair - 
altogether responsible for the digressions that occur. This is a very long an 
intricate matter. I wonder if it would not be well to limit ourselves as muc 
as we can to questions that are relevant to the subject. & 
Hon. Mr. Danpuranp: And, I would add, to questions that are within th 
jurisdiction of the witness. i, 
The Cuarrman (Hon. Mr. Beaubien): Yes, because he often says that suel 
and-such a thing is not within his province. I will restate the principle suggeste 
yesterday by our Acting Speaker of this afternoon, Senator Robinson, the 
perhaps we had better leave the questioning to Colonel Biggar, as far as possibl 
Hon. Mr. Danpuranp: Except, of course, when a member desires to mak 

a certain point clear. a 
The CuarrMAN (Hon. Mr. Beaubien): There is no hard and fast rule i 

the Senate. I am speaking generally. a: 
Hon. Mr. Horsry: Sometimes it is necessary to vary procedure a little 


The Cuarrman (Hon. Mr. Beaubien): Certainly, Senator. 


By Mr. Biggar: 

Q. I think the next, Mr. O’Brien, is D, Drummondville to Montreal, 28 
train miles saved and 316,200 car miles. Would you just give us, with re 
[Mr. E. G. O’Brien. ] ; 
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, the persent route, the proposed route,,the point of origin and tonnage 
goes into those figures?—A. The present route, via the Canadian Pacific 
this point (indicating). 

Q. Which point—A. From Drummondville on the Intercolonial Railway 
d on the Canadian Pacific. The traffic moving from Drummondville, which 
sent via the Canadian Pacific, comes down this narrow lane as far as a point 
d Foster, and thence is moves west over the main line of the Canadian 

fic to Farnham, where the train terminates and cars are broken up. 


By Hon. Mr. Parent: 


Q. Broken up?—A. The train is switched, and that train disappears. 

.Q. Disappears?—A. We assume, sir, that as the Canadian Pacific has a 
i d train service between Drummondville and Foster, that the train would 
ot be necessary; if a unified company had a number of cars to move from 
mmondville to Montreal they would put them on the Canadian National 
ugh main line. The train miles disappear. The car miles are changed from 
mmondville-Foster-Montreal via the Canadian Pacific, or through the shorter 
age from Drummondville to Montreal direct via Canadian National. In so 
s the origin and destination of this traffic are concerned, it does not enter 
the train miles, but we took the number of cars which move via Canadian 
ycific to Montreal, and it gave us a definite factor. The cars that remain, 
ich were going to points south and east of Foster or any point south of 
mmondville, would not be a factor, because there was a train still there to 
le them, and that would make no change in this computation. We have 
ite factors there, the cars and the tonnage available to move, and it was 


oute or by the Canadian National, and it did show a saving of the figure shown. 
figure would be higher to-day. 


much by the changes? You have removed certain lines in that district and 
additional train miles have been added since, for the population of 
ham. 


By Mr. Biggar: 


Q. I am sorry, but I could not hear all you said. Can you tell me what the 
t of origin for this traffic is?—A. The point of origin is Drummondville. 
Q. And the point of destination?—A. The point of destination, if destina- 
m means where the freight is being pulled to—that did not necessarily come 
to this computation. All we had to know was the difference between car miles 
id train miles as between the two divergent routes. 
Q. We are only considering this re-routing of traffic. This traffic originates 
mae point and it goes to some point. Now, Drummondville is the first point 
re it originates. And it is going to where?—A. Montreal. 


By Mr. Biggar: 

_ Q. And you have described what the present route is and what the alternative 
oute is?—A. Yes. 

. And as to the tonnage, did you give a figure?—A. It so happens that 
nage in this particular case was not necessary, as the train did not have 
tonnage. But we did take the tonnage and assume that on the train mileage 
at same tonnage would move by the other rcute. We knew what was 
age capacity of that route and equated it between the train miles of 
adian National direct route and the train miles of the Canadian Pacific 


ar route, and it gave usa net figure, which was 28,892 train miles. 


estion of whether you would move them by the Canadian Pacific triangular — 


| Q. Is it not to your knowledge that the population of Farnham would suffer . 


4 
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much difference in the car miles. There is a factor in there in connecti 


ai 
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-- Q. Now, will you go to H, which is Ste. Rosalie to Montreal, and g 
quite shortly, the points of origin and destination, the present route, the pr 
route and the tonnage?—A. Ste. Rosalie Junction, sir, is a point Just out: 
St. Hyacinthe, which is shown here on the map. This situation is very 
similar to the one we have just discussed. The tonnage which had to be m 
into Montreal was taken from the actual statistics available in the Canadi 
Pacific records. Then in so far as train miles were concerned, we assumed th 
if that tonnage were diverted this train would come off. It handles a very sm 
percentage of its haulage capacity. It is merely operated for competit 
purposes, so that the Canadian Pacific may deliver to the Canadian Nation 
cars moving east. That would not be necessary, as those cars would be plac 
on the unified railway there at Montreal, moving directly through. i. 


By the Chairman (Right Hon. Mr. Graham): ; 
Q. Does the Eastern Division of the Canadian National begin there or we 
of. there?—-A. They are in regions. The Eastern Region, I think, comes 


Riviere du Loup. 


By Hon. Mr. Parent: ! 

Q. You say the Eastern Division goes as far as Riviere du Loup. Why d 

it not go any further in the province of Quebec? You must have some re 

Riviere du Loup is not very far from the city of Quebec, about 125 miles. 

province is much larger than that. How do you divide it in that way?—A. 

division is made by the Canadian National, and I presume it is for oper 
reasons, I am merely giving that as the reason; I do not know any 

definitely. a 


By Mr. Biggar: 
Q. Mr. O’Brien, could you, without going laboriously through the rema 
letters, F to Y, give us a statement for each of the projects and the to 
diverted? I mean just the kind of thing I have been asking you about 
regard to the first five?—A. In some cases we have the tonnage. In others wh 
the tonnage was not a factor I have not the information. il 
Q. There may be cases in which you have not got the tonnage. But 
can, in each case, give the assumptions you made for the purpose of calcul 
which led to the figures in columns one and two of Exhibit No. 52, can you n 
A. Yes, sir. 
Q. I think that would be much easier than going through it line by hi 
A. Yes. 
Q. Let me call your attention to V especially before we leave it, Mr. O’B 
because it may require some further explanation. It is Kamloops to Vanco 
and shows a saving of 398,000 train miles and only 360,000 car miles. Ca 
tell me why there is a saving of more train miles by 38,000 than there is 
miles?—A. Yes, sir. The train miles and car miles in this particular ins 
have no connection whatever. There may be a slight difference in the nt 
of miles of road from Kamloops to Vancouver, but if on one route you can 
a larger tonnage you decrease very rapidly the train miles. There is not 


the train miles, but it is very small. 


By Hon. Mr. McRae: 

 Q. If I might make an observation with respect to that section with 

I am quite familiar, I think one thing that the figures have not taken 

consideration is undoubtedly the necessity at an early date, with in 

traffic—if you abandon the C.P.R. line in that section down to Hope—of d 

ing the Canadian National—A. I have just come into the co-operative 
'[Mr. E. G. O’Brien. ] 
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). Naturally it would not be in your study. But that is one feature which 
ld be recognized, because in abandoning the Canadian Pacific from Kamloops 
Hope, they will eventually have to double-track the water grade on the 
er side. 


_ Hon, Mr. Hucessen: Mr. Macnabb said he thought all the traffic could be 
rried on the present line. 


Hon. Mr. McRaz: At the present moment; but if we approach anything like 
e traffic of 1930, it could not. 


Hon. Mr. Hucessen: He said that the 1928-29 traffic was the peak, and 
he did not expect that would be approached again. 

__ Hon. Mr. McRae: That is working a single-track line to the limit. It is not 
safe not to have a margin. I think that might be gone into. 


By the Chairman (Hon. Mr. Beaubien): 
Q. It would not affect re-routing at all. 
Hon. Mr. McRasz: The line will not stay there if there is any abandonment. 
Hon. Mr. Horsty: The abandonment is economical. : 
Hon. Mr. McRas: Yes; but I do think it requires capital expenditure. 


_ The Witness: In so far as these particular units are concerned, the question 
¢ abandonment does not affect this. The traffic would move by the line which 
could handle the largest trains. 


By Mr. Biggar: 

— Q. Mr. O’Brien, just one more word about that statement. Would you 
indicate as far as you can to what extent the savings you are going to give 
details of depend on abandonment of lines and to what extent they do not?— 
m Yes. 

Q. With that statement we shall have covered item 5 on page 418. Item 
No. 1 is covered by the fact that it is all the trains on the 5,000 miles of lines 
at were supposed to be abandoned. But what are we going to have for 
ms 2, 3 and 4: can you let us have statements of those?—A. Yes. 


By Mr. Hugessen: 
 Q. Before you leave item 5, Colonel Biggar, I want to ask Mr. O’Brien one 
lestion. 
Are there any other numbers on item 5 similar to the Fredericton-Vanceboro 
m about which I asked you a few minutes ago where economies have already 
en made? I have particularly in mind the arrangement that has been made 
at some of the previous witnesses have told us about that one line takes the 
r’s traffic from Edmonton to Vancouver, which the other reciprocates with 
spect to the traffic from Calgary to Vancouver. I am wondering whether any 
ose items should be taken out by reason of that saving having been already 
mplished—A. The Canadian Pacific will deliver to the Canadian National 
at Edmonton a given number of cars of grain, and the Canadian National will, 
1 turn, give a similar number of cars of grain for the Canadian Pacific at 
aleary. We really offset one against the other. It is for the purpose of saving 
Canadian Pacific haul of a car from Edmonton to Calgary, and, vice versa, 
Canadian National hauling a car north. There ‘s a saving there. 
Q. Is that reflected to some extent in the figu’ « in item 5?—A. No, sir. 
is a study of the 1930 operations, and that item which you refer to would 
nder the head of co-operation. 
Q. No. I mean would some of the savings you estimated in 1930 be modified 


there. I have not the figures available. 
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By Hon. Mr. McRae: 

Q. Mr. O’Brien, in connection with that Aeeron deiores to Ca 
and Calgary to Edmonton, do you think that goes far enough? Have you 
into consideration the fact—and I ask this without expert knowledge—tha 
could haul a carload of wheat to Calgary, via Edmonton, and Vancouver cheap 
over the C.N.R. directly with its presented grades?—A. No, sir; I have not m 
that particular study. Fi 

Q. You are trying to shorten the haul by criss-crossing. I think you ¢é 
go very much further under unification, taking advantage of the lower grad 
because the wheat of lower Alberta and perhaps even ‘to Calgary, would § 
to Vancouver via Yellowhead.—A. We feel at the present time with the redu 
tions in grade and the use of very heavy power we could approximate a fou 
tenths grade between Calgary and Vancouver. 

Q. Yes. But, Mr. O’Brien, let me remind you that you have justified F 
excess mountain rate for grain on account of the grades on your system to th 
coast. That is why we are paying more per mile for hauling wheat westward. 
submit to you, as a freight man, if you utilize the Canadian National Rail 
with its water grade, a lot of wheat you are hauling to the coast to-day wi 
go by Edmonton. Hither that, or you abandon the “claim that it is costing 
more, and therefore justifying the higher rate to take wheat over your gr 
to Vancouver. =A’ That’ is rather a difficult question. There is a questio 
- mileage in there. If it was a specific study as to the cost of handling freight I 
one route or the other, we could work it out. 

Q. At any rate, you have not taken it into the calculation?—A. No, 
have not. 

Q. That is one, then, you will have to add to your other calculations - 
you are to make. 


By Mr. Biggar: a 
Q. Mr. O’Brien, what we have done this afternoon really covers the grou 
until you get this additional statement. You were going to cover items 2, 3 
4 on page ‘418.—A. Items 2 and 3, consolidation of merchandise cars and ‘de 
of the car-loadings at the larger stations, are gone over for individual cars. 
had some thousands of sheets and studied each one as to the amount of fr 
tons in the car or the actual pounds— 
 Q. I think if you brought up those thousands of sheets you woulda alar 
the committee to the point that you would not be asked to look at them at @ 
But I think in order to satisfy the committee that this work has been don 
would be well to bring up those thousands of sheets and let us be shocke 
A. I do not know whether they are available. We have a standard form 
gives us that information daily. Our practice is to destroy these detail recot 
after a period of six years. ; 
Q. You can find out whether they are available?—A. Yes. 
Q. That covers item 3. What about item 4, re-routing of American cal 
A. That was made, sir, by taking typical months in the summer and wi 
taking out the actual mileage from the records of the car account. Once 
have the figure of the number of miles and the number of cars for any one m 
you can figure fairly accurately the number of miles for a year. That i 
basis on which the re-routing of American cars was taken. Pardon me, I sh 
correct that. As to the American cars, the figure, I believe, was an ‘arbi 
one, because the number of routes available and the regulations under ¥ 
the traffic would be handled changed. But the larger part of that figure 
the continuous handling of our own Canadian cars. 
' Q. Isee. What are you going to do for us in the way of giving us de 
90,000 train miles and 4,100 000 car miles?—A. I was looking to see if 
anything here. May I ask you to repeat the question? 
[Mr. E. G. O’Brien.] 
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_Q. What are you going to give us in the way of details of these figures ?— 
Item 4? 
0. Yes, item 4——A. Everything is available. Probably I can give you an 
Q. To justify them—A. I could give an explanation of the manner in which 
figure was arrived at. I might forget some details, but I think I could give 
irly logical explanation, and I think I may have available some of the figures 
hich I based this calculation. 
~Q. Would it be advantageous to give the explanation now, or would it not 
better to leave it until the figures are available?A. I think I could give this 
anation: When we made this calculation as to Canadian Pacific cars we took 
wo months, and if I remember correctly it was some 93,000 or 94,000 odd miles 
month that the Canadian Pacific moved of Canadian National empty cars and 
rned to Canadian National lines. That was approximately a million and some 
miles a year. Then, assuming that the Canadian National had a similar 
ion, we would have 2,000,000 miles a year on the question of returning 
home. Then there is added, after all the distribution of cars, shorter routes 
ailable under unified management. We have dealt in the re-routing with the 
age of tonnage. That affects empty cars equally as much or more so, and a 
re was added to that—I forget what it was—to which we added a further 
mate of what we would save on the American cars. 
Q. In other words, you have just started with a figure you have a memory~ 
ure of, you have gone on to one you have forgotten altogether, and then 
have a third that issues from those?__A. Yes, sir. 
Q. Cannot you put down for the committee in a short memorandum just 
t the assumptions and calculations were that led to these results?—A. I am 
avouring to do that, sir. Could we start with the assumption that we have 
oximately 2,000,000 miles on the return of cars, and that there was a saving 
uld not give it to you definitely; I do not know whether I have the full 
ils available— 
Q. You understand, the committee would like to have the assumptions upon 
n you proceeded to arrive at these figures, in order that the validity of these 
ptions may be examined by people who know, so the correctness of the 
Bey. be tested—A. Would I add that to the figure for re-routing of 


HQ. Yes—A. I will try to do that. 
 Q. You will try to do that?—A. Yes, sir. 
; By Mr. Robinson: 


_ Q. In returning these cars, do you return them in trainloads or put them into 
ins that are running anyway? 


-__—- By Hon. Mr. McRae: 


Q. Mr. O’Brien, in the passenger car calculations we had an estimate brought 

n to 1937. The basis of your savings on car mileage, on the train mileage, is 
on 1930. Could you prepare an estimate for the committee as to the 
that would be effective, your figures for 1930 based on the 1937 business? 
The estimate, sir, to be accurate, would take some considerable time. The 
n was asked this morning, and for my own satisfaction I worked out 
y some figures during the noon hour. T will give them for what they are 


the basis of 1937 business it, would be approximately 1,800,000 instead of 
0 in the re-routing of traffic, and the car miles would be reduced 
ately 23,000,000. As far as the other items are concerned—that is the 
dation of merchandise cars, heavier loading of carload traffic—that is 
ely a computation of tonnage. The relation of the business of 1937 to the 
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business of 1930 is merely on the 1930 basis, sir. There is a question whe 
actual 1937 would be something entirely different. ; 
As to the re-routing of American cars and Canadian empty cars, 
not a large item, I did not make any additional computation. re 
Q. What would you say the percentage reduction might be? If you put it; 
percentages it would be more readily applicable, I think. 4 
Hon. Mr. Parent: If you haven’t time to give it to-day, you can give 
to-morrow. yi 
The Witnuss: In 1930 we handled 29,280 million ton miles, and the a 
for a fifteen-year period from 1923 to 1937 was very close to the 1930 figure. 


By Hon. Mr. McRae: . 

Q. 1937 would be materially less, would it not?—A. I will give you that 

a moment, sir. On the Canadian Pacific in 1930 we handled 12,370 mil 
ton miles. In 1937 it was 11,602 million. One is 12-3 as.compared with I> 
That is in tons. Pe 


eS 
By the Chairman (Hon. Mr. Beaubien) : 
Q. You found that 1930 was a good average year?—A. It was very | 
to the actual average for fifteen years, as far as tons handled. 3 


By Hon. Mr. Mckae: a 
Q. Mr. Meighen reminds me that there is 28 per cent reduction in 193% , 
compared with 1930. Generally speaking, I presume that would apply to fre 
and car mileage and train mileage, as well as other factors—A. I think tha 
per cent takes in all revenue. 4 
Q. Yes, all revenue—A. But as there was a serious drop in passenger rev 
there was a lesser drop in freight revenue. ‘§ 
Q. How much would you say the freight revenue dropped?—A. I ha 
the actual figures, but the tons of freight are 29,280 as compared with 29 
Freight revenue in 1937 was $110,348,000, and in 1930 $133,000,000, so there 
a drop of $23,000,000. ; , 
Q. Fifteen or 18 per cent—A. Approximately—18 per cent. ; 
Q. The other question I wish to ask is this. Reverting to the interchan 
cars between our two railway systems, that includes the saving on pr 
delivery of foreign cars to contact points. Could you give the committe 
estimate, or have you an estimate prepared in dollars, showing the sé 
which might be expected in case of unification by the amalgamatio: 
consolidation of the rolling stock, freight cars, and that sort of thing, 0! 
two railways? We have had considerable discussion about it but have no 
it boiled down. I think it would be useful. : 
The Cuamman (Hon. Mr. Beaubien): Is not that all going to be ti 
into dollars? 4 
The Witness: We have given the basic units of the number of car 
moved. The mechanical man will give the basis on which these are mad 
then the people who have to handle the money will tell you how that is ol 
verted into money. 2 al 
Hon. Mr. McRaz: I think it would be useful. B 
Hon. Mr. Bucuanan: Wasn’t there an answer to that this morning? | 
Hon. Mr. McRas: I do not think I got my question over, - 
Mr. Bracar: Mr. Jefferson is ready to go on now, I think. | 
The Witness: There is part of your question I thought I might ex 
At the place called Three Rivers there is a certain amount of traffic mov! 
from east Canadian National lines. It is delivered to the Canadia 
{Mr. E. G. O’Brien.] ‘| a 
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neau Junction, and there is a surplus of Canadian National empty cars 
ree Rivers. They must move back up to the Canadian National to avoid 
mulation and the per diem. The Canadian National have another 
| cars that are not in the pulpwood territory, and they move them back 

Three Rivers empty, and you have Canadian National cars going up and 
dian Pacific cars coming down. That is the type of thing that goes on. 
cross movement of empties works into your cost on train miles and car miles. 


By Mr. Biggar: 


| Q. Will you be able to let us have those statements by Tuesday?—A. Yes, 
vr. May I ask— 

 Q. —a reservation, D.V., etc.?—A. No, sir. There is one part of that 
estion I took a note on this morning that I am afraid I have not covered. 

Q. Would you like to deal with it?—A. The savings we have been talking 
eal only with specific items which were studied. They did not cover the 
e question. We took specific portions of the line, such as Drummondville 
fontreal, or Montreal to Drummondville, and found out what the savings were 
se particular movements. But it is quite possible, and I feel it is more 
ble, that there would be additional operations discovered wherein under 
tion you could save train miles and car miles. The railway people would 
p these, and they are constantly being brought to attention. I worked on 
X years ago, and travelling over the line now I see things that did not 
r tome at the time. Now, I think there was one question asked this morning, 
whether there were any changed conditions. Did you ask that, Mr. Biggar? 
Mr. Bicear: No, I did not ask you that. I prefer to leave that until we 
the statements and know what the condition is. 


_ The Wirness: I have a rough computation here. 
_ Mr. Bicear: I think we had better wait till we get the exact figures. 


By Right Hon. Mr. Meighen: 


Q. Mr. O’Brien, I understood this morning that the basis of computation 
ings was $1 per train mile?—A. Yes, $1 per train mile. The only time I 
jade reference to money in this calculation was where I had no other particulars 
Tailable. We worked with car miles and train miles, and, as you see, in some 
ces they bear no relation to one another. 
Q. Does $1 per train mile apply equally to passenger and freight?— 
would say that freight costs more. I have not made any general calcula- 
hat would cover the entire territory. In technical work such as I am 
d in, we do not take a general rule of thumb figure; we take each situation 
omes up and develop the costs for a particular service. They vary with 
ack, for instance, and the interference with other trains, and thousands 
er factors. We figure exactly, instead of taking a rule of thumb. 
ally, my impression is that a freight train mile is considerably more 
than a passenger train mile. 


By the Chairman (Right Hon. Mr. Graham): 

Q. That would be for haulage?—A. For the distance that the train moves. 
‘is more coal, and there is a difference in the rates paid to the men, and 
hours on the road—quite a number of other factors that would tend to 
the freight train mile a little more costly. 

. But the overhead on passenger trains, with the streamlined cars and air 
g, and so on, would be heavier than on freight cars?—A. Yes, the costs of 
ger cars at the present time are very heavy, sir. 

Hon. Mr. McRaz: Mr. Chairman, inasmuch as this figure for passenger 
mi les is before us, would it not be well to have the actual figure for freight 
a 
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Hon. Mr. Murpocx: So far as wages are concerned, 100 miles on { 
~ gervice normally constitutes a day and 150 miles on passenger service con 


a day, for the purpose of calculating wages. 


C. E. Jerrerson appeared as a witness and took the stand. 


By Mr. Biggar: ' “a 
Q. Mr. Jefferson, you are the Freight Traffic Manager of the Canadian 
Pacific Railway, are you not?—A. Yes sir. ; 
Q. And you have been so since 1930?—A. That is right. a 
Q. And you were with the Canadian Pacific before that for how long? 
A. Since 1923—in fact, it goes back to 1906, except for a year and a half. — 
- Q. You are going to tell us how the figures in Exhibit G, on the lo 
half of page 421 of the proceedings, were arrived at?—A. This estimate © 
prepared under my jurisdiction and direction, and was made after careful 
detailed study of the movement of traffic over both systems on internatio 
interstate and Great Lakes traffic movements. f 
Q. What were the assumptions upon which you proceeded, or the f 
that you found and that led you to the figures?—A. I would like to show 
on the map the change in the routing on which the calculation was based. 
Q. There was more than one change, I suppose, was there?—A. Yes, t 
were Six. 
- Q. Perhaps you might indicate them on the map, and then tell us Ww 
assumptions you made with regard to tonnage and matters of that kind 
A. The first one that was taken was the rerouting of Canadian National 
Canadian Pacific traffic to and from points on the Maine Central Railroad, 
of Portland. To-day the Canadian Pacific interchanges that traffic with 
Maine Central at St. Johnsbury, and the Canadian National with the 
Central at North Stratford, New Hampshire. With the unification of th 
lines that traffic could all move via Canadian National to Portland 
Yarmouth and Danville Junction, and then over the Maine Central to po 
east. ,” 
Q. What assumptions did you make with regard to tonnage and matter 
that kind?—A. I took our tonnage that we interchange with the Maine Cen 
at St. Johnsbury and estimated what additional earnings the lines to Portl 
would receive, and applied the increased earnings to our tonnage and t 
similar tonnage for the Canadian National. i 
Q. Do you mean your own tonnage of the year 1930?—A. Yes sir. _ 
Q. And the Canadian National tonnage, how did you arrive at that 
—A. J did not have their figure, but I assumed it was about the same as ou 
Q. Do you remember what the amount of your own was? Have you got 
—A. I have not that here, no sir. 
Q. But you could tell us what the amount was?—A. Yes sir. 
Q. Having got the tonnage and made those assumptions, you appli 
same rate to the whole tonnage, or different rates for different kinds of mat 
—A. No, I applied an average amount per ton to the entire tonnage. _ 
Q. Where did you get your average amount per ton?—A. What I di 
I estimated that if this traffic was interchanged with the Maine Central d 
here at Yarmouth Junction or Danville Junction or Portland, that we w 
not have to allow the Maine Central any greater earnings east of Portland d 
to Yarmouth Junction than they receive east of Portland on traffic mov 
the, Niagara frontier and Hudson river gateways and over the Boston and M 
to Portland. You understand that the bulk of the Canadian Pacific an 
Canadian National interchange with the Maine Central is what we call 
head business, going to western state points from Detroit. ; 
[Mr. C. E. Jefferson.] 
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Q. But how did you get this average rate that you applied to the tonnage? 

Well, I took, say, from Chicago, if you will, to New England, and I figured 

the Canadian Pacific and the Canadian National are now allowing the 

me Central, and what they are being allowed over this route via the Niagara 

way. 

_ Q. I may be quite wrong, but I had an idea there was a different rate charged 

different kinds of commodities?—A. That is right. 

- Q. Now, you were taking different materials and applying the same rate 

yall kinds?—A. Yes. 

_ Q. How did you find the rate, having regard to the varying rates on different 

mmodities?—A. I took a number of examples, say, of fifth class traffic, or 

sprint paper going westbound, the heavy movement commodities. 

Q. You did not trouble about lighter movement commodities at all?— 

No. I mean the commodities that do not move in a great number of cars a 

1 

| Q. You found out the amount of tonnage that the Canadian Pacific handed 
yer at this point?—A. That is right. 

| Q. And you assumed that the Canadian National handed over an equal 
nount at this point?—A. Yes. 

' Q. So you took double the Canadian Pacific tonnage?—A. That is right. 

_ Q. And then you looked up what the chief part of the Canadian Pacific 

age was, four or five commodities?—A. The heaviest movement com- 


, 4 @. And you found out what the rates on that were and you applied the 


id the Canadian National?—-A. Yes sir. 
_ Q. And that gave you a figure of what?—A. Do you mean in money? 
; Q. In money.—A. That figure in that instance was $135,000. 

_ Q. Was there any credit against that, any deduction to be made?—A. That 
as taken care of—that is the operating expenses, do you mean? 
_ Q. Well, you have got a total figure here in the first amount on Exhibit G 
2,135,000?—A. Yes. - 
Q. And then you have four items which you deduct from that. Were there 
deductions to be made from this special item of $135,000 that you speak of? 
“A. No sir, only to the extent of the net change in the operating expenses. 
~ Q. How much did you deduct from the $135,000 to get a net advantage?— 
, I did not figure that part of it. That was figured by a party who will present 
jother statement. I merely did it from the gross point of view. 
& Then we need not bother about the net, so far as you are concerned?— 
\. No sir. 
_Q. Now, take the next case—A. The next case I took into consideration 
the re-routing of Canadian Pacific traffic from and to points in New England 
tved by the Boston and Maine, the Boston and Albany, and the New York, 
vy Haven and Hartford Railways. That covers all this territory. 
Q. What is “all this territory”?—A. All this territory in New Hampshire, 
ermont, Massachusetts, Rhode Island and Connecticut. 


By Hon. Mr. Parent: 

~Q. How does the C. P. R. handle that, through the Quebec Central?—A. 
ermont by traffic interchange with the Boston and Maine at Wells Rivers; 
the Boston and Albany we interchange with the Boston and Maine at 
River, and the Boston and Maine take it down to Springfield and inter- 


1 and Hartford Railroad, we interchange it with the Boston and Maine 


erage rate on that to the whole of the tonnage of both the Canadian Pacific 


‘sir. The Canadian Pacific handles its traffic to-day to New York, Newport — 


e it with the Boston and Albany. In the case of the New York, New — 
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at Wells River, the Boston and Maine take it to Springfield or Worcester 
deliver it to the New Haven Railroad there. Westbound is the reverse movem 
of that traffic. We figured that the Canadian National would handle it fr 
Coteau down over the Central Vermont to White River Junction. On_ the 
Boston and Maine business we would only save this little distance from W 
River to White River Junction. That is, the unified lines would get the additiona 
money. On the Boston and Albany traffic, however, we would eliminate th 
Boston: and Maine, and the Central Vermont would handle it down as far a 
Palmer, Massachusetts, and interchange it with the Boston and Albany direct 

Q. How did you arrive at the tonnage and the rate to apply in that case 
A. In that case I took our interchange with the Boston and Maine at Wells 
River. . 
Q. And doubled that?—A. No, sir, because it would not change the routin 
of the Canadian National traffic. That would continue to be handled as i 
is to-day. . 
Q. So it was only the traffic on the C. P. R. that you took into account? 
—A. Yes. : 

Q. And you got actual figures of the tonnage?—A. Yes, sir. ; 

Q. What was the tonnage, do you remember?—A. No, I don’t remember 
the tonnage. q 

Q. How did you arrive at the rate?—A. In that estimate I estimated that 
the increased earnings to the unified lines would be possibly $200,000. ‘ 

Q. If you give us either the rate per ton or the number of tons, we cal 
tell the other thing—A. Yes, sir. I have the tonnage, but I have not it with 
me here. ; 4 

Q. You can let us have a memorandum of the tonnage and the rate?- 
A. Yes. 4 

Q. You arrived at the rate in the same way as the last, that is, you tool 


. 


0. 
the same number of items and averaged the rates on them and applied tha 
to the whole tonnage?—A. Yes. - 
Q. I see. What is next?—A. The next one is the re-routing of Canadian 
Pacific traffic between eastern United States territory that is west, we will say 
of Lake Champlain and the Hudson River and east of the Niagara frontier 
That territory is served by the Delaware and Hudson connection. That is 
to-day the Canadian Pacific handle that traffic over the Napierville Junction— 
rather between Delson, Quebec, and Rouses Point, New York. In this estime 
we concluded we would eliminate the Napierville Junction Railway because t 
Canadian National runs direct to Rouses Point and we would keep all the 
money in the new line. 
Q. How did you arrive at the tonnage and rate in that case?—A. In the 
case I took our interchange with Napierville Junction. il 
Q. And that was all?—A. Yes. 
Q. Did you arrive at the rate in the same way as in the ohter cases ?— 
A. That is right, sir. % 
Q. And you can give us the tonnage?—A. Yes, sir, I can give you the 
tonnage. 4 
Q. How much did you think you could save from that re-routing?—A. In 
money? % 
Q. Yes—A. $200,000. 


By Hon. Mr. Hugessen: 

Q. I am afraid I do not quite understand how the saving arises there. W1 
you ‘explain that a little further?—A. The saving, as Mr. Biggar expresses It 
means that instead of the Napierville Junction Railway handling the tre 

between Delson, Quebec, and Rouses Point, New York, the Canadian National- 

Q. Handles it to the Delaware and Hudson?—A. Yes. — 

Or L see: ; ll 

[Mr. C. BH. Jefferson. ] 
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By Mr, Biggar: 

. Next?—A. The next one is the re-routing of Canadian Pacific traffic t 

om eastern United States territory that is east of the Niagara frontier, 

he Canadian National system between Hamilton and the Niagara frontier 

d of the Toronto, Hamilton and Buffalo Railway to Welland and the 

ligan Central Railway from Welland to Buffalo. 

Q. Can you give us how you get at the tonnage and the rate?—A. The 

age was determined in the same way as the other. Our interchange is with 

Toronto, Hamilton and Buffalo Railway. 

Q. And the rate in the same way as before?—A. Yes, sir. 

- Q. How much money was involved?—A. $900,000. 

 Q. $900,000°?—A. Yes, sir. 

~ Q. And that is only with respect to the haul from Welland to Buffalo?— 

‘No, from Hamilton to Buffalo. . 

-Q. I do not follow that. Most of that business from Hamilton eastward has 

t to be hauled in either event by a Canadian line—A. That is right; but to- 

y by the Toronto, Hamilton and Buffalo Railway from Hamilton to Welland. 


By Hon. Mr. McRae: 

Q. Who owns the Toronto, Hamilton and Buffalo Railway?—A. That is 

med by the New York Central, the Michigan Central and the Canadian 
fic. 


ie 
\C1 


By Mr. Biggar: 

Q. Oh, you are theating that line as being either Canadian Pacific or 
adian National line?—A. Yes. 

~ Q. I thought that was Canadian Pacific line—A. No; a portion of the line. 


By Hon. Mr. Hugessen: 


Q. Did you make allowance for the fact that the C.P.R. has a third interest 
1e Toronto, Hamilton and Buffalo Railway?—A. Yes; I am taking the gross 


Hon. Mr. Murvock: I do not think they have a third interest now. 


By Hon. Mr. Hugessen: 


| Q. I thought you said the Toronto, Hamilton and Buffalo Railway is owned 
‘the New York Central, the Michigan Central, and the Canadian Pacific. 


— By Mr. Biggar: 
‘Q. But not necessarily in equal shares.—A. But I did not take our interest 
T. H. & B—the Toronto, Hamilton and Buffalo Railway—into my figures. 
dealing with gross earnings. 
Take the next one——A. The next one is the re-routing of traffic which the 
ian Pacific interchange with the Great Lakes Transit Corporation at 
or, Ontario. That is largely westbound traffic originating in New England 
ew York City going to Chicago and Milwaukee. We interchange with the 
Lakes Transit Corporation at Windsor. The Transit Corporation has 
line from Buffalo, Milwaukee and Chicago, making a stop at Windsor; 
stead of continuing to handle that traffic by that route, we handle it over 
anadian National Railways to Depot Harbour and over the Canada 
ic Transit Company, which is a Canadian National Steamship line that 
etween Depot Harbour, Milwaukee and Chicago. 
_Q. Did you determine the tonnage and rate in the same way as before?— 
nN that case, if I remember correctly, I had the earnings that we paid the 


pope ees: SPECIAL COMMITTEE et. 


- Great Lakes Transit Corporation in that year, and fore Me yee g that 
just substituted the Great Lakes Transit Corte earnings by allottin 
the Canada Atlantic Transit Company. | 
~Q. And the amount?—A. $100,000. 
Q. What was the next?—A. The next one was the re-routing of Cal 
- National and Northern Navigation Company traffic, which now moves via Sa 
going to the Canadian head of the lakes, Fort William and Port Arthur. I 
of handling it by the Northern Navigation Company, it will be handled 
Canadian Pacific Great Lakes Steamship line, which operates between ] 
MeNicoll and the Canadian head of the lakes. , 
Q. How did you get at the tonnage and the rate there?—A. In that inst 
I knew the tonnage that the Canadian National handled to and from the ©: 
dian head of the lakes. I did not know where it originated or where ibe 
destined, but I took the terminal average amount per ton eastbound ¢ 
westbound. 


By Hon. Mr. Parent: 4 

Q. Are those boats freight and pessenger boats of the Canadian Nati 

—A. The Canadian National steamers from Depot Harbour to Chicag 
Milwaukee, that is, the Canada Atlantic Transit Company’s boats, are fr 


By Mr. Biggar: 

Q. You spoke of an average of what?—-A. Amount per ton. 

Q. Then how did you get at the tonnage?—A. I had the tonnage. 

Q. I thought you said you knew the tonnage, but you did not know 1 W 
it came from.—A. That is right. a 

Q. That is the tonnage at the head of the lakes?—A. I had the amount 
tons, but I did not have the point of origin or the destination point, becau 
was at the head of the lakes on the one hand— 

Q. But you applied it to all that arrived at the head of the lakes?—A. § 
is right. 

Q. An average rate?—A. Yes. 

Q. How much was involved?—A. In that estimate there was $600, 000. 


By Hon. Mr. Hugessen: 

Q. Where is the element of saving in the sixth one?—A. It is not so mu 

an element in the amount of saving; it is a question of giving to the unified . { 
either the Canadian National in the one case or the Canadian Pacifie ir 
other, traffic which is now moving over other roads or stemship lines. Mg 
Q. It was a diversion of freight traffic from Sarnia to Depot Harboul 
Sarnia, yes. Of course this line from Sarnia to the Canadian head of the | 
the Northern Navigation Company, is not a Canadian National owned line. 
Q. Is it not?—A. No, sir. 

Q. So that. traffic under unification would be moved by— A. Cans 
Pacific steamships to Port McNicoll. | 
Right Hon. Mr. Mriaunn: New business. 


By Hon. Mr. Haig: . 
Q. And vice versa traffic all around the lakes to aey and Mil 
would go back to the line they own?—A. Yes, sir. | 


By Hon. Mr. Hugessen: i 

Q. 1 thought the Northern Navigation Company was part of the Cané 

National.—A. Not that I know of, sir. It is owned by the Canada 5 u 
dines.) 

. [Mr. C. E. Jefferson.] 
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| Q. The old Grand Trunk used to do business with them —A. Yes, sir. 

- Q. And still do—A. But they didn’t own it. 


_ ~—s By Mr. Biggar: 
' Q. Mr. Jefferson, a figure that corresponds somewhat to, or is related to 
ame kind of thing as your $2,135,000, less the amounts that are deducted 
‘page 421, is contained, is it not, in Exhibit 42, the Canadian National 
ate of savings, which is to be found, I understand, at page 489 of the 
eedings?—A. Yes, sir. That is, we estimated a gain in gross revenue to 
nified systems, resulting from the re-routing of traffic, of $2,135,000. 
Q. Yes.—A. The Canadian National estimate, as shown on page 489 of 
ecord, is $5,385,800. 
Q. How do you get that dollar figure there?—A. In the Canadian National 
hibit. 

Q. In the second column?—A. Yes, sir. 
@. And that estimate of gross revenue of $5,385,800 compares with your 
5,000?—A. That is correct. 
Q. Can you tell from this Canadian National estimate why it exceeds 
urs by $3,250,000?—A. Well, the larger estimate of the Canadian National 
s mainly due to their having included an amount of $3,000,000 for readjust- 
nt on inter-line divisions. There is no corresponding item in the Canadian 
cific estimates, mainly because of the difficulty found in estimating accurately 
oney what could be accomplished, though we realized that unification 
d afford an opportunity of substantially improving railway operating 
nues through the adjustment of inter-line divisions. This would take time, 
uring a period of five years it should be accomplished. 
Q. What about your view, from your knowledge of the approximate 
uracy within five years, of the Canadian National’s $3,500,000 additional?— 


f it is there, but it would be included in the second and third items. 

Q. That is to say, in the $339,400 and the $4,417,600?—A. Yes, sir. At 
nt the Canadian Pacific railway interchanges Canadian and New England 
e at Windsor, Ontario, or Detroit, Michigan, with the Michigan Central, 
Wabash, the Pere Marquette, the New York Central, the Pennsylvania and 
United States railways. The Canadian National Railways interchanges its 
¢ with western United States roads mainly through the medium of the 
and ‘Trunk Western. While there is no doubt that a large amount of traffic 
h the Canadian Pacific Railway now handles could be diverted to the Grand 
k Western, especially that originating in Canada, the situation with respect 
ew England traffic is somewhat different. The traffic connection of the 
dian Pacific with the Michigan Central, Wabash, Pere Marquette, New 


of great value. Should unification take place the management might well 
nk it unwise to work solely with the Grand Trunk Western, particularly with 
ct to New England traffic. 
By the Chairman (Right Hon. Mr. Graham): 

. The Grand Trunk Western is via Sarnia?—A. Yes, sir. It would be 
to continue to work closely with all those lines in order to avoid their 
; traffic to competing lines. 


rk Central, Pennsylvania and other western roads at Windsor and Detroit is — 
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_ it is out of the way. 


dollars, but not a great deal. >. 


Q. That is United States lines?—A. Yes, sir. 


By Mr. Biggar: a 

Q. Taking into consideration the necessity of working with those line 
what would you say as to the propriety or otherwise of the approximate figu 
of $3,500,000 odd being added to your savings of $2,135,000?—A. I consider tha 
much can be said for including it in the estimate. q 
Q. Is that approximately an appropriate figure?—A. I do not know tha 


Q. You think it is not out of the way?—A. No. 4 

Q. Now, one other question. What if any difference should be made | 
these figures, do you think, either your own of $2,135,000 or the other figure | 
five million odd, by reason of any difference in the situation as between 19% 
and 1937?—A. Well, so far as the example which I gave you and on which 
made an estimate is concerned, without making a detailed study, but speakin 
from my knowledge of traffic movements, I do not think 1937 would make v; 
much change in 1930. There might be a variation of a few hundred thousar 


By Hon. Mr. Mckae: 
Q. Would it be as much as 20 per cent? It was 18 per cent on the car a 
train mileage. I should think it would be at least that much on the diversion= 
A. Not necessarily, on 1937. It was a fairly good year in the United State 
except the last part of it. #2 
By Mr. Biggar: F 
Q. The revenue ton miles—I suppose that would be the test—of the whol 
systems in 1930 was 26,740,000, and in 1937, 24,143,000. Would the differ 
be greater than that difference of approximately one-thirteenth?—A. No, I w 
not say it would, for the reason that in those figures you just read the trail 
between New England and the Western States or Eastern States and Canada di 
not have such a drop as that. ; 
The Cuarrman (Right Hon. Mr. Graham): You have to understand th 
locality and the railway location to really get a grip on the idea of what migh 
occur. 4 


By Hon. Mr. Murdock: = 

Q. It seems to me the Canadian National figures of $5,000,000 odd ar 
predicated on the assumption that all the Canadian Pacific business to 
United States would go over the Grand Trunk Western either from Detroi 
Port Huron, while the figures that are given by the Canadian Pacific, the untfie 
system, are predicated on Detroit——A. There are two points. One was. 
interchange traffic at the Detroit River gateway, as we call it, with United Stat 
roads, where it would all be done through the Grand Trunk Western or | t 
other lines, and also what improvement could be effected in the earnings of 
unified railways by reason of adjustment of inter-line divisions. 
Q. Is not that generally the difference between the Canadian Nations 
figures and your figures?—A. Yes. There is not much difference. a) 


By Mr. Biggar: 

Q. Your remarks about your own figures, comparing 1930 and 1937, 

I mean there is not much drop so far as that $2,135,000 is concerned?—A. 
is right. 

Q. Now, suppose you take into consideration the necessity of letti 

traffic go as it is, how great would be the addition that might properly 

[Mr. C. E. Jefferson.] 
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that figure in respect of those two items you have referred to as included in 
i A. 
mean that we would consider everything with the exception of the inter- 
ange at Detroit? 

_ Mr. Biacar: I said I was going to finish with this witness. I see he has 
mnother subject. 

Hon. Mr. Buack: One moment, Mr. Chairman. There are quite a few 
matters to come before the Banking and Commerce Committee, and I under- 
tand there are some to come before the Railway Committee. Perhaps we should 
lave a meeting of the Banking and Commerce Committee on Tuesday. There are 
sme people who have to be notified about the date. The Lord’s Day Bill and 
he Exportation of Electrical Fluid Bill have to be dealt with. 

_ Hon. Mr. Danpuranp: I thought that when we finished with the Canadian 
Pacific’s presentation we coud give the Canadian National a few days to digest 
lese figures which are new to them, and in that internal we could put our 


tanding committees into motion. 

- Hon. Mr. Buacx: I just wanted to call attention to the matter. Most of 
she members of this committee are on the Banking and Commerce Committee. 
[ have had requests from people who want to be heard. and they want to know 
a are to be here on Tuesday. 


; The Paeeuan (Right Hon. Mr, Graham, There is one bill before the 


= was a good deal of discussion about che hee over there, ane its sponsors 
are very desirous that it should not be held up any longer. 

_ The Cuamman (Hon. Mr. Beaubien): Before what committee is the 
armers’ Creditors Arrangement Act? 

Hon. Mr. Danpuranp: The Banking and Commerce Committee. 


The CuHarrMAN (Hon. Mr. Beaubien): What date is fixed for the hearing 


Hon. Mr. Buacx: There is no date fixed. 


_ Hon. Mr. Danpuranp: I do not know how many more days the Canadian 
cific will require to present their case. We shall be sitting to-morrow. Perhaps 
Mr. Flintoft could tell us now how many more days the Canadian Pacific will 
need. 
mee Mr. EH. P. Furntorr, K.C.: Of course, Mr. Chairman, we are in the hands 
i the committee. So far as our evidence is concerned, if it could be just recited 
t would not take very long. But we appreciate that a great many matters which 
ome up lead to questions on the part of the committee. It is impossible for us 
‘say how much longer will be taken. But I can say that we have a number 
Mf other witnesses, and that I think you would be very fortunate if you got 
rough with us next week. It will probably be necessary to recall some of our 
N tnesses at a later date, as well. 
' The Cuarrman (Right Hon. Mr. Graham): Do you think we could have 
meeting of our Banking and Commerce Committee before you went on again 
ext week? 
_ Mr. Furntorr: That would be agreeable to us, sir, if you so desired. 
_ The Cuamman (Right Hon. Mr. Graham): That would give you a little 
e time to prepare those documents that have been asked for. There are 
sing matters before our Standing Committees. 
Mr. Furntort: It will be quite agreeable to us, sir, if it suits the convenience 
he committee to defer further examination of our witnesses until Wednesday 
Thursday, or any day you say. 
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ecause i in any soutre shall have to discontinue « our ee in this comn 


to give the Canadian National officials an opportunity to examine the doe 


and the Canadian Pacific? It is an unfortunate situation, if it is. 


from a distance who wish to be heard may have notice. 


with the most important bills. 


for two or three or four days, after the Canadian Pacific has finished, in ¢ 


and figures that have been presented here. : 
The CuarrMan (Right Hon. Mr. Graham): This is a very important matt 
but, with all due respect to the railways, I must say that there are othe 
important matters in which our citizens are concerned. 
Hon. Mr. Danpuranp: To what is my right honourable friend referral 
The Cuamman (Right Hon. Mr. Graham): The Niagara Falls Bridge B 
The Province of Ontario was very much annoyed, as I understand it, by 
delay that took place in the other House, and there is a strong desire ‘that 
Bill should be proceeded with here as quickly as possible. 
Hon. Mr. Hate: We ought to go on with this committee, and get t 
in time to give the Canadian National an opportunity to answer what has be 
put in by the Canadian Pacific. It would not be fair to have the Canada 
National prevented from closing its case by prorogation. 


Right Hon. Mr. Meicuen: Is this a case between the Canadian Nation | 


Hon. Mr. Dannuranb: We shall need some expert advice. I wonder up 
whom we can call. Many questions that have been discussed here to-day 
Greek to me. I would remind Mr. Chairman Graham of this, that even if } 
dealt with the Niagara Falls Bridge Bill this week its passage would not | 
hastened very much, because there is not likely to be another Royal Asse: 
before the end of the session. 

The CuarrmMan (Right Hon. Mr. Graham): I am not sure that some thi 
would not be gone ahead without that. I repeat that there has been a good de 
of discussion in the Ontario press because it was felt the Bill was not attend 
to as promptly as it should have been in the other House. 4 

Right Hon. Mr. Mricuen: I did not notice that in the press. 


The CuatrmMan (Right Hon. Mr. Graham): You did not read the ri 
press. ; 


Right Hon. Mr. Mretenen: I read the Brockville Recorder. 


Hon. Mr. Danpuranp: I think we should go on with this inquiry until. 
finish the Canadian Pacific’s presentation, and then adjourn it for a few 
and dispose of our legislation. 


Hon. Mr. Buacx: I am satisfied. 


The CuatrmMan (Hon. Mr. Beaubien): In the meantime, the stan 
committees will not sit? 


Hon. Mr. Danpuranp: Well, they may sit for half an hour or so. 


The CHarrMAN (Hon. Mr. Peaciient: It will be very important for u 
know if committees with important bills before them are sitting, so that PG 


Hon. Mr. Danpuranp: I am not suggesting there will be sittings tom 


The Committee adjourned until 10.30 a.m. to-morrow. 
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PROCEEDINGS 
OF THE 
SPECIAL COMMITTEE 


Appointed to 


NQUIRE INTO AND REPORT UPON THE BEST MEANS OF RELIEVING THE 
COUNTRY FROM ITS EXTREMELY SERIOUS RAILWAY CONDITION 
_____ AND FINANCIAL BURDEN CONSEQUENT THERETO 


ree | The Right Honourable George P. Graham, P.C., and 
; the Honourable C. P. Beaubien, K.C., mie) 
Joint Chairmen 


2 WITNESSES: 
o E. McDonnell, President, Canadian Pacific Express Co. 


R A. Pyne, Superintendent of Motive Power & Car Depts., Western ae 
lis S, C. P, Rye 


OTTAWA t 
J. O. PATENAUDE, I.8.0. 
S PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
“ey 1938 


ORDER OF APPOINTMENT 


. from the Minutes of Proceedings of the Senate for March 30, 1988) ¢ or 
olved,—That a Committee of the Senate be appointed to enquire into 
ort upon the best means of relieving the country from its extremely 


ailway condition and financial burden consequent thereto, with power 


r persons, papers and records, and that the said Committee consist 
Senators. 


4 


red that the said Special Committee be composed of the Honourable 
Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandurand, © 


m, Haig, Hugessen, Horsey, Jones 


, Hardy, McRae, Meighen, Murdock, 
obinson, Sharpe and Sinclair. 


MINUTES OF EVIDENCE 


. THE Senate, 
= Fripay, May 27, 1938. 


he Special Committee appointed to inquire into and report upon the 
means of relieving the country from its extremely serious railway con- 
nd financial burden consequent thereto, met this day at 10.30 am. 


ht Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 
onel O. M. Biggar, K.C., Counsel to the Committee. 


CuairMan (Hon. Mr. Beaubien): Before we proceed, may I ask the 
ars of the committee whether they have received a copy of an address 
in New York on the 11th instant by W. L. Waters, on the railway 
ion in Great Britain. This is a subject upon which we were very desirous 
ting information, and it seems difficult to obtain that information. I 
read this address and found it most interesting. Mr. Waters is an engineer, 
ate of London University, a member of several engineering societies 
mited States, and has had experience in Canada and the United States. 
S a very clear statement of the situation created in Great Britain by 
legislation. I thought that if members of the committee had not been 
d with a copy of this address, they should be; and with your per- 
I will ask Mr. Biggar to be good enough to see that every member 
le committee is provided with one copy. 

Hon. Senators: Hear, hear. 


ir. Biacar: I can arrange that, Mr. Chairman. I have already been in 
ication with the author of that pamphlet. Also, through Mr. Yates, 
got from the appropriate department of the British Government, through 
igh Commissioner for Canada, a speech made by one of the high officers 
London, Midland and Scottish Railway. Officials of the department 
nd said that, while the speech was not official, they thought it repre- 
situation at the time it was delivered, in 1934. I thought if the 


that we could use that material and consider whether we wanted to 
witness on the subject. 

Mr. Buacx: There is a small book which was written in 1937, which 
the British situation right up to date. I have a copy of it and will 


en on the subject. 

on. Mr. Hata: The pamphlet that Mr. Chairman Beaubien has referred 
ins an address which was given in New York just the other day, on 
f May. It is very good. I do not know who sent me a copy, but 
eceived one. 


HAIRMAN (Hon. Mr. Beaubien): I got one with the compliments 


y encouraging. I must admit that it has destroyed certain of my 
_the British situation, to a certain extent, so far as competition is 
for instance. It shows what the new legislation has done from the 
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t ec decided to go into the British situation and the effect of the British | 


the committee. Purely as a source of information, it is the best I - 


S70 SS PRCRAL) COMM UIE, 7) aan a 


point of view of the public and of the men who erin on the rai 
really believe this investigation would be incomplete if we did not 
information that can be obtained so easily in this way 
Hon. Mr. SHarpr: Hear, hear. 
Hon. Mr. Danpuranv: Should the statement of the Chairman go into 
record or not? | 
The CHarrman (Hon. Mr. Beaubien): I do not care. The statement 
is of no account. It is merely advice that I thought it was necessary to § 
to the committee. : 
Mr. Biacar: I should like to have the direction of the committee. 
are two ways of dealing with it: one is to distribute the pamphlet in theg 4 
in which it now is, or to have it printed. 
Hon. Mr. Hate: I would suggest that it should not be printed, but t 
it be distributed in its present form. It tells all about the speaker. 
Mr. Biacar: And then, the other document is not in print. 
Hon. Mr. Danpuranp: Is it long? 
Mr. Biccar: No, about ten pages of typewritten material. ;. 
The CHAIRMAN (Hon, Mr. Beaubien): Shall we say that both memora 
be furnished to the committee? 
Hon. Mr. Danpuranp: Before they go into the record. q 
Mr. Biccar: Mr. Flintoft tells me that if we allow the balance 
Jefferson’s evidence to stand over the week-end it can probably be consid 
shortened. So, with the committee’s permission, we suspend Mr. Jeff 
examination and go on with the question of express economies, with Teg 
which Mr. McDonnell is in a position to inform us. 
Hon. Mr. Haic: I wonder if, instead of these depositions, the witnesaall c 
give us written statements. T hen they could be cross-examined on them a 
wards, and it would save a lot of time. 
Mr. Biccar: That is what I should like to do. 


Mr. T. E. McDonnetu was called as a witness and took the stand. 4 ; 


The Wirness: My name is McDonnell. I am President of the Cat 
Pacific Express Company. I have had about fifty-one years of service, 
equally divided between the United States and Canada. At the time | 
unification of the express business in the United States in 1918, having had 
of the subsidiary business of the Canadian Pacific, and having closed th 


I came back home. 
At the time this estimate of $1,450,000— 


By Mr. Biggar: 

Q. You might tell us, Mr. McDonnell, what is the relation bet 
Canadian Pacific Express Company and the Canadian Pacific Railway 
pany.—A. The Canadian Pacific Express Company is a wholly owned b 
ately operated subsidiary of the Canadian Pacific Railway. 

Q. Yes. Now, will you go on——A. At the time this estimate of $ 
was made, I was both President and General Manager of the Canadia1 
Express Company. I thought it would be helpful to the committee its 
them why and how that estimate was made. 
.  Q. That is the estimate that is in Exhibit J at page 426 of the pig 
—A. Yes; amounting to $1,450,000. ‘ 

At the time of the request from the Vice-President of the Gana 
Railway Company to make such an estimate, there were before me 

(Mr. T. EB. McDonnell.] 
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stimate made by the Canadian National Railways, covering their express 
ties; and there was before me also information from the Canadian Pacific 
ray as to the discontinuance of about seven and a half million passenger 
miles as part of the formula on which the estimate was to be made. 

- You were to assume that number of passenger train miles would be 
doned?—A. Yes, sir. 

Now, what was done We took the partial agency expenses of the Canadian 
wtional at, I think it was, forty competitive agencies, referred to in their Exhibit 
. 19 at page 512 of the proceedings. 

 Q. That is the Canadian National one?—A. Yes. 

5Q. It is part of Exhibit No. 42 before the commission.—A. There are listed 
sre, as you will see, a number of competitive express agencies, starting at 
lifax and going clear across the country. They are forty in number, I think. 
@ had the Canadian National expenses for thoss agencies, and of course we 
d our own. With local superintendents and the man actually in charge at 
ch of those agencies, we proceeded to determine how much we would require 
add to our own agency expenses to take care of the volume of traffic handled 
them, the Canadian National, which we had a very good idea of. 

In regard to those agencies, having arrived at that figure, and knowing 
at the separate costs were, we were able to set down a saving for each of those 
encies. 

We were confronted with this situation, that there were other competitive 
gress agencies at which salaried employees were involved, that were not included 
the Canadian National figures. They were, I think at the moment, twenty- 
ee in number. We knew what relationship those twenty-three in our own 
vice held to the forty, and we made one assumption, that the twenty-three of 
» Canadian National would hold the same relationship to their total, which 
knew. Whether that was a reasonable assumption or not, it was made. 
—Q. It was the best you could make in the circumstances?—A. Yes. 


bi By the Chairman (Hon. Mr. Beaubien): 

| _Q. Twenty-three express companies outside?—A. No; agency offices. 

R By Mr. Biggar: 

_Q. There were forty express agencies in that list of the Canadian National 
ages 512 and 513. They had figures in regard to those. They extended 

i figures to the local twenty. Is not that the position?—A. To the twenty- 

ee, 


Q. Yes—A. We then went into the divisional supervisory offices, such as 
al superintendents and superintendents. We had the figures of the Cana- 
National estimates of that, we had our own, and in conjunction with each 
tion of the country, with our general superintendent or superintendent, we 
, down and set up a supervisory office to cover the combined business by adding 
Our own expenses what we thought would be required for a consolidated com- 
ny and of course in that way, by subtracting one from the other, we were 
e to set down what the saving was there. 
_ We then moved on to headquarters and did the same in the treasurer’s office, 
» accounting office and the auditor’s office, and clear on up to the president’s 
ice. When we got all through we had the figure of $1,450,000 separated among 
:tnillion primary accounts, as you have them there in Exhibit J. 
‘This is a point which may help the members of the committee to appraise 
elative accuracy of the estimate. At about the same time that this estimate 
made, I made a separate estimate for Sir Edward on a basis of what the 
S$ would be with a combined express company, but without any reference 
mmbining the railways. That was used by him in his presentation to the 
ommission—I have forgotten the page at the moment in the Commission’s 
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Following that, later there was a joint co-operative express committe , 
appraised the situation jointly with all figures before them, and made a 
mendation that there should be a joint express company, with the rail 
remaining separate, and that the savings would be $1,000,000. I simply 1 
tion that to help you to judge whether the people who made the estim 
$1,450,000 on one basis and $900,000 on the other, confirmed by the $1,000 
estimate, were reasonably accurate and careful in their estimate. 

Q. Did you have to do with the preparation of the joint estimat 
$1,000,000 as well as the estimate of $900,000?—A. I was on the joint com- 
mittee, sir. ‘_ 

Q. And having regard to the information that you got on the joint 
mittee, did that tend to confirm or vary your figure of $1,450,000 that 
arrived at in Exhibit J?—A. I would have to answer that this way, Colonel. 1 
joint express committee made no estimate on what the saving would be with the 
railways unified; but naturally one of those items is included in the othe : 

Q. Quite so—A. But the larger estimate shows the difference in that ite 
of savings as between having unified railways and separate railways. 4 

Q. What I meant was, did you find in the subsequent information that y 
got in connection with the joint work any reason that led you to any different 
conclusion from the conclusion you had arrived at independently?—A. T 
only difference is that we had underestimated the savings by $100,000. — 

Q. Would you now put this figure of $1,450,000 as $1,550,000?-A. Not 
necessarily. The result of the joint work raised the $900,000 estimate te| 
$1,000,000. | 

Q. I see—A. Would this be a good time, while we are talking about 
joint committee, to give you some information as to what it was and w 
were on it? 

Q. Perhaps it would—A. The members of the first joint express 
mittee were, for the Canadian National, Mr. E. P. Mallory, Mr. Hungerf 
assistant, Mr. J. B. McLaren, who at that time was the comptroller of the C 
dian National Railway, and Mr. G. E. Bellerose, who was the general manag 
their Express Company. The Canadian Pacific members of that same 
mittee were, Mr. H. J. Humphrey, who is now the Eastern Lines Vice-Preside 
Mr. W. H. Plant, who is now the comptroller of the Canadian Pacific Ex 
Company, and myself. Ea 

Q. Mr. McDonnell, this estimate of $1,450,000 was on the basis of the t 
of 1930, was it not?—A. Yes, Colonel. But before we go to that, it is sugges 
that I give you some information as to the activities of this joint committ 
which in some way helps to confirm the estimate with which we are dealin 

Hon. Mr. Buacx: Mr. Chairman, those estimates approximate each 
so closely that I do not think we require any further confirmation of the fig 

Hon. Mr. DanpurAnp: I felt the same way. That is why I am discuss 
the point with Mr. Biggar. . 

- Mr. Biacar: If the committee is quite satisfied, we might let Mr. McDont 
know that. - 


By Hon. Mr. McRae: bs 

Q. There is one question Ishould like to ask. You seem to be in agree Y 

on your estimate of a saving of $1,000,000 under co-operation. Why wa 
that put into effect?—A. I think, senator, the answer to that question ma 
involved in the history of this thing that I was going to give you briefly. _ 
Joint Committee which I just named was appointed, I think, on the 3 
March, 1933, and on the 6th of March, 1933, three days later, they made 
first unanimous report that a unified express company was feasible and d 
(Mr. T. E. McDonnell.] 
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cou id be brought about by the organization of a jointly owned express 


- They said among other things that the detailed savings were being 
xed by joint committees and would be reported as quickly as they became 


| hey made their second report on the 20th of April, 1933. All of these 
rts are unanimous. 


é 
By Mr. Biggar: ' 
, . Yes?—A. They named a few of the agencies that had been surveyed 
r by subcommittees, and reported unanimously that the saving at those 
es would be at the rate of $750,000 per year. 
n the 23rd of June in the same year, 1933, they made their third report,’ 
he total saving inclusive of the savings previously reported would be about 
00,000 per year. In their earlier reports they had said to the railways that 
would undertake to find a formula on which the results of the operation of 
ch an express company might be equitably decided between the two railways. 
ormula is based on this theory, that there are only two things a railway 
nto its express business—one is capital and the other express car miles; 
the only one thing it can hope to get out is what is left after everybody 
‘is paid. 
We then proceeded to find out what the gross revenue of each of the express 
mpanies was over a period of a year, and on a comparable basis of accounting 
+ each had paid to carry on that business. From the two railways we were 
ed that each of them had operated so many express car miles during the 
and we found that of the gross joint business the Canadian National had 
56 per cent and had operated 55 per cent of the car miles, and that the 
dian Pacific had done 44 per cent of the gross business and had operated 
r cent of the car miles. Of the net results of those operations 50 and a 
on per cent of what was left had accrued to the Canadian National, and 
and a fraction per cent had accrued to the Canadian Pacific. 
We then set down our formula: The combined express company will have 
ght and the obligation to route the traffic so that it will make the best time 
n the most economical way; they will to the best of their ability call upon 
anadian National for 55 per cent of the car miles, and the Canadian Pacific 
per cent; and the money that is left at the end of the year will be divided 
en the two on the same percentages they had received separately; and if, 
‘ithstanding the best efforts of the express company there is not an actual 
ce of car miles throughout the year and throughout the country, the over 
der proportions will be adjusted between the railways by themselves on 
e agreed rate per car mile to make up what they had or had not done. 


By Hon. Mr. Black: 

Q. That would appear to be a very fair proposition. Why was it not put 
ffect?—A. As the Chairman of the portion of the committee that represented 
anadian Pacific, I can tell you what was done. I am not sure that T should 
xpected to tell you why it was not done. 


_ By Hon. Mr. McRae: 

Q. Was the statement which was made before the Banking Committee two 
e years ago the reason why that was not done? Am I correct in saying 
as political interference?—A. I would not know about that, senator. 

me Hon. Senators: Oh, oh. 

e Wirness: On the 4th day of August of that same year the committee 
fourth report. 
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Q. That is still 1933?—A. Yes. In the meantime the accounting com: 
had found certain small items that might not be expected to recur in the 
and they changed their percentage divisions slightly, a fraction of one pe 
which is not material to the story being considered at the moment. Follo 
that, in a little more than a year after these reports had been made and 
was no unification of the express, in the month of September, 1934, this comm 
was reconvened because certain changes were said to have occurred durin 
more than a year that had elapsed, and they were asked to re-survey 
previous work and, in addition, to give answers to six questions having to 
with what might happen if there was a 25 per cent increase in traffic, or, if it 
was 50 per cent, what money would have to be spent to do this, and so forth, 


Keeping in mind that during the year that had elapsed there had been a 
certain downward revision of pay-rolls, the committee reported on the 17th of 
September, 1934, among other things, that the saving with all those t 
considered at that time would be $825,000—that is, with reduced pay-ro 
Re gn addition they gave the answers to the six questions which had been 
asked. 

The next thing we heard about it was that there was a’ new committee 
appointed, a larger committee; and if it will be of interest, I will give you the 
names of the larger committee. . 


Hon. Mr. Murpocx: Can we not get those six questions and answers 
specifically, Mr. Chairman? q 


The Wirness: I am quite willing, sir, if it is required, to file these reports 
with the committee. The ones I have before me are the original signed reports 
and I suppose if I turn them over I will get the originals back? a 

Mr. Bicear: Certainly. “a 

The Wrirness: Is it your wish that they be filed? 


The Cuarrman (Hon. Mr. Beaubien): If you have in a few words whe. 
the six answers were, perhaps we could see if it is useful to have them pr 
and filed. 


Hon. Mr. Murpocr: Here is the point. In this statement that we hav 
from the Canadian National on the same subject, in Exhibit 19, at pages 
and 5138, we find this statement: 


C.P.R. figures are not available, but using those for the C.N.R., 1 
above would mean a reduction in operating expenses (based on Aug 
1931) as follows. 3 


Then when we go to the bottom of page 513 we read:— 


This reduction amounts to 3-7 per cent of the total operating 
expenses of the combined express companies including “Express Pri 
leges” as reported to the Dominion Bureau of Statistics. 


And above that: 


Summarizing the above, reduction in expenses under joint opera 
would be:— 


ULO% 


NT. 


And then the figures are given. Now it seems to me that these questions. 
McDonnell refers to, and the answers, would more definitely show us what 
view was of the status of this question. “ 


The Wirness: Would you like me to read one or tio of the questions anc 
answers? ¥ 
[Mr. T. E. McDonnell. ] 
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ae — By the Chairman (Hon. Mr. Beaubien): 

 Q. Yes—A. (Reading) : 

|. Question: Assuming the traffic level of 1933, what realizable decrease in 

ee: operating expenses could be effected by a unification of the express 
facilities of the Canadian National and Canadian Pacific Railways, 
service to the public remaining at the same standard of excellence? — 

Answer: Approximately $825,000. The expense figures used in this cal- 
culation are based upon the adjustment of 1933 actual wage rates to 
the rates prevailing at the end of 1933 and which have continued in 

: effect up to the present. 

. Question: What cash expenditures in the way of additional or changed 

4 facilities would be necessary to make this unification effective? 

Answer: $2,175, divided as between Railway $75 and Express $2,100. Off- 
setting this expenditure of $2,175 there would be released for disposal 
or other use express equipment costing $198,000. 

3. Question: What increase in operating expenses might be expected on the 

part of each express facility operated independently in the event of a 

25 per cent increase in traffic over the level assumed in No. 1, and 

similarly what increase in operating expenses of the unified express 

i services might be expected under similar conditions? 

$378,037; Unified Express Company, $676,344. 

4. Question: What additional cash expenditures for increased facilities or changes 
in facilities would be necessary in the event of unification and a 25 per 
cent increase in traffic over the level stated in No. 1? 

Answer: $24,595, divided as between Railway $22,495 and Express $2,100. 
Offsetting this expenditure of $24,595 there would be’ released for 

disposal or other use express equipment costing $116,150. 

5. Question: What increase in operating expenses might be expected on the 
part of each express facility operated independently in the event of a 
50 per cent increase in traffic over the level assumed in No. 1, and 
similarly what increase in operating expenses of the unified express 
services might be expected under similar conditions? 

Answer: Canadian Pacific Express, $704,078; Canadian National Express, 

$994,126: Unified Express Company, $1,621,386. 

6. Question: What additional cash expenditures for increased facilities or 

changes in facilities would be necessary in the event of unification and 

a 50 per cent increase in traffic over the level stated in No, 1? 

_ Answer: $140,993 divided as between Railway $24,295 and Express $116,698. 

Offsetting this expenditure of $140,993 there would be released for 

disposal or other use express equipment costing $57,418. 


_ All this information is being made available to all members of the enlarged 
Committee as constituted following decision of the Joint Executive Committee 
, its meeting held on June Sth, 1934. It is anticipated the enlarged Committee 
ill meet at an early date to deal with the third commitment, as agreed to at 


the Joint Executive Committee meeting of June 5th. 


By Hon. Mr. Murdock: 


 Q. Is there not one important question missing? How much would be 
essary to take care of the grey-haired oldtimers who would be turned loose 
this consolidation?—-A. Inasmuch as the people who were dealing with the 
r had in mind taking good care of them, I suppose it would not be neces- 
to ask the Joint Committee to answer that. 
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Answer: Canadian Pacific Express, $321,680; Canadian National Express, 


OF PS ee ee Se HUE a 


726 : “2 } : j ed. EC : VI] ] i TT q Ka ; : e i Ns ne a if 


By Mr. Boge 


Q. You are going to give us the names of the members of bat enlae 
committee?—A. Yes sir. The enlarged committee was appointed in the autu 
of 1934; the date will be shown in the report. The Canadian National members 
of that ‘committee were: Mr. Bernard Allen of the Bureau of Economics; Mr. 
G. E. Bellerose, of the Express Company; Mr. D. Crombie, their general trans- 
portation man ‘at that time; Mr. R. W. Long, their Freight Traffic Manager; 
Mr. Mallory, Mr. Hungerford’ s assistant, and Mr. McLaren, the Comptroller 
of the railway. And on the Canadian Pacific side there were: Mr. Humphrey, 
Vice-President; Mr. Jefferson, Freight Traffic Manager; Mr. Neal, Vice-President 
of Western lines, in the beginning, who later substituted Mr. Mather; Mr. Plant, 
Comptroller of the Canadian Pacific Express Company, and Mr. Unwin, at that 
time Comptroller and now Financial Vice-President of the Canadian: Pacifie 
Ls bk 4 
vi a 
By Hon. Mr. Haig: a 
Q. No relation to the man in Alberta? a 
Mr. Furntorr: We shall make inquiries as to that, sir. % 


The Wirness: That enlarged committee was charged with the responsibility 
of investigating all matters as between the express company and the freight 
department and the highways, the meeting of highway competition, the relation 
of express companies with each other, and so forth. That committee met on the 
first and second days of October, 1934, reported some general conclusions which 
will be filed, if you require them, and considered a statement of the Canadian 
National representatives that they could separately save $900,000 odd by joining 
up their own express and freight departments. We were not able to agree tha it 
all of the items included in that estimate were comparable to the things we were 
dealing with; and we appointed a sub-committee of two, one from each side, to 
draw up a formula which would guide any other sub- committees in taking out: 
figures to determine either that they were on a comparable basis or would be put 
so. That sub-committee has not been able to meet, nor has the larger committe e 
functioned in any way since some time in the year 1935. 
a Mr. Biccrer: Does the committee think it is necessary to have these minutes 

led? 
By Hon. Mr. Cantley: 


Q. Mr. McDonnell, did the express companies increase their rates appreciably y 
within the period of the last eight or ten years?—A. No, sir, but they have very 
materially decreased them. 

Q. I had an idea that there was a considerable increase a few years ago? 
A. The last increase, Senator, was either in 1920 or 1921. a 

Q. What was the effect of that?’—A. To pull the express companies out of 
the red at the time being. 


“Hon. Mr. McRar: Mr. Chairman, I personally should like to express te ‘O. 
Mr. McDonnell my appreciation of the clear and concise and complete way 1 in ; 
which he has presented his case. I think it would be well that these minutes be — 
placed in the proceedings, for purposes of reference. 4 


By Hon. Mr. Robinson: 


| Q. Mr. McDonnell, you stated at the beginning that your calculations wer 
based on the reduction of 74 million train miles. Would a change in that sit 
tion change your estimates any?—A. If you do not discontinue those 74 mill 
train miles you would remove from the $1,450,000 saving about $135, 000. 
you remove only a portion of the 74 million miles, whatever proportion — 
remove, the same relative proportion rail apply to the $135,000. For instane 
there is $135,000 saving with all removed; but if you only remove half, the s 
ing would go down to half of $135,000. 
_ -[Mr. T. E. McDonnell.] 
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Q. The express companies, as I understand it, are independent companies, 
ough owned by their respective companies. That is correct, is it not?— 
\. Not entirely. The Canadian Pacific Express Company operates as a com- 
pany wholly owned by the Canadian Pacific Railway Company. The Cana- 
dian National Express Company operates as a separate express organization, 
being a department of the railway, but with a separate set of employees. 
Q. But they are practically independent? That is, a unification of the 
xpress companies would be possible without unification of the railways, and 
vice versa?—A. Yes. And we have made estimates both ways, and the differ- 
ence between the two is the difference between $1,000,000 and $1,450,000. 
j Q. There is a suggestion there that the Canadian National branch of your 
last committee made an estimate that by amalgamating their express and 
their freight they would save $900,000?—A. They presented figures to that 
effect and they were questioned in the Joint Committee as to whether or not 
they were comparable with what we were dealing with. 
Q. That is, amalgamating their own express company alone?—A. Their 
express company and their railway. . 
 Q. But if $1,450,000 were saved by unification, they would get only half 
of that?—A. Yes. 3 
___ Q. So, if their contention is correct, they would save more by amalgamating 
with their own railway than they could save through unification?—A. The 
make-up of their figures, as having any relation to comparison between the 
two estimates, was questioned, and that is why a sub-committee was appointed. 
_ QQ. But what I say is correct, that if their claim could be substantiated, 
they would save more money that way than they could save by unification?— 
. But they have not done it. 
_ Q. But, if it could be substantiated?—A. I can only assume this— 
5; Q. You do not answer my question—A. If they could substantiate their 
claim, yes. ; 
_ Q. That is what I asked.—A. The best evidence that they cannot substan- 
tiate their claim is that they have not realized their saving without reference 
O us at all. 
> Q. I do not think that is an answer. 
i Hon. Mr. Hata: That is a good answer, I think. 


i, Hon. Mr. Buacx: I might suggest that a very proper question would be, 
a the pertinent time comes: why did the Canadian National not do that? 
t 


Hon. Mr. Roptnson: Yes, quite right. 


Hon. Mr. Buackx: I want to see the Canadian National save money. If 
we have no unification, we want the Canadian National to adopt every method 
within reason to save money. If they could have saved $900,000 there, why 
did they not do it? 


: By Hon. Mr. Haig: 
Q 


. The Canadian National presented to you a proposal that $900,000 odd 
gould be saved, which estimate you questioned. Have you got a copy of that 
Rimate that they presented to you?—A. I will see, sir. I do not find it at 
the moment, Senator. 

— Q. If you have it, will you produce it?—A. We will produce it for you. 

Hon. Mr. Haic: I suggest that that be filed, so that we may have a fair 
sis of comparison and be able to see what if anything has been done towards 
rying out the proposal. Mr. McDonnell says that the Canadian National 
bmitted to the Joint Committee an estimate that they could save $900,000 

d by combining express and freight. I should like to see that submission and 
- Should like to inquire, when the Canadian National representatives are on 
he stand, how much actual saving they have made under that proposal. 
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The Witness: I have found it, Senator. It is contained in the report oj 
the enlarged Joint Express Committee, of a meeting held on the lst of Me 
1935. I will read it to you. a 

Hon. Mr. Haic: You do not need to read it; you may file it. 

The Wirness: It is not very long. It says:— 

The Canadian National section of the Committee presented a memo- 
randum of annual savings that they estimated would accrue to the Cana- 
dian National Railways by the separate consolidation on that system of 
their L.C.L. Freight and Express Departments, subdivided under thre 
main headings:— - 
1. Savings due to the physical combination of the work 

of the two present departments... .. .. .. .. ... 
2. Savings in general, of payment to full time railway 

employees for the handling of express traffic: — 


Express Commissions... .. .. -. .. $174,000 
Express Transfer allowances... .. .. 13,000 
Allowances to Baggagemen handling 
Express iwork? 2.0G.5 his eee ae 35,000 
Displacing Train Messengers or Bag- 
PAPEITIEM. Wivghs «Wis eee ceeer Cel ae UU 


——— 346,000 
3. Cancellation of way-freight train miles through the 4a 
handling of L.C.L. freight on passenger trains.. .. 317,000 
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in support of statement previously made that such action would produce 
savings in excess of savings accruing to them from Express unification. © 


By the Chairman (Hon. Mr. Beaubien) : 
Q. What do you mean by “T,C.L.2?—A. Less than carload. 
Hon. Mr. Murvocx: Mr. Chairman, right here, it seems to me, while th: 
question is coming up, we ought to go into an analysis of certain principle 
involved. These express companies have sometimes been referred to as cream 
separators of particular railroads. Originated entirely as separate companie 
in the years gone by for the purpose of utilizing under favoured conditions th 
facilities afforded by the respective railroads for the purpose of transportt 
parcel or commodity goods on express trains to various parts of Canada, the} 
have been unkindly, or bluntly, referred to as constituting a cream separavo 
process. The railroads formed these express companies just as they forme 
additional companies to handle their telegraph business, and, yes, other busin 
The question arises right now when we are asked to take into consideratior 
that the Canadian National undertook to do what? To co-ordinate the r 
functions of a railroad, that is, the handling of L.C.L.—less than carloac 
freight and express packages and performing the work that, it seems to M 
and some others whom I have met in years gone by, should always have b 
performed by this co-ordination. We ought to take that viewpoint for 
it may be worth under advice. Here was the Canadian National, in the interest 
of the Canadian people, putting together those two services to handle less thai 
carload lots of freight and express service as near as possible under reasonal 
fast conditions. That question comes up here, and I think we should 
consider this submission properly—and I am not disagreeing with it very m 
~_ynless we take into consideration whether now, and, maybe, in the ye 
eone by, these services should have been together and the operating resi 
included in the general operating results of the parent railroad or railroad 
under which the service was carried on. = 
[Mr. T. E. McDonnell.] 
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Hon. Mr. Danpuranp: I understand, Senator Murdock, that this was the 

ory, but that to-day the Canadian Pacific Express Company belongs to 
anadian Pacific Railway Company, and the Canadian National Express 
apany belongs to the Canadian National Railways. 
_ The Wrrness: Mr. Chairman, may I interject? In so far as the alleged 
sream separator ” is concerned, in connection with the Canadian Pacific it 
now and always has been owned wholly and completely by the railroad. 
there were any benefits derived from the express company they were not 
verted from their proper channel; and if there were any losses the parent 
7 - 
ilroad had to meet them. 
4 Hon. Mr. Murpocx: That is conceded. 
x 


2 By the Chairman (Hon. Mr. Beaubien) : 


_ Q. The C.P.R. got the cream?—A. Whatever it was. 

_ Hon. Mr. Murpocx: At the same time there was a separate process in 
aking the earnings. 

2 Hon. Mr. Hata: On the Canadian National? 

Hon. Mr. Murvocx: Both. 


; Hon. Mr. Haig: The Canadian National owns its own express company. 
_ Hon. Mr. Murpocx: Yes. That is one of the questions that ought to 
taken into consideration, whether there should not be more co-ordination 
railway facilities. 

_ Hon. Mr. Haia: That has nothing to do with your charge about the 
ream separator.” 

Hon. Mr. Murpocx: I beg to differ. It has a great deal to do with it, 
wese express companies in years gone by were originated and carried on for 
any years for no other purpose. 

"The Wrrness: Never on the Canadian Pacific. 


_ Hon. Mr. Murpock: They were carried on for no other purpose than to 
uke specially favoured earnings. 


‘Hon. Mr. Haig: The witness declares it was not so on the Canadian 
eific, and I do not believe it was so on the Canadian Northern. 

é 

a By Hon. Mr, Horsey: 

_Q. The Canadian Pacific never made an estimate of the savings by 
“ordination the same as the Canadian National has done.—A. We have 
ver been able to find a way to do it efficiently or economically. 


a By Hon. Mr. McRae: 


Q. There is no L.C.L. in your express estimate, it is purely express, is 
ot?—A. The definite answer to that is, yes, it is purely express. But 
ss I gave you an explanation it might mislead you. In the provinces of 
anitoba and Saskatchewan they found that in order to meet the invasion of 
2 highway carrier it was necessary to use passenger train service for this 
ight less than carload. On the Canadian Pacific Railroad the freight traffic 
| operating officers said, “If it is going to move on passenger trains let the 
ress company handle it.”” The Canadian National said, ‘““No; we will move 
On passenger trains and our freight department will handle it.” It is the 


J 


is moved under express tariffs. We think our way is the best from the 
oint of the public, and that it is the most economical. They do not 
with us, and they do it the other way. Apparently we are both satisfied. 


kind of traffic; on one railroad it is freight, on the other it is express; . 


ee 
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By Hon. Mr, Robinson: Fae Pipe on’ 

— Q. I want to follow that up. Mr. McDonnell, you take exception tc 
estimate of the Canadian National and say their figures are not corre 
am very much interested in this, but I do not know whether you really 
that or not. Do you mean those figures are not correct?—A. If the 
were made, sir, they would not be due to amalgamation of your exp 
failure to amalgamate. So far as my own personal opinion is concerned 
was given openly in the joint committee. 7 

Q. Perhaps you would not care to state it here?—A. Yes. Of the $90 
there was only one item, $239,000, that really required investigation. 
others could be made or not made as they pleased, according to the po 
of the system. You can either pay a train baggageman for handling exp 
or not pay him. You can pay country railroad agents a commission for hand 
express, or you can take it away from them, according to your policy 
might try to take it away from them! That has nothing to do with 
co-operative efforts to be arrived at jointly. One item they refer to, s 
due to physical combination of the work, was in my opinion the only 
that required exploration. I wanted the express joint committee to d 
exploring, but I have not been able to get them to do so yet. 

The CuHarrMAN (Right Hon. Mr. Graham): I am accused of talking po 


Stop me if I do so now. 
The Wrrness: I would not understand you, sir. 
The CuairMan (Right Hon. Mr. Graham): You would not be in any 1 
position than some other gentlemen are. a 
Hon. Mr. Haro: But some other gentlemen might know when you 
talking politics, all the same. a 
The CuarrMAN (Right Hon. Mr. Graham): They might think they 
This is what I have in my mind. As you can understand, I have for years 
an interest in this matter that we are discussing now. I took up the paper 
day and read that my friend, Dr. Manion, had introduced a Bill in the Ho 
Commons to provide facilities in case these express companies wished to 
I followed it closely. The Bill was dropped. Was it found—shall I say in 
ticable— 
The Wirness: Would inexpedient be the word? 
Hon. Mr. McRaz: Not opportune. 


0 


By the Chairman (Right Hon. Mr. Graham) : . 

Q. Inexpedient would be the word you would use; we cannot use t 
But I was much interested in it, as a great many other people were, but I 
got any information as to why the Bill was dropped—A. Nor did I. 
Hon. Mr. Hata: I suggest we call Dr. Manion to give an explanation 
The Wrrness: I knew the Bill was introduced, and then wit ri 
Beyond that I have no information. 2 
By the Chairman (Right Hon. Mr. Graham): a 

Q. I was not going to press you to say why it was not done, but to. 

if you can think of any business reason why it should not be done—A. 11 
favour of it being done. x 


; By the Chairman (Hon. Mr. Beaubien) : 
Q. Mr. McDonnell, it was not withdrawn at the suggestion of the 
companies, as far as you know?—A. I have no knowledge whatever as 
it was withdrawn, but it was withdrawn. a 
(Mr. T. BE. McDonnell.] 
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By Hon. Mr. Hugessen: 
When was that Bill introduced? It will be rather interesting to know 


on. Mr. Hata: About 1934. 


‘Hon. Mr. Harpy: I think it was withdrawn because the House of Commons 
id not listen to it. 


By Hon. Mr. Hugessen: 


SQ. Do you know when it was introduced, Mr. MeDonnell?—A. My 
‘ollection is it was during the session of 1935. There is one other point, if I 
Nf 20 on now? 


Aa 


: By Mr. Biggar: 


mQ. Yes, Mr. McDonnell—A. I-have tried to find some short method to 
able the committee to determine whether an estimate of $1,450,000, based upon 
30 operations, would be valuable to-day, or indicative of what might be done 
day. Now, it is true that our express gross revenue in 1937, compared with 
30, is down probably from 21 to 22 per cent; but the thought goes through my 
nd, and the suggestion I make is, that you do not effect your savings out of 
9 revenue; you make them out of the expense account; and the expense 
vount is related to the amount of work that you do. 

I have asked our people in Toronto, the comptroller and representatives in 
own office, to take certain figures that they get—not audited figures, but 
ures that come in in the ordinary course of business—and they tell me that for 
fis four months of this year, 1938, compared with the same four months of 


30, measuring the work done on the number of shipments handled, we have now * 


ncrease of 15 per cent over that time; and if we measure it on a weight basis, 
nerease of 18 per cent. So if the difference in the volume of work handled 
y and then has some effect on the saving, it would seem to tend towards 
easing the saving rather than decreasing it. Have I made clear the difference 
ween revenue and expenses? 

4 I think so.—A. There is one other point that I think is relevant for the 
ormation of the committee. You have heard references as to. whether or not 
placed employees would be absorbed in the natural turnover during the 
lod of five years. I took our own express company’s actual experience for 
year 1937. I found how many men had been retired on pension, how many 
idrawals from the service there were on account of deaths, resignations, dis- 
sals, or other causes, and got a total. Then I took the staff record, starting 
38 and carrying it forward for five years into 1942, to show how many of 
mployees would reach retiring age in each of those succeeding five years. 
I put them all down and divide them by five, I find there is a greater 
er to be pensioned during the next five years than were pensioned in 1937. 
mot determine whether the death rate would be the same, but if we almal- 
ite the businesses and on seniority retain the older men, we shall have a 
) of advanced age with probably more deaths. So that assuming—without 
ing—that the Canadian National express figures are comparable to ours, 
e they are of the same kind with people doing the same kind of work at 
ly the same places, the two together would have displacements of that kind 
five years a little bit more than the number of employees that would He 
ed if we amalgamate on the basis of this $1,450,000. For what it is wort 
you that. : 
he Cuarrman (Right Hon. Mr. Graham): It is almost too good. 


The Witness: There is one other point. 
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By Mr. Biggar: i 

Q. Yes, Mr. McDonnell?—A. In dadinere as a witness I callec 

attention to the fact that I had had quite a few years’ exserience in the 

States, and was there when the amalgamation went on. It was stated, I th 

Mr. Fairweather’s evidence, that the result of amalgamating the express bt 

of the United States had in some way disturbed the railroads, and that they 

not happy over it. About that same day or week the only railroad syste 

the United States that had remained out of the amalgamation, the So 

System of Railroads, down in the southeastern part of the United State 

an express company ‘known as the Southeastern Express Company, were 

the Interstate Commerce Commission at Washington seeking permiss 

suspend their company and join the larger company. So, if, as Mr. Fairw 

intimated, what had been done was a bad thing for them, these fellows hac 
heard about it, and were trying to join the parade. 

You will find what Mr. Fairweather said at page 200: j 

Q. You stated before the Royal Commission that in the U: 

States they have consolidated their express services?—A. Yes, sir. 

Q. But they have not consolidated their freight services? Aum 

did this consolidation, sir, long before highway competition came a 

and it is giving them a lot. of concern right now. 

Q. That is what I wanted to learn from you,— —A. Yes, sir. 

are finding in the United States just exactly the condition that was 

cated in that thing there. They are finding that this consolidated ex 

service is in many cases a thorn in the side of the railways that are 

owners of it. 


And they are seeking to put in another thorn at the moment. 


By the Chairman (Hon. Mr. Beaubien) : 
q@. And the last one?—A. And the last one. 


By Mr. Biggar: 


A. Except as to consolidating 
and express, in regard to which I might call attention to this. The United $ 
Co-ordinator, Mr. Eastman, had a section of his committee working for 
thing more than a year on a plan to consolidate the carriers of all merch 
package freight, express freight, forwarding companies, car forwarders 
forth into one organization. They got out a report that was about t 
and thickness of the Montreal telephone directory. It spoke of hundr 
millions of dollars to be saved by that plan. The railways appointed 
committee to go into it, and that committee found the proposals impracti¢ 
and of no value to them, and so far as I have heard nothing has been ac 
plished as a result of that report. That is why I answered the senator here 4 
minutes ago that, as far as I am concerned, I have never found a wa 

efficiently or economically bring together traffic which may move either fi r 
train or passenger train, and express train as well. We have gone a long 
towards doing it in some parts of Western Canada, but we have not found 4 
and do not know how to do it generally. 


By Hon. Mr. Hugessen: 


Q. They do it in England, do they not?—A. My information on ‘ 
second-hand, and if you will take it I will give it to you. They have in 
passenger train service for parcels—what they call parcel service, a 
informed that they have separate pick-up and delivery vehicles. They “ 
goods train, and have separate vehicles for that. They charge more oa 
separately treat, the parcels that move on passenger trains. ‘a 

[Mr. T. B. McDonnell] po 


ae 
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matter what you call it, it is the activity, and there is a natural 
tion between the two. Over my 50 years of experience I have known of 
ailroads in the United States that have tried to do it by combining or 
g it an ordinary part of the railway work, but every one of them gave it 
and went to the other method. 
If you look, right here at Ottawa, or at Montreal or Toronto, you will find 
) within the last year the express company has undertaken to do for the 
ilway company the pick-up and delivery service of its freight department. 
the city of Montreal we have about 100 trucks. They are not the same 
cks that the express company uses; they are not painted the same colour and 
wwe not the same name on them; but the express company owns and operates 
o for the railroad for a price. They are serving shippers whose traffic moves 
md from the Place Viger freight sheds, and the express is handling traffic to 
from the Windsor street passenger station, and they just won’t mix 
onomically. Although the same company is doing the work, it is doing the one 


arately from the other. 


$ 
1 
| 


i By Hon. Mr. Murdock: 
~Q. May I ask a question? You read from page 200 of the evidence. I do 
tb criticize what you read at all, because you did not need to read further ; 
if you had read further you would have found a thought expressed as a 
lt of questions by Right Honourable Senator Meighen and the Chairman, 
ator Beaubien, that I feel sure the committee would like to have your views 
. Immediately following the paragraph you read, wherein Mr. Fairweather 
essed almost a condemnation of the system of having a joint consolidated 
ess service on many of the various railroads in the United States, the 
tion was asked by the Right Honourable Mr. Meighen:— 


Q. Why would it be so? I cannot get that. Surely they can give a 
better service consolidated and compete better with the trucks.—A. Well, 


Perhaps I can speak frankly with regard to the situation right inside 
our own company. We have found it the most difficult thing in the 
world, having an express department right inside our own company, to 
keep that department on its toes, and at the same time restrict it from 
competing with the freight service. Naturally, you go and tell a man, 
“Your specialty is express,’ and he goes out and starts to expand. his 
- specialty. He is a business man and sees all sorts of opportunities to 
_ expand his express business, and he never thinks—he does not know as a 
_ Matter of fact—that he is stepping on the toes possibly of other depart- 
ments of the railway. 

| By the Chairman (Hon. Mr. Beaubien): Q. Freight?—A. Yes; 
particularly L.C.L. business. Now, it is the duty of staff officers and 
_ executives of the company to cure that sort of thing, and it is a serious 
_ piece of work. I think the Canadian National has a very efficient express 
_ department, and they work in harmony, for the most part with the 
_ freight services; but to say they work entirely in harmony is not right. 
| Now, that is the situation— 

4 By Hon. Mr, Coté: Q. If I may interrupt there. Then the result is 
_ that instead of three competitors, as you were mentioning a moment ago, 
_ the two railway freight services and a consolidated express service, you 
_ how have four, your express service, the C.P.R. express service, and your 
_ respective freight services. — 


; the committee would like to have your view as to the benefits, if any, 
ing a co-ordinated, consolidated effort on the part of express men and 
men to secure business for the company without undertaking to encroach 
he another’s rights, because it is a transportation service —A. I raised the 


sir, I think—well, I hardly know how to explain it, but I would say this. - 
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question of the difference in the approach in the provinces of Manito 
Saskatchewan, where one railroad company said to its express company, 
take and deal with that part of the traffic which is moving on passenger 
make any rates required or permitted to meet highway competition,’ and 
other railroad said, “ We will use the passenger trains, but we will set up 
services.” My answer to that is that you have two express companies and 1 
freight departments. By consolidating the two express companies you elimi 


one and thereby make some of your savings. — 


By Hon. Mr. Hugesson: j 
Q. Isn’t that the gist of what Mr. Fairweather said, which is to be found 
page 201 in answer to a question of the Chairman:— F 
That is, the Canadian National freight service should be divi 
into two arms, the expeditious service moving on the passenger tra: 
and the freight moving on freight trains. They would not be in comp 
tion with each other, because they would be under the same inte 
control. There would be the same men soliciting traffic, the same 2 
making rates and the same men handling the traffic. In other words, 
should adopt in Canada what the Englishman has used for a long period 
of years, and very successfully. ol 


That was what was in my mind when I referred to the English system.—A. 
my opinion—what I was after was results rather than a formula—to comp 
with highway competitors you must have your passenger train service and yi 
freight train service equally fast; and if you have a passenger service that will 
do the job, to the extent to which the passenger train service can take care of i 
there is no use speeding up the freight service. And if we did, as they do m 
England, where they have found if I am correctly informed that they re 
separate pick-up and delivery service— 

Q. But not a separate organization such as an express company.— 
naturally segregates itself, and it is my firm conviction that by having a sepal 
express company and taking advantage of the money order business and al 
those other things you really do it cheaper and more efficiently than if you t C 
to mix it up with the freight. 


By Hon. Mr. McRae: 

Q. Referring to the competition between the freight and the express de 
ments, and the railway owning the express company and getting the higher 
naturally there are greater profits in moving the commodity at the higher 
—A. Well, yes. 

Q. So there is no serious objection to competition between freight and express 
because the more revenue the express has, the more revenue the company has— 
A. Whatever revenue there is reverts to the railway. And I would like to 
this clear, that as between the Canadian Pacific Express Company an 
Canadian Pacific freight department there is no conflict and no misunderstal 
If and when the Express Company is asked by the freight department 
frequently is, to meet a situation by lowering rates, we sit down and disc 
We never lower express rates to the basis of freight rates without the know. 
and the consent of the freight traffic officers of the railway. 


By Hon. Mr. Murdock: 

Q. Then you do not believe in a co-ordinated freight and express servl 

A. LT have never been good enough to find a way of doing it without losing mo 

and efficiency. There is a further question, as to whether the estimated saving 

are still attainable. You will remember I told you that we had an increase ! 

shipments and weight, and that I believed we would make those same sa ing 
to-day. . ‘os 

[Mr. T. EZ. McDonnell. ] ae 
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y reason, because of your subsequent inquiries, to modify the estimate 
50,000 made as of 1930?—A. No reason as to varying it, other than that 
m I spoke about, dependent upon the continuance or discontinuance of 
ssenger train miles, 


By Hon. Mr. Hugessen: 


~ Q. There is just one point you have not touched upon. That is the item of 
erence between the proposed estimate of savings under co-operation, $900,000, 
1 the proposed estimate of savings under unification, $1,450,000. If you 
ild give us very generally some indication of where additional savings under 
ification would be made, it would be interesting—A. That is under a proposi- 
| of unifying the two railways as well as the express services? We have to 
in mind that the traffic, to meet economical and quick movement, will move, 
ome of it will move, partly on one line and partly on the other. If the 
lways are kept separate, we must in the express companies keep up accounting 
segregate and proportion the various figures. If that were not necessary, 
ause of the railways having been brought together, the saving in accounting 
uld be around $85,000 a year, for that item. As I understand it, you are 
ng to get at the difference between the $1,000,000 and the $1,540,000 estimate? 


10,000 a year. 
—-Q. That is the difference between $900,000 and $1,000,000?—A. That is 


ot reached, which made a saving of $164,000 a year. There is the saving— 
erred to it as $135,000—due to the elimination of train miles. That figure 
‘as $137,000 odd. There was an estimate made of the overseas business.. We 
ated that by adding 50 per cent to our overseas expenses we could take 
e of that portion which was transacted by the Canadian National Express, 
ich was a small proportion of the whole, and that represented a $45,000 
wing additional. All of those items I have mentioned total up to $538,000 odd. 
then we found that in estimating what would happen, in connection with 
express traffic association which is supported by all of the express companies 
Canada, that to be conservative we should take $12,000 a year off that 
ate of saving. That would bring it down to the difference, that is $526,000, 
is the difference between the $900,000 odd and the $1,450,000. 


q By Hon. Mr, Buchanan: 


| Q. You have mentioned the systems you introduced in Manitoba and Sas- 
ewan to meet truck competition. Have you found it effective in meeting 
competition?—A. I think that is where we have this increase in shipments 
ad weight, though we have a decrease in revenue. We find it highly successful 
order to meet truck competition. 

Q. Why is it not adopted more generally in order to meet that competition 
her parts of the country?—A. In those two provinces there is at least an 
upt to regulate and control highway operators’ rates. 


By Hon. Mr. Haig: 


iQ. By the Governments?—A. By the Provincial Governments. I said there 
‘an attempt. There is no such attempt in Ontario and Quebec yet. 


. You really did not answer a question I asked you earlier on. Have 


of it. Then there were other agencies than the forty, which the first estimate 
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- By Hon. Mr. Buchanan: Lec NN ee ips a 

Q. In the province of Alberta you have not introduced it. Is that bee 
there is not that control there?—A. You may recall, Senator, that they h 
bill in there for a time, and they discontinued operating under it and 
‘ceased to control highway rates. ‘There is one other item of competition 
has not been mentioned, and that is the last attempt of the Post Office Dey 
ment of Canada to divert express packages to parcel post. The change 
made in December of last year, just before Christmas, whereby they incre 
the weight limit from 15 to 25 pounds. In order to prevent moving ex} 
packages out of the express car and into the mail car without chan 
the payment to the railway, we had to reduce our rates to meet that competitio 
and that is costing us, roughly estimated to-day, $1,000 a day in revenue, 
the Canadian National at least as much more. So that in as far as the Cana 
National is concerned, you have two departments of the railway each cuttr 
rates to take business away from the other. F 


By Hon. Mr. Robinson: 
Q. I take it, Mr. McDonnell, you are in favour of unification? —A. Defini 
and positively. ‘a 
Mr. Biccar: Perhaps this would be a convenient time and place to recall 

the Committee the ground upon which the then Minister of Railways wit 
in 1934, the bills by which it was proposed to authorize the railways to consol 
their telegraph and express services. On June 25, 1934, in withdrawing 
bills, Hon. Dr. Manion said:— 
Regarding these two bills, the government was asked by the tw 
way companies to introduce them, as they regarded it as essential that € 
abling legislation should be made available to expedite whatever mea 
for unified operation the two companies might decide jointly to adopt wi 
respect to the two subsidiary services referred to. However, latest info 

tion intimates that no agreement has as yet been reached or is in p 
of being reached at an early date, if at all. Therefore the matter 
not be said to be one of immediate urgency. For this reason the g 
ment does not intend to proceed with these bills. 


Q. Perhaps you can tell us, Mr. McDonnell, if there is anything mor 
said on the difficulty: of reaching an agreement, as the situation stood on 1 
25th of June, 1934, the difficulty to which Mr. Manion alludes?—A. A 
speaking of the legislation on the bills?— 

Q. Yes—A. As it is related to the agreement of the Joint Committee? | 

Q. The agreement of the railways——A. Well, the agreement of the raily 
as I understand it, is dependent upon a report from this enlarged Joint ¢ 
mittee. And, as Chairman of the Canadian Pacific members of that enk 

committee, I am waiting for promised advice from the Chairman of the Cans 
National members as to when he will be ready to proceed with the Joint Go 
mittee work. a 

Hon. Mr. Rostnson: I wonder if he is waiting for you. 

Hon. Mr. DanpuraNnp: Perhaps the representative of the Canadian Nat 
is waiting for Dr. Manion. a 


R. A. Pyne appeared as a witness and took the stand. 


\ By Mr. Biggar: 
Q. Mr. Pyne, you are the Superintendent of Motor Power and Gar 
ment of the eastern lines of the Canadian Pacific Railway?—A. No si 
- Superintendent of Motor Power and Car Department of western lines. 
: Q. You have been there for how long?—A. 23 years. 
[Mr. R. A. Pyne.] 
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d your evidence will be directed to the figures in Exhibit E to Exhibit 
is found at page 420 of the proceedings?—A. No sir, that is not the 
hat I intend to give. 

It is the evidence I was told you were going to give—A. No, I am 
ing to give any evidence on figures. I am a mechanic, not an accountant. 
‘Then it is related to the physical changes which underlie those figures? 
the way to put it?—A. Yes, that is better. I understand it better that way. 
. What is the position with regard to the physical changes on which savings 
be based under that schedule?—-A. Mr. Biggar, I entered the service of the 
ian Pacific Railway—you did not ask this question—on the 3rd of Septem- 
86. The railway was not very old at that time, neither was I. I would like, 
committee and the Chairman and yourself agree, to follow the procedure 
ed by the late witness, or the former witness, I should say. I want to tell 
ry in my own way. I make this request primarily in the interest of time. 
€ was some discussion here yesterday by the Committee that it was desirable 
his inquiry be speeded up, due to the fact that they have a lot of other 
n the fire; and I feel that in telling my story in my own way it will be 
le interest of time. I probably have a selfish motive, because I with others 
» trom the West, and we are going to have a big crop in the West this year. 


m By Hon. Mr. Haig: 

Q. What makes you think that?—A. Well, Senator Haig— 

Hon. Mr. Brack: Go on with the evidence. 

The Witness: No, I want to answer that question, because it is pertinent 
le evidence. We had a poor crop last year, but the indications are this 
at because of the advantage that was taken by those who would be harvest- 
crop last year to prepare the acreage—it is an immense acreage—it has 
repared, and besides it has received the benefit of a snowfall this year, 
al of which we have not had for the last ten years. Then, we have had 
bundance of moisture up to the present. The farm experts advise us that 
pher is already working diligently on increasing his storage capacities. 
en, there is another vital reason. You may not wish to hear it. Do you 
hear it, Senator Haig? 

e CHatrMAN (Hon. Mr. Beaubien): Provided it is not too long. 


e Witness: Well, there is an election going on out there. And that is 
ally a harbinger of good crops in that country. 


7 By the Chairman (Hon. Mr. Beaubien): 


Go ahead with your. own story.—A. Now, I am not competent or 
d to give any evidence on the figures that have been compiled repre- 
a possible saving of $14,360,000 in the maintenance of equipment 
e, due to unification. I am not a money-saver. In the department 
ceused of being a money-spender. I am frequently accused of spending 
ney that the other fellow saves. But I will endeavour in my own way 
you what can be saved in the maintenance of the equipment in our 
t industrial plants. The basis of my remarks will coincide with the 
f the figures for the year 1930. 


By Hon. Mr. Dandurand: 


Of the figures that appear where?—A. I am taking the same base for 
my explanation as has been taken in following the figures showing the 


e By Mr. Biggar: 
uu mean the items in the first column?—A. No. I am taking the 
e of shop outputs. 


is designated in our maintenance repair practice as main repair shops. 


~ be possible to make the repairs and bring about a substantial reduction 
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Q. You are referring to the items concerning shop machinery, a: 
on, which are in the first column of the last schedule on page 423 of the 
ceedings?—A. Yes. In the year 1930 with the Canadian Pacific facilities > 
succeeded in performing an output of locomotive heavy repairs amounting 
783 engines. During the same period we repaired 40,309 freight cars, and) 
put through the shops 1,784 passenger cars. That equipment received gene! 
repairs. a 


By Hon. Mr. Robinson: ' 

Q. Do you refer to the western shops only?—A. I am referring to ¢ 
system of the Canadian Pacific in those figures. There has been no change 
the facilities that obtained at that time that were used in producing th 
results from that time until the present. In other words, those results w 
obtained from nine of the eighteen shops that are in the record which you refer 
to, Mr. Biggar. a 


By Mr. Biggar: Q q 

Q. At page 420?—A. Yes. Those shops produced that record as far as” 
Canadian Pacific performance was concerned. There are eighteen 

designated in the record, nine of which are Canadian Pacific shops and 1 

Canadian National. These shops, referred to as repair points, embrace w. 


For the information of the committee, it would be as well for me to el 
these shops, because they would need some classification in this respect. 
have certain heavy repair points on the Canadian Pacific, and likewise t 
Canadian National, where repairs are made to locomotives and freight ¢a 
There are other points where repairs are made exclusively to locomo 
and there are other points where repairs are made exclusively to freight 
Then we have other shops where all three operations are performed, th 
repairs to locomotives, freight cars and passenger equipment. It is nece 
to have that classification in mind, I would think, if consideration is 
given to the consolidation of repairs at one or other of these shops um 
what would be expected to follow if the railway management were unified. 

Now, to indicate what would be the demand based on the requiremel 
for 1930 for both railways, the Canadian Pacific figures that I quote will 
course still remain as a base, but I have assumed, and my assumption is 
because of information that I have received verbally, not authentic from ¢ 
report that has been submitted to me— s 

By Mr. Biggar: i 

Q. You mean authentic, but not official—aA. It would be formed beea 
of our knowledge of the repairs that will develop normally on these classes 
equipment in the period of a year similar to 1930. So that in my fig 
the total number of locomotives, freight cars and passenger cars that we wi 
be called upon on the basis of 1930 activities with all railroads combin 
it would mean our shops would be called upon to handle and repair Le 
locomotives, 68,872 freight cars and 2,981 passenger cars. ae 

Q. That would be under unification?—A. That would be the demai 
these eighteen shops, or what portion of these eighteen shops in which it 


would follow. There would be some shops here that we would not requ 
in the consolidation of these repairs. 

Q. You did not make it very clear, and I was only intervening or 
account. This is in the case of unification?—A. Only, yes. In 19380 ou 
performance on the Canadian Pacific per month and per day—this 
average output of our shops with the facilities we have,—was 65-20 

[Mr. R. A. Pyne.] 4 
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es per month, or an average of 3-26 per day; freight cars were turned out 
n average per month of 33-59, and per day of 1-68. ‘The passenger cars 
resented an output of 254-85 per month, and 12-6 per day. 
The reason I quote these figures, Mr. Biggar, is to confirm the belief 
t I have at least as a practical shopman, that there is a possibility of main- 
aining the equipment of both railways under unified management with a very 
ibstantial reduction in the number of shops that will be required to perform 
t work. 
Now, as to the effect of unification on the shopping of the equipment, 
re have definite ordinary regulations that are followed in the shopping of a 
comotive. The regulations do not apply uniformly over the whole of Canada 
ecause of physical characteristics and other incidentals. Locomotives are 
hopped on a mileage basis, and this mileage basis is set on the wear of the 
riving tire. The conditions that obtain in Eastern Canada could be uniformly 
pplied, accepting that as a determining factor, in shopping locomotives. But 
ot so on western lines because of adverse operating conditions, mainly the 
hysical characteristics in mountain and semi-mountain territory, and the bad 
vater section on the prairies. In that territory our determined factors are 
imilar to the eastern section with respect to the tire wear, but we also have 
0 shop power on western lines due to tube renewals and boiler repair develop- 
ments, caused by the bad water conditions that we have to operate under. 
ne of the advantages, as I see it, in the unification of railway management 
pplying to the shopping of power would be the wider field that would open 
© us in the distribution of power as we follow now on western lines, where 
n sections a rapid development of boiler repairs occur, by a transfer to sec- 
ions where the water conditions are more favourable, the possibilities of 
taining the maximum mileage between general shoppings would increase. 
_a matter of fact it would appear to me that we would be able to increase 
hose maximums. 
_ The other factors that would enable us to consolidate in some of our shops 
he repairs to locomotives, and to take care of the output that I have just 
erred to or given the figures of, would be the advantages that will accrue 
1 using our most modern facilities. I am speaking generally for all the 
‘ailways. It is true that our shops are not the most modern; I suppose the 
roungest would be 25 years of age, except for the Canadian National modern 
hop in Point St. Charles, which is equipped, designed, laid out and machine- 
fooled in such a manner that it is the best facility we have in Canada. In 
act, I would say it has no peer on the continent. With a combination of 
ilities of that character, and the possibilities of introducing and using to 
‘ull advantage the efficiency that will come from improved plants, we will 
merease our output, and that increase in output will be reflected in the figures 
hich will be given and explained by a witness who will follow me. 
' There is another feature in connection with this situation. It may occur 
fo some of the members of the committee to ask what would be the situation 
ased on present facilities which would be consolidated, and on the basis 
of the performance of 1930. I am anticipating this question. In the event 
of an increase in mileage, and by that I mean an increase in mileage per- 
formance or in the volume of business, that would naturally increase our shop- 
ping demand. I cannot make this statement with respect to the Canadian 
ational facilities, but with respect to the Canadian Pacific facilities I can, 
mely, that at no time have the Canadian Pacific main shop facilities ever 
en taxed and used to their full capacity. That was most apparent during 
e record year of 1928, when we were called upon to meet our maximum demand, 
d when we were at no time in any way embarrassed because of the absence 
‘facilities, but met the demand within our capacities. I think it is safe for 
> to assume, knowing that the same success in operation followed on the 
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have to be developed as a result of your decision. I would not be in a p 


740 | Oe SPECT AL COM MIE Tie ey Ra anes pe? 


- competitive road, that they were in the same fix, but to exactly wk 
I am not able to say. ‘ea 

That brings me to another phase of the maintenance of equipme 
railroad, which is entirely separate from what I have been describing. — 
to the performance of running repairs. In my remarks I gave you a d 
idea of our Canadian practice in the shopping of power. There is no defin 
factor that I can refer to in the shopping of car equipment, that is from 
mileage basis. Cars are shopped on condition, and on appearance; and, becaus 
of their use, the services that they may get into, it is possible for a car to accum 
late a considerable mileage between one general repair and another, and, vi 
versa, on the service they have to perform, the locality, and the condition 
have to operate under. ; 

As to running repairs, probably it would be just as well if for the i 
mation of the committee I were to give a brief historical résumé of condi 
as we have them to-day, and why we have them. It will probably be of val 
determining your action in the matter of the report that you decide to m 
On the C.P.R. we have some 64 what we call divisional points. These divisio 
points consist of a roundhouse, repair track and other running repair faciliti 
and are spread all over Canada from the east to the west. Sixty-four seems 
be a large number, and it is a large number, but to serve the purposes of 
railways as they are organized and operated to-day, they are required. We 
that in the conception of those who were responsible for the organization and 
operating methods of the railways when they were constructed, and during t 
period of construction, a certain fixed base of divisional operations was consider 
necessary to satisfactorily operate the railroad in every direction. That appl 
to mechanical and maintenance features as well as to every other phase. It ml 
considered that 100 miles or 120 miles was as short as a division should be, wit 
a range of from 100 to 200 miles. That is the reason we have on the railway to: 
day divisional points 100 miles apart in some instances, 135 or 150 in other 
and up as high as 200 miles apart. In the construction of the three lines t 
facilities have been provided, and in the mechanical department we find 
selves in relatively the same position as the other activities, where there 
duplication of facilities. In other words, we find at points that we have thre 
shops and three sets of facilities, all working in the interests of the roads 
which they are situated, where one would do. That would be a feature | 
unification, under which one, because of geographical location or because of th 
facilities available, could and would be selected to take care of the needs of t 
territory. 

I may make the same statement in relation to our main shop set-up. 
find in some territories we have two shops in the same community, three in s 
and the same argument and reasoning can be applied with respect to con 
dating them in such a way as to best suit the demands of that territory. 


By Hon Mr. Hugessen: 

Q. Are you going to let us have a statement of the divisional points 
you think should be abandoned?—A. I could not give you that. If it is dee 
to unify the railways, you certainly should have it. A basis would have to 
made. a 
By Hon. Mr. Buchanan: : 

@. How many of the shops with which you are better acquainted in Westé 
Canada could be abandoned?—A. I could not say as to that. ‘a 
Q. I thought you could speak of shops better than you could of divis 
points.—A. I could speak of both, but your question, senator, is one that 


to give that decision. 
[Mr. R. A. Pyne.] 
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By Hon. Mr. Black: 

. Would it be fair to say that if any amalgamation is considered the 
‘ion of shops would have to be left until after a decision was reached?— 


Q. I am not very clear as to how the suggestions for increasing the maximum 
ges of locomotives between their return to the shops and the more 
venient use of plant relate to any figures. What kind of assumptions do you 
nish to the people who are doing the figuring for the purpose of enabling 


he possibilities that would come out of unification. As I explained in my 
Becks, the field that would be open for the flexible distribution of power that 
ad advanced in this service and accumulated a certain mileage in certain 

itories where, for instance, it would require attention because of water 
a would be broadened by unification. 
re calculating on?—A. It would have this relation, that where you now would 
lop an engine because of that condition at 60,000 or 70,000 miles, you would 

able to get another 50,000 or 60,000 miles in another territory. 
x You say that to operate the combined systems you would need so many 
erhauls of locomotives?—A. Yes, sir. 

Q. And nowadays, with separate operation you need so many overhauls of 
omotives; and there is some sort of difference between those figures as to the 
umber of overhauls. What is that number?—A. That number will be explained 
‘the financial expert. 
_ Q. You will have to tell us—A. I cannot tell you in money. 

. The persons making the calculations cannot tell us how many less 
auls there will be under unification?—A. No. 

Q. Then, where will we get it?—-A. That is a development that we know 
follow. That will depend entirely on the demand. I cannot give the 
res. That depends on the number of engines in service, and that is governed 
y traffic volume. 

 Q. What about car overhauls? What have those prospective savings, in 
eral terms, to do with figures of that kind?—A. If we are turning out— 
$ just an example—ten cars out of shop that has a capacity for twenty, 
all the overhead, supervision, superintendence and shop expenses—and 
I mean by shop expenses is power bills, water bills, light bills, and so 
—and we use those same facilities and have the capacity to make twenty 
Imes or twenty cars, there will certainly be a relative saving in the amount of 
ney that is spent, and relatively an increase in output. 

-. I quite agree with you that there will be a saving. But how are you 
hg to reduce that saving into terms of figures?—A. You will have to ask 
Newman that question, and he will answer it for you. 

_ Q. But he must surely depend on information that he gets from you with 
gard to capacity of shops and number of overhauls that will be necessary, 
he reduced amount of running repairs that will be necessary. Those are 
ysical things——A. He would not get that information from me. He has 
nformation. 

. Where does it come from?—A. He gets that in the reports sent in of the 
that is performed. He is the headquarters man, who gets reports of the 
that we do, and the reports of the work that is done on eastern lines. 

Q. There is a real difficulty to me— 


on. Mr. Hata: Mr. Chairman, may I ask a question? 


xy 


). In 1930, say, your head office man knew, with regard to the Winnipeg 
or the West, that they repaired so many engines?—A. Yes. 


m to make their calculations?—-A. That reference, Mr. Biggar, is a reference 


Q. But what is the relation between that and the number of overhauls you. 


cars, and that the capacity of that shop was so much more than that?—A 


tell him how many engines would be used to handle the business of 1930. 


~ you want to put it that way, no. 


q 
; 
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Q. And that they repaired so many freight cars and so many pa: 


Q. Your head office man knows how much more the capacity is?—A 
Q. And how much the overhead cost is?—A. Yes. " 
Q. The only item he would have to find out is the amount per engine f 
the labour on the additional engines. to be repaired in that shop. And you 


if you had to handle the Canadian National business on the assumption of h 
much business they had—and you have those figures—then you could tell he 
many more engines and cars and passenger cars would have to be repaired’ 


the western shops?—-A. Yes. P 


Hon. Mr. Brack: Mr. Chairman, this witness says that an official who w: 
be following him as a witness will be able to give these figures. I do not § 
why we cannot get them from the proper official. k 


Mr. Biccar: I imagine that Mr. Pyne has been brought here to tell 
something more than that economies can be made by unification. His knowled 
has relation to figures in some way but I have not been able to detect wl 


that is. 

Hon Mr. McRaz: I think Mr. Pyne’s evidence is very useful in showi 
the practical end. That is why he is here, I suppose; he is not talking ab 
monetary savings. His-evidence is very clear and informative, I think. ~ 
Senator Black has pointed out, a witness who is to follow Mr. Pyne will ans¥ 
questions about money savings. Why prolong the inquiry? ¥ 


V 
-» 


Mr. Bicecar: I do not want to prolong it. 


By the Chairman (Hon. Mr. Beaubien): 


Q. You have so many engines and cars to be repaired to-day, and you ha 
so many shops, for the two railways?—A. Yes. a 

Q. You have stated to us very clearly that if there were unification, prol 
ably the great majority of those shops could do more work, and therefore tl 
expense would not be very much increased in proportion to the work turne 
out? Could you tell us, having regard to 1930 traffic conditions, how m 
shops could be dispensed with by both railways? Is that your function to ™ 
that?—A. No, but I have been asked that question before. That would 
dependent on what would follow in the investigation, should it be decided 
unify the railways. As I have told you, that was my reason for giving 
the classification of those shops, that is the shop that does all the three operati 
the shop that does two and the shop that does only one. — 

Q. Anyway, you are not the qualified officer to answer that question?—A. | 


By Hon. Mr. Dandurand: 


Q. Would you allow me to put this question to you? You know tha 
Canadian Pacific shops are not working at full capacity. Have you knowl 
also as to the Canadian National shops? And do you assume that they al 
not working at full capacity?—A. That is my assumption. I have already sal 
that, Senator. 3 


By Hon. Mr. Murdock: 


‘Q. I understood you a little while ago to indicate that a locomotive 
running 65,000 or 70,000 miles would probably go in for general repairs?—A. 
@. And I also understood you to intimate that possibly, under unificat 
arrangements could be made to utilize that same engine for a further | 
miles. Now, I think it would be helpful if you would explain that point- 
[Mr. R. A. Pyne.] = | 
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and I will try to explain it again. I 


~The CHamMan (Hon. Mr. Beaubien): We shall try to rise to the level. 
The Wirness: Well, it is some accomplishment, I will have to admit. 
Hon. Mr. Danpuranp: We are at school, you know. 


The Wirness: Senator Murdock, normally we work in averages, and our 
age mileage between general repairs based on tire wear on passenger engines 
25,000 miles between general repairs. The method of determining shopping 
he modern freight engine is 80,000 miles. Those are averages. We have 

es that sometimes will go over 150,000, and sometimes as high as 200,000, 
those are averages. Now, an engine operating in conditions such as the 
sical conditions we have on eastern lines—you will be familiar with this 
ation—outside of emergency, and these emergencies are sometimes created 
a material deterioration or defect, but normally the tire wear shops the 


e engine has to be shopped, the engine is probably well run down. You will 
We some knowledge of that, too. Now, on some sections of the railways in 
ada, we have unusual physical characteristics. I mentioned the mountain 
d semi-mountain territories. In those territories, because of the extra heavy 
ty performed by those engines in service—and they are loaded down to their 
pacity—the tire wear develops somewhat more rapidly. You will understand 
at. ‘There are other sections that are similar in every respect, as far as the 
€ wear is concerned, to those on eastern lines, but there is a water condition 
at builds up a condition in the boiler that makes it necessary, for economical 
d safe operation, to renew the tubes. In a territory where that obtains, when 
= conditions are apparent that we are likely to have trouble with those tubes 
‘Cause an interruption to service on the road—you have been around when 
gines have failed; you know what I am talking about—that engine can be 
inmsferred. It has still around another 50,000 or 40,000 miles, possibly in tires, 


i 


d that engine can be transferred to a good water district, and the full capacity 
Maximum of mileage be obtained. Is that clear? 


Q. Under unification it could be transferred more easily?—A. Yes, that is 
»point. The field for that class of operation is widened. 


fe, Mr. Pyne. 


By Hon. Mr. Buchanan: 


. I should like to follow up the question about the shops. You spoke 
shops not working to capacity, but only to partial capacity, and told us 
could increase the capacity and could handle much more. Speaking of the 
t, with which I am familiar, as you are, have you not some idea of whether 
cation would mean the disappearance of certain of the shops that are there 
yi Have you any fixed idea?—A. Yes sir, undoubtedly. 

Q. How many shops do you think would disappear under unification?— 
n the West? , 

Q. Yes. I am speaking about major shops—A. I know what you are 
ng about. We have got six major shops on western lines. 


Q. I thought you only had five: Fort Rouge, Transcona, Edmonton, Calgary 
v 


Vinnipeg?—A. Vancouver is not included? 


nes on eastern lines; and when the tire wear is developed to the point where 


_ The Cuarrman (Right Hon. Mr. Graham): It is a good assistant you have 


- definitely. 


Ha OO OG ean coMMITTER Pcs 


By Hon. uM r. M urdock: 


Q. Why do you not say approximately bhe-halt and let it go 
A. That is right. I could say definitely that they could be reduced - 


ioe 


The Cuatrman (Hon. Mr. Beaubien): That is a good answer to my q 


The Wirness: That is main shops, sir. I could not give you a d 
answer with respect to local services. ; 


By Hon. Mr. Copp: 


Q. Would you like to suggest which shops could be dispensed w 
A. Oh, no. I am like Mr. McDonnell. There is a political atmospher 
might make it impossible for me to go home, if I made a suggestion of that I 


By Hon. Mr. Buchanan: . 

- Q. Would those three handle the increased traffic of two or three bug n 
crops, when the traffic is greater and the demand for repairs is greatel 
A. Senator Buchanan, I will go right to your back door. 
Q. All right—A. You will understand this shop talk. We have a main ¢ 

at Ogden—you are talking about capacity. We have reached a capacity in 
shop of twenty-five engines a month. I am speaking of locomotives now, 
that will simplify matters and not confuse the issue. We are getting out t 
There is a lot of valuable space there which could be used under unifi 
isn’t there? if 
The CHAIRMAN (Hon. Mr. Beaubien): Any more questions, centlemenml 
you want to ask this witness? i 
The Wirness: There is one feature in connection with this unification 

‘I should like to deal with. If it is a question of adjournment, there is som 
I still have to say, Mr. Chairman. 


By the Chairman (Hon. Mr. Beaubien): 

Q. Will it be long?—A. No. 

Q. Go ahead and say it—A. It won’t take long. Nobody has sugges 
and I am rather surprised—from one section of your committee what effe 
consolidation of these shops would have on labour. 
Hon. Mr. Hara: We talked about that the other day. We have a cle 
understanding of that. | 
Hon. Mr. Buack: Still, I should like to hear what he has to say on tl | 
Hon. Mr. McRas: From a practical man. a 


The Wirness: The statement was made here the other day that in the desi 
to unify the railways no attention was given to the conservation of human rig 
Now, I should like in my own way to explain to the committee just what atten 
has been given to the human rights of the shop employees. I do not kno 
the term should have been used, because human rights, to my way of thi 
should not be divorced—as it is by some—from what they call property rg 
because after all property rights, which seem to be in the discard, are n 
more nor less in my opinion than human rights with a little thrift added 

Now, the railway industry of Canada has taken care of its employ 
it has given due consideration to the human rights feature that was em 
here the other day. The statement was made that a man with twe 
years’ seniority was going to be thrown out on the street. The present 
_ this case made by the President of the Canadian Pacific carried with it 
opinion, a guarantee that, from the standpoint of compensation, any m 
“would be affected would be taken care of, would be compensated. He q 
[Mr. R. A. Pyne.] : 2 


eae Mee ey At 
Ae | 
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saying that any compensation that might follow, both to labour 
the railway managements, could not. be expected to take place overnight. 
ing cannot be done in a minute or in a day. 
Speaking directly of the shop-crafts, there will be a displacement of labour, 
1 there will be some inconvenience caused to some of the employees. This 
onvenience may be of a temporary character, and in some instances it may 
of a permanent character. It may be of a temporary character, in my 
tion, to the extent that in course of time inconvenience will be adjusted. It 
be permanent, in my opinion, that is, probably it may be never adjusted, 
he reason that it may mean the disestablishment of a man’s home at one 
and its re-establishment at another point. Whatever inconvenience that 
is put to in the process of this transition may be, or may not be, permanent 
character so far as that individual is concerned. . 
o-day you will find standing on our shop tracks on the Canadian Pacific 
ocomotives that have been repaired and are not being used. The money 
on those locomotives did not need to have been spent. It has the effect 
me extent of mortgaging the future so far as work is concerned ; but the 
d of the railway industry for its employees has in its judgment caused it to 
de that amount of work for the men in its service that otherwise it could 
dispensed with. 
Now, as far as labour is concerned—and I speak now of the organized ele- 
as far as shop-crafts are concerned, I want you to pay particular atten- 
o what I have to say in this regard, because I am informed jt is the intention 
send a committee here to place the case of the shop-crafts—labour—before 
ommittee, and there will be of course reference made to some thing that I 
said—and there will be a very emphatic reference to a lot of things I have 
id that I probably in their opinion should say. 
ur working agreement with the shop-crafts provides that we not guarantee 
ty-hour week or a two hundred and forty working-day year. We do not 
rantee that, but we undertake to maintain that in the ratio of our ability to 
rand to provide work. So if we find in maintaining the forty-hour work week 
our staff, in order to do that and work within the repair demand and budget 
ents, we have to reduce the staff, that staff is reduced at the instigation of 
en themselves. You have that condition right now almost going into effect 
e Canadian National system, and that is something that the men are 
msible for. So that in the atmosphere that will be created by the displace- 
of labour, as far as the shop-crafts are concerned, we shall be working 
ly in line with their idea of things. 
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lat further by 


A) 


ailway interests on this wage sub-committee of the former Railway Board 
the present Canadian Railway Association. There has been an insistent 
from the shop-crafts to establish a minimum work week of forty hours, 


port of that was that the senior man was entitled, in order to maintain his 
ard of living, to the forty-hour week employment. The union man would 
be sacrificed in order to, bring that about. The railway companies, in 
esire to work out the principle of human rights referred to by Senator 
k, have worked on the principle of dividing the loaf—instead of reducing 
ff we reduced the hours. The men’s argument against that—putting it to 
cisely and briefly so you can understand it—is that two men will do as 
| ork in four days as four men will do in two days. That is the situation 
at developed. 
ith the unification of railways shop labour will be the beneficiaries with 
to the desire to balance the industry; for undoubtedly the industry has 
ulanced or we would not have had to ask the men to work reduced hours. 


As 
| 


have had the misfortune—I was going to say good fortune—to represent 


ter what that entailed in displacement of labour. Their argument in 


.M D ne who spoke before 
o apply to the shopmen in line with 
bya: unification of ayaa or CORSO! 


Ir. Biscan: Yes. 
The CuarrMan (Hon. Mr. Beaubien) : Any more questions? 


ee Hon. Mempers: No. . 
Hon. Mr. Buacx: I move that the committee adjourn until TH 
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Statement re gross operating revenues and expenses, fixed charges, divi- 


MINUTES OF EVIDENCE 


Tue Senate, 


* Turspay, May 31, 1938. 

: ‘The Special Committee appointed to inquire into and report upon the best 
ans of relieving the country from its extremely serious railway condition and 
ancial burden consequent thereto, met this day at 10.30 a.m. 


_ Right Hon. George P. Graham and Hon. C. P. Beaubien, 


Joint Chairmen. 
Colonel O. M. Biggar, K.C., Counsel to the Committee. 


| The CHairMAN (Hon. Mr. Beaubien): Order, please, gentlemen. 
lonel Biggar. 7 
Mr. Biccar: Mr. Chairman, I have two or three sets of figures here that 
ink it would probably be more useful to discuss after they have been 
ted. Some of them were asked for by members of the committee, and others 


Now, 


If the committee 
roves, the documents relating to that would be Exhibit No. 53. This is a 


parison of population, railway mileage, freight tonnage, and so on, by 
J That exhibit would consist of a letter written by Mr. G. 8. Wrong, 
of the Transportation and Public Utilities Branch of the Bureau of 
tics, to me, under date of May 28, and of a schedule giving all the figures, 


recess of the committee. It is not so far referred to in the proceedings. It 


dends, cash deficits, and so on, of each of the railways for a period of ten 
ending in 1936. 

Hon. Mr. Gorpon: Not dividends for both the railways. 

Ir. Biccar: For only one of the railways. I should have made that 
able to only one of the railways. This covers the years from 1927 to 

mclusive. It will be Exhibit No. 54. 

hen I have asked Mr. Franklin, the railway auditor in the Department of 

port, to make the best possible estimate that might be made with regard to 
ey that has gone into railways, waterways and highways in Canada. This 

be Exhibit No. 55 

ion. Mr. Brack: Would you restate that? 

Biccar: It is an estimate, so far as it can be obtained, of the com- 

ve amounts of money that have gone into railways, waterways and high- 
Frankly, it is very largely based on almost conjecture, but the basis is 
d, and I think it would be useful for the committee to have it before 


Hon. Mr. Murvocx: The items are separated? 
i’. Biacar: Yes. 
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tatement with regard to the operating expenses, revenues, fixed charges, . 
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printed? ¥ 

Hon. Mr. Brack: Are we not in the process of getting that in the evidene 
Mr. Biccar: You will not get it in any such concise and comprehensi 
form. a 
Hon. Mr. McRaz: I think it would be very valuable. It is basic, too. 


is, but with very munor changes it can be printed on three or four 
of ordinary size, and I think perhaps the committee would like to have 


Hon. Mr. Corn: The abandonments are such a small part of the econon 
that we seem to have wasted a lot of time on them. is 
Mr. Biccar: Attention has been concentrated on them. That is our e 
at all events. 4 
Hon. Mr. DanpurAND: But there are savings, and we do not know j 
what is covered. ‘ 
Mr. Bracar: With these documents printed, they can be discussed. ‘me 
readily by the committee. q 
Hon. Mr. Corn: The abandonment is the bugbear of Senator Dandu 


Hon. Mr. Danpuranp: It was the primary argument of Sir Edward Be 
Hon. Mr. MoRaz: It is the bugbear of the railways. B 
Mr. Biccar: I have been in communication with the proposed witt 
along the lines we have been discussing, in support of the estimates, and 
suggested that the witnesses on particular subjects would be more easily if 
if Mr. Leslie gave an indication of how their evidence was to be direct 
if the committee approves, we will take Mr, Leslie’s communication no 
how the other witnesses will deal with the subject. 


Wey 
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A. Lusure was called as a witness, and took the stand. 

By Mr. Biggar: 

Q. Will you tell the committee what your position is in the Canadian 


fic, and how you come to deal with this particular subject?—A. I am 

mptroller of the Canadian Pacific. 

' Q. And you have been so—-—A. Three years. 

Q. And before that?—A. I first worked for the Canadian Pacific back in 
and after a period at college and overseas, I joined the service per- 

nently in 1919, and have been continuously employed in either the operating 

the accounting departments since that. time. 

Q. And in 1931 and 1932 what position did you hold?—A. I was assistant 

nptroller. 

Q. Now, I think you have a memorandum before you indicating the way 

which the estimate, Exhibit No. 49, is to be dealt with by witnesses who will 

ow’—A. That is right, sir. 

Q. And you refer to Exhibit 49 at page 416 of the proceedings, do you 
A. I think if everybody would turn to page 416 it would be easier to 

ow what I have to say. | 

Q. Yes?—A. In order to assist the committee in understanding the method 

owed by the Canadian Pacific in presenting this evidence in support of the 
ated savings of $75,373,000 from unified management of the railways, it 

been thought desirable to point out briefly the evidence already presented 
ming the details of the estimate, and that of the witnesses who are still 
ear before you. The summary of the estimated savings is to be found on 

416 of the record. It will be noted that in the left-hand column of thig 

ment there is an outline of the assumptions made and of the principal 


u 


d the first column:— 


hile the time required to complete unification will be five years, large 
s will be immediately effected. 

ll calculations are based on the year 1930, the last year for which com- 
figures are available. The tables assume that unification was then com- 


nification will include:— 


ee abandoning 5,051 miles of track ...:....0..00.005. 0504 Exhibit “A? 
Saving 7,574,545 passenger train miles. Saving 51,793,173 
. DP SoCs Cariilesd pau is al) Sk oe OL OLACE Sea RDS Exhibit “B” 
Saving 5,301,323 freight and mixed train miles. Saving 
pelo AQemereighhl canines i wlio: us co. eck ie Exhibit “C”’ 
Consolidating stations, yards and terminals ............ Exhibit “D” 
Consolidating locomotive and car SEMIS Seth anaes), RU aU aN Exhibit “EB” 
Consolidating supervisory organizations ................ EXxhibit “FF” 


e Exhibits, “A” to.“ F,” appear on pages 417 to 421, inclusive, and further 
ls as to Exhibit “A” are to be found on pages 427 to 432, inclusive. 

the right-hand column, on page 416, is a summary of the net gain in 
ageregating $75,373,000 usually described as the savings from unified 
ement. Items 1, 2, 5 and 6 are supported by Exhibits Go THe Lana 
‘appear on pages 421 to 426, inclusive. These exhibits, together with items 
8 and 9, will be further amplified by the explanation to your committee 
witness of the assumptions made in the calculations and by the sub- 
f the summary sheets of the calculations made in 1932. 
committee charged with the preparation of the estimate assigned the 
of the physical changes, outlined in the left-hand column, to different 


S than those who were responsible for the calculations. Correspondingly, 
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sical changes which would be involved. These were as follows—I proposed _ 
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evidence is nearly completed. I refer there to the left-hand side of page 416 


~ 


it is now necessary to call separate witnesses to demonstrate these p. 
changes from those who are to give evidence as to the calculation of the s 
shown in the right-hand column. This has been necessary on account of t 
that under the departmental system of the railway the officers best able to 
with the physical side of the study were not, in many cases, the same as 
who could best deal with converting these facts into the money calcula 
For instance, the passenger traffic manager, who is presenting the evidence 
regard to changes in train service, is not directly concerned in the various 1 
of expense entering into the operation of passenger trains. He determines 
appropriate train schedules and is responsible for the securing of passenger t 
The actual operation of these trains is under the control of operating depa 

officers. The same applies in regard to other departments. This portion of 1 


Q. You mean the right-hand side?—A. No, the left-hand side, physic 
changes. 5 

Mr. Macnabb submitted the evidence as to Exhibit “A.” The first witn 
this morning will be Mr. MecNeillie, who is ready to conclude his eviden 
to Exhibit “B,” page 417, which sets forth the estimated reduction in pass 
train miles. He will concern himself with placing before your committee 1 
mation to establish the duplicate passenger train service which, in his opl 
could be eliminated. Subsequent witnesses will explain to you the financial 
of this change in passenger service. a 

The second witness will be Mr. E. G. O’Brien, who will conclude his evi 
with regard to the reductions in freight train and car miles shown in Exhibi 
on page 418. a 

Exhibit “D” on page 419 is merely a list of points at which economl 
station, yard and terminal services can be effected. No witness will be pres 
in connection with this exhibit. 

Mr. Pyne has already given evidence as to the duplication m_ 
locomotive and car ships set out in Exhibit “E” on page 420. The 
witness still-to be heard will be Mr. H. J. Humphrey, Vice-President 
General Manager, Eastern Lines, who will deal with Exhibit “i”? om 
421 and explain the comparison between the supervisory organization nece 
for a unified property as compared with the organization of the two compe 
railway systems. This will conclude the evidence on the physical chan, 
out in the left-hand column and the ground work will have been laid f 
ceeding with the details which support the figures shown in the right: 
column. 

Mr. Jefferson appeared before you the other day with regard to item a 
the right-hand column and explained the increased operating revenues Whi! 
would accrue to the unified system as compared with separately operated 
petitive railways. The details of this item are given in Exhibit ‘ G,” p 
When he appears again in regard to savings in traffic expenses under E 
“H” he will deal with the minor items which were left open in his pre 
evidence. ; 

The main item of the gain—Item 2—is an estimated saving of $54 
in operating expenses. It is proposed to call five witnesses in connecti 
this item. A summary of this item shown as Exhibt “H” appears at pag 
and is supported by seven statements appearing on pages 423 to 426. 

Q. Just stop for a moment, while we identify these—A. It will be 
that the top of Exhibit “H,” page 422, is a summary under the usual ra 
classification of Maintenance of Way and Structures, Maintenance of 
ment, Traffic, Transportation-Rail Line, Transportation-Water Line, Ge 
and All Other. Now, there is a separate statement on pages 423 to 426, i 
each of these items is split down under further captions. ae 

[Mr. E. A. Leslie. ] 
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_ Q. You did not say anything about the columns in Exhibit “ H,” page 422, 
perhaps they are clear enough. The net saving is given in the last column, 
in each case—A. In the last column, yes. 

Mr. John Armstrong, Assistant Chief Engineer, who gave evidence with 
regard to co-operative economies, will deal with the saving of $14,888,000 in 
Maintenance of Way and Structures expense shown on page 428. 

_ Q. That is at the top of page 423?—A. Yes. 


Right Hon. Mr. Mrtauen: The first column of the big item. 
Mr. Biaear: Yes. 


_ The Wrrness: Mr. W. A. Newman, Chief Mechanical Engineer, will deal 
with the $14,360,000 Maintenance of Equipment shown on the same page. 


Right Hon. Mr. Meieuen: Excuse me, I do not see that. 


_ Mr. Bieear: The bottom of page 423. May I just intervene here? The 
way that is printed is a little misleading. If you will look at page 422 you will 
find, in small type, in italics, below the schedule, the words “Maintenance of 
_Way and Structures—Based on Year 1930.” It is the table at the top of page 
423 that belongs to that. The real heading is the small type heading in italics 
On page 422, and the table ought really to be under that. And it is exactly the 
same with regard to page 423. Underneath the table you will find in italics the 
words “ Maintenance of Equipment—Based on Year 1930.” That is really a 
heading that carries you down to the next tabular statement. And the next 
tabular statement, “Traffic Expenses,” is preceded by the printing on the bottom 
of page 423, and so on. 
‘The Wrrness: Then, Mr. C. E. Jefferson, Freight Traffic Manager, will 
deal with the saving in traffic expenses of $5,775,000 shown on page 424. 


By Mr. Biggar: 


Q. That is the first tabular statement on page 4242—A. Yes. 

_ Mr. E. G. O’Brien, Assistant to the General Superintendent of T ransporta- 
jon, will deal with transportation economies—rail $23,994,000 shown on page 
24 and water line $41,500 shown on page 425. And Mr. 8. J. W. Liddy, 
Assistant to the Comptroller will deal with General Expenses $4,289,000 shown 
mm page 425 and Other Expenses $918,000 shown on page 426. This will conclude 
exhibit “H” and item 2. If you turn back now to page 416 you will see that we 
ave dealt with items 1 and 2. While Mr. Liddy is on the stand he will also 
eal with item 3, Miscellaneous Income Items; item 7, Colonization, Develop- 
nent. and Insurance; Item 8, Interest on Released Stores and Track Material; 
ind item 9, Interest on reduction in investment in equipment. 

Mr. McDonnell, President of the Canadian Pacific Express Company dealt 
ast week with item 6 of the summary covering express economies. The only 
ms not then covered will be item 4—British Columbia Coast Service and 
m —Telegraphs, which will be dealt with, respectively, by Captain 
McMurray, Manager, British Columbia Coast Service, and by Mr: Daath 
Joward, Assistant to the General Manager, Communications Department. 

In dealing with the estimated savings each witness will have summary 
ets available for distribution to the committee of the calculations based on 
0. Each will be prepared to indicate, where possible, the variation from 
1930 estimate, either upwards or downwards, which, in his opinion, has 
ulted from changes in conditions and which might affect the estimate of 
ings available when traffic returns to normal levels. 

Your committee has indicated interest as to the possible effect upon the 
mate should no line abandonments take place. Owing to the manner in 
ich the estimate was prepared, it might be confusing to the committee should 
s feature be dealt with by each witness. It is proposed, therefore, that when 
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Mr. Liddy is on the stand he will indicate to your committee the amount of the 
reduction in the estimate which should be made (a) if no line abandonments 
are included and (b) if line abandonments were made only to the extent of the 
2,098 miles common to both Canadian National and Canadian Pacific estimates. 

Mr. W. M. Neal, Vice-President, Western lines, who will give evidence with 
regard to the general operating features, will follow and present a summary of 
the variation both upwards and downwards in the estimated savings described 
by the previous witnesses. 4 


By Right Hon. Mr. Meighen: { 

Q. Mr. Leslie, could you distribute to each member of the committee a 
copy of the statement from which you have been reading? It would be a key 
not only to evidence which is to come but to evidence which has been give 
by Canadian Pacific officers. | 

; The CuarrMan (Hon. Mr. Beaubien): It will all be printed by to-morrow 
morning. q 
The Wirness: I could arrange to have mimeographed copies run off. 


aa 
a 
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R. G. McNemum reappeared as a witness and took the stand. 


By Mr. Biggar: s 

Q. Mr. MecNeillie, I understand that you wish to complete what you ha 
to say as to Exhibit B, om page 417, estimated reduction in passenger train @ 
car miles? You have a memorandum before you?—A. Yes, but before dea 
with that memorandum, may I make a statement to the committee? Wh 
left the stand a few days ago I promised to prepare certain figures deali 
with possible savings in passenger train miles, and I have a statement he 
now, with sufficient copies for members of the committee. On looking over 
evidence which I gave last time, I realized there was a certain amount 
confusion between the 1930 and the 1938 estimates, and with your permis 
I would like an opportunity to explain in my own way what those figures really 
mean, 1930 to 1988. . 4 

Q. Right—A. The estimate made in 1932 gave a figure of 7,574,454 tra 
miles which it was believed could have been saved on the basis of traffic as 
was in 1930. Checking over this figure very carefully, I came to the co 
clusion that it included 1,490,588 train miles which could not have be 
eliminated without inconvenience to the public in view of the volume of traf 
which was moving. On the other hand, I also came to the conclusion that 1 
original estimate had failed to include 565,970 train miles, which could hai 
been saved in 1930, without inconvenience. If you balance this subtract 
against this addition, you get a net subtraction of 924,618 miles from ti 
original estimate, bringing it down to 6,649,836 train miles. That deals with 
the 1930 estimate. a 

Q. Just before you leave that, Mr. McNeillie. You say the 1,490,000 tra 
miles could not be eliminated without inconvenience to the public, but 565,9 
additional could have been saved without such inconvenience?—A. 570,000 mu 
additional were not taken into the original estimate. 

Q. Is it your view that the net figure of 6,649,836 train miles, if there 
unified management, could on the basis of the 1930 traffic have been elimin 
without inconvenience to the public?—A. That is my opinion. 

Q. Right—A. Since 1930, 2,194,821 train miles have been eliminated o 
to reduction in traffic. In addition, 972,000 train miles have been eliminate 
a result of train pooling under co-operation. The money saving from the latter 
elimination was dealt with in the president’s statement. an 

[Mr. R. G. McNeillie.] 
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f the first figure of 2,194,821 train miles undoubtedly a large part would 
0 be restored if traffic returned to the level of 1930, which is regarded 
ormal year. et 

cordingly, I am of the opinion that my estimate of 6,649,836 train miles 
fair and conservative estimate of train mileage that could be eliminated 
er the conditions that prevailed in 1930. 


a By Hon. Mr. Dandurand: 
_Q. But you would have to deduct trains affected by track abandonment?— 


\. I will explain that matter, senator, 
In addition, I have approached this from a different angle and made a 
h estimate of what train mileage could have been eliminated in 1937 by 
ication. This comes to a little over three and a half million miles exclusive 
hat already has been saved by pooling under co-operation. 
If this much could be eliminated under the conditions of 1937, you will see 
hat a very much larger amount could be saved on the basis of 1930 traffic. 
Going back to the figure of 2,194,821 train miles which have been elimin- 
, it is impossible for anyone to sit down here to-day and say what portion 
lat would be permanent and what would be of a temporary nature, but we 
el that a large part of that mileage would go back. Our business is develop- 
Tt got down to a low point. It increased again last year, and it is increasing 
S year. We have such developments as skiing in the Laurentians. A few 
ars ago that was a small business; to-day it is a capacity business. We are 
ndling a week-end business there, and we cannot handle any more. Two 
rs ago we had not any idea of what would develop in connection with our 
cific coast and other travel. We found the United States Government paid 
legionaires a bonus. That gave us a tremendous amount of traffic. There 
ngs of that kind coming up which make it impossible for a traffic man to 
ate what will develop. Then again, the low fares have developed a 
endous amount of extra passenger business. We do not know a few years 
to-day what our fares may be; they may be reduced. Air-conditioned 
we know positively, have brought a tremendous amount of business back 


Q. Yes. Any more?—A. That is all I have to say on that. 

€). You have dealt with all the sheets now of the memorandum which you 
anded to us?—A. On this first sheet of the memorandum, which is headed 
ction in Passenger Train Miles—Revised Estimate,” the figures are all 


By Hon. Mr. Murdock: 

|, Q. On that page 1, Mr. McNeillie, would you define the item Montreal- 

r 1,175,548, and Montreal-Toronto 180,312 train miles? Why the dis- 

on there?—A. What is that, Senator? 

.. On page 1 of your details of reductions in passenger train miles, revised 

ate, you have Montreal-Windsor 1,175,548 train miles and Montreal- 
180,312 train miles. Why two different items?—A. Montreal-Toronto, 

riginal estimate of reductions they had a night train in there, and that. 

f the trains that went into the over-estimate. 

‘Then that 180,000 miles covers that night train, does it?—A. I will have 

that up. Yes, that is correct. 

oes the 1,175,000 miles contemplate the pooling of service from Toronto 
ori A. Yes, under unification. 
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Q. You were going to speak about the next page-——A. That is page 1, # 
summary, and on page 2— 4 


By Hon. Mr. Haig: . 
Q. A summary of what?—A. A summary of the revised estimate, makin 
the 7,574,454 passenger train miles. 


By Mr. Biggar: 
Q. That is the original estimate?—A. Tt is brought down and revised, yo 
will notice, there. On page 2— i 


By Hon. Mr. Dandurand: 
Q. One moment, please. This is as far as you have broken the figures” 
sections?—-A. Yes. 


By Hon. Mr. Hawg: 
Q. Page 1 is the old estimate as to how the details were made up 2—A. Thi 
is correct. 


L 
VD 


By Mr. Biggar: 
Q. Now, page No. 2.—A. I have already told you in that memoran 
page 2 shows where the over-estimate comes in. ] 
Q. What about the next unnumbered page?—A. On the next page com 
details of passenger train mile reductions made since 1930. q 
Q. That includes both pooling and other reductions. What about the ne 
unnumbered page?—A. The next page is estimated reductions possible in d i 
cate passenger train services on the basis of 1937 traffic. That is 3,508 
passenger train miles. . 
Q. And the final page?—A. Is a statement of the trains affected by tra 
abandonments. I have something to say in connection with that. Sen 
Dandurand asked about it. We had set out the passenger train miles tha’ 
affected under track abandonments; but not included in that are mileages, 
as from Long Lac to Beaverton, Nakina to Paddington, Regina to Moose 
Kamloops to Vancouver or Woodstock to Walkerville Junction; for the re 
that the estimated train mile reduction will not be affected in any way if 
tracks are not abandoned. a 
Q. Whether those tracks remain in existence or not?—A. Yes. In con 
tion with the Beaverton-Long Lac and Nakina-Paddington, while those track 
are not near together, if the track of the Canadian National comes up the trai 
service is transferred over to the Canadian Pacific line. 
Q. It is suggested to me that for the purpose of testing this program 
individual train services, the originating and terminating points, the tim 
arrival and departure from terminals, and the routes are needed both fo 
1932 and for the 1937 program. What do you say about that?—A. We fee 
should not be asked for that detail information. If unification comes in 
problem of what trains are to be taken off or left on will be under the mar 
ment of the unified organization, and we do not know what the traffic may 
at that time. I do not think we should give out at this time details of som 
thing that is going to happen a year or two later. a 
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By Hon. Mr. Dandurand: a 

Q. But you have to reach a total that we can understand by the deta 

A. We have the details ourselves. 4 
[Mr. R. G, McNeillie.] a 
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By Hon. Mr. Black: 
r Q. While you have the details, you have the details only of your own 
computation?—A. That is correct. 
'__  Q. You have not the details of what the C.NR. grouping may be?—A. No. 
There has not been any consultation between the C.N.R. and ourselves. 

_Hon. Mr. Danpuranp: But how can we test that total without having the 
details? 
, Hon. Mr. Brack: I do not believe the details given by one of the railways 
4 is of much use, unless we have details given by the C.N.R. 
_.. Hon. Mr. Danpvuranp: We shall be up in the air when it comes to exam- 
"ining the total if we have not those details. be 
¥ Hon. Mr. Brack: We shall be pretty well up in the air in any case, 
_ because the roads have not got together even to the point of a tentative agree- 
ment as to what terminals they will abandon, and so on. 
Hi Hon. Mr. Danpuranp: But the C.P.R. is making its case of savings, and 
4 must make it to the satisfaction of this committee. This committee will be 


unable to say that the C.P.R. has made its case if it does not give us the 
details. 


A 
. _ By Right Hon. Mr. Meighen: 


» Q. Are you on the last page, Mr. McNeillie? 


By Mr. Biggar: 


Q. As a matter of fact, my question related both to the page that is No. 1 
and the page that is headed 1937 abandonments. What the witness says is 
that the calculations with regard to either of those years—I mean the trains 
that he is basing that on—may not be at all the trains that might be taken off 


2 the event of there being unified judgment some years hence.—A. That is 
correct. 


By Right Hon. Mr. Meighen: 


_ _Q. He does give the lines in detail on which he expects to be able to make 
Savings of this train mileage on page 1. Then he gives details as to over- 
estimates in respect of different lines on page 2, and similarly on page 3, 
though they are not numbered. Just what detail is it you feel you should not 
give out?—A. What Senator Dandurand, I understand, is asking for is that we 
‘should give details of every train that we have taken into this picture from 
and to certain points, the exact train, and the train number. 


By Hon. Mr. Calder: 


Q. From the Atlantic to the Pacific?—A. From the Atlantic to thé Pacific. 
We feel it would very seriously affect us in a competitive way if we gave that 
Information out at the present time. 


By Hon. Mr. Hardy: 


; Q. That is, it might cause resentment on the part of the people affected ?— 
‘A. It certainly would. I would hate to go into those places and solicit traffic 
after giving out those figures. 

_ Hon. Mr. Catper: That will be a tremendous job. After all, this is only 
m estimate made by the Canadian Pacific Railway for the Duff Commission. 
we are satisfied that these men honestly made an estimate, then if we took 
‘one or two examples at random, if you like, we can see how they work out from 
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the standpoint of those who made them. But to go through this estimate from 
beginning to end; we shall be here until Christmas time, as Senator Meighen 
said. a 
Hon. Mr. Danpuranp: I draw attention to this situation. Those totals 
were based upon a minute examination of what can be done. Treat it as an 
estimate if you like. The details have been prepared and are in the possession 
of the parties that have arrived at the total. Now, could we not have that 
detail work? I do not ask that it be printed in the report, but it should be 
laid on the table so it may be tested. How can we have this test made if we 
have not the details that form the total? 4 
Hon. Mr. Catper: But unless you cross-examine the reference to ever r 
one of those items, how are you going to be certain as to whether they are 
correct or not? q 
Hon. Mr. Danpuranp: Of course, we must rely on our experts. Our experts 

are to be found in the two railway systems or in the Railway Board. We have 
not yet decided to bring the Railway Board experts to test these details. But 
the parties who have been on that job since 1934 are the Canadian National 
and the Canadian Pacific. The Canadian Pacific says, “ Here are my esti- 
mates.’ The experts of the Canadian National will be brought here to test 
every one of those figures. We shall be in the air as to the general total 
without having the detail. I do not ask to see those details, but when the 
Canadian National experts representing the various departments come before 
, they will give their opinion on the case which the C.P.R. is supposed to 
have made, and then they will have those facts. 4 
Hon. Mr. Catper: Suppose the members of the committee under t 
arrangements suggested insist upon taking up every one of those proposed 
changes and cross-examining on them, we shall never finish our work this 
session. a 
Hon. Mr. Murvock: What is the matter with taking up those changes 
where there is very marked confusion as between the figures and lists laid dow! 
in front of us right now? q 
Hon. Mr. Canper: Unless you limit it somewhere we shall never get 
through. I quite understand Senator Dandurand’s point of view. He 1S COr- 
rect; I say that without hesitation. It is only a question of time. We have 
an estimate of savings of train miles. g 
The Wrirness: Passenger train miles. 
Hon. Mr. Cauprr: Those savings of passenger train miles run into mill 

of miles and involve the consideration of thousands of trains. Now the 
want to break down that figure, and I want to be sure I break it down correctly. 
What does it mean? It means you have to take every proposed train abandon 
ment, not one, two, three, four or five, but all, and you must follow th 
through to a conclusion. To do that and to cross-examine both sides, the 
C.P.R. and the C.N.R., we shall have a six months’ job in that particular alone 
It is a question of time. I am not objecting to the idea of making an e 
to break it down, but if you are going to break it down you have to folloy 
them all right through or take a few examples. a 
Hon. Mr. Danpuranp: I draw your attention to this situation. You 
remain with those totals that are here, and as against one witness being he 
here you will have another witness saying, “I don’t believe in that. I bel 
the picture is different.” He generalizes on totals and comes to a diffe! 
conclusion. 3 
Hon. Mr. Carper: I am quite agreeable. Go ahead. I am trying to ¥ 

the committee against what is going to happen. ma 
[Mr. R. G. McNeillie.] oe 
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_ Hon. Mr. Hueussen: Might not the object be achieved if the C.P.R. experts 
were asked to hand their detailed information to the Canadian National experts? 
Right Hon. Mr. Mricuen: Then the C.N.R. traffic men could go to the 
towns affected and say, “The C.P.R. proposes to cut off that line.” You can 
surely see the C.P.R.’s position. 
Would you be willing to do this differently, first of all to give us the 
principles upon which you have made your calculations, and secondly, to Zo 
over them with the traffic experts of the Railway Commission with a view to 
convincing them that you were fair and reasonable in arriving at your calcu- 
‘lations, so that they could give us impartial evidence? 
_ Hon. Mr. Danpuranp: Yes, but you will have to face this situation: that 
the committee representing the Senate may be confronted with contradictions to 
a certain extent—perhaps 50 per cent of the statements that are here—and 
where will we be then? 
_ _Right Hon. Mr. Meteuen: I thought the best we could get would be the 
traffic men of the Railway Commission. | 

Hon. Mr. Danpuranp: But it is predicated on so many factors. 
_- Right Hon. Mr. Meicuen: They will understand them much better 
than we will. 
_ Hon. Mr. Danvuranp: But it would mean that we would transfer our duty 
to someone else that would not be before us. 
Hon. Mr. Buacx: Ihave a different view. I agree with what Senator Calder 
ays. It is a big job. We have an estimate which we are going to have explained as 
0 a proposed saving of $50,000,000 or $55,000,000 by the elimination of certain 
‘roads by the C.N.R. Now, if we go into this we have to have a statement of 
he proposed $55,000,000 to be saved, and we will have to spend another two or 
hree months on that. I say it is unfair to the C.N.R. to have disclosed what 
hey proposed to abandon, just as it is unfair to the C.P.R. I do not believe we 
ill be any further ahead. 3 
_ Right Hon. Mr. Metcuen: You do not mean line abandonments? - 


Hon. Mr. Brack: Train abandonments. They had the same type of pro- 
osition—I have not seen it—under which they proposed a saving of $50,000,000 
dd. There is a difference in the amount, but it is only in the amount. It means 
ery large abandonment of train mileage by both companies, and if we go into 
case we will have to go into the other, and I do not think we will be any 
her ahead. If they decide on unification, I think that is a matter they 
lust agree on themselves. 

_ The Wirness: There is another thing that should be borne in mind. None 
{ these trans can come off without the permission of the Railway Board. 


4 By Hon. Mr. Robinson: 


@. These proposals, as I understand, are made on the basis of an ideal 
m a purely railway standpoint, regardless of how they will affect the localities 
r the country—A. Oh, no. We did give regard to how it would affect the 
localities 

i Q. At any rate, it is an ideal railway proposition?—A. Yes, sir. 
_ Q. And there is a possibility—I think a probability—that many of these 
roposals are not workable. 
» Hon. Mr. Hatc:. Why? 
_ Hon. Mr. Rosinson: The very fact that the witness does not want to dis- 
ose them—and I think he is right—shows that there is going to be very strong 
osition in certain localities, and the question in my mind is whether these 
sals can be worked out when it comes down to facing the Railway Com- 
m and the country. Are they workable? . 
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Hon. Mr. Catper: That is a matter of opinion. I think the principle 
Senator Dandurand wishes to adopt is perfectly sound, namely, that we should 
make an effort, if possible, to break down all these estimates; but this estimate 
of track mileage is only one of about fifteen estimates. It has already been 
intimated to us that there are some eighteen other witnesses to be called, all of 
whom are to deal with similar matters, and if we are going to break down these 
estimates properly we will have to follow the thing through to a conclusion. 
You cannot partly do it; you have to do the whole job. All that I am attempt-_ 
ing to do is to get things arranged so that the committee will not. be absolutely. 

bogged and be nowhere near getting our evidence in this session. q 

Hon. Mr. Rostnson: I was going to ask the witness candidly whether he 
thinks these proposals are workable. 

The Wirnsss: Yes. : 

Hon. Mr. McRaz: I think Mr. Meighen’s suggestion is the logical one. 
Senator Dandurand said we would have to refer this evidence to the experts. — 
Our experts are on the Railway Commission. Cannot we short-circuit the — 
matter by having the details of the Canadian Pacific and the Canadian National ~ 
submitted to the Railway Commission experts who, in turn, can give evidence” 
as to the discrepancies between the two. I think that would be much clearer to — 
us than this endless detail. We are getting too many details. B 

Apropos of that, I will take the passenger car mileage. The information 
to-day shows a discrepancy, a reduction of 12 per cent. That is one thing I 
have in mind, keeping the total before me. If we go into detail we are going — 
to get into an endless thing. Why not put it before our experts on the Railway — 
Board and let them give their evidence of what the Canadian National scheme 
is, and what the Canadian Pacific scheme is, and give evidence as to the dis- — 
crepancy? 4 

Hon. Mr. Danpuranp: I draw attention to this situation, that we are — 
transferring to the Railway Board a certain amount of evidence that is coming — 
before us, and upon which they can perhaps pass a more exact judgment than — 
we could, because they are railway experts; but the Canadian National’s point 
of view would have to be given there instead of here. I wonder if we are nob” 
transferring this inquiry into the hands of the Railway Commission. | 

Hon. Mr. McRar: No. As I see it, the evidence here deals with the sum. 
total, and we are only transferring the details to an intelligent and experienced — 
body of officers to advise us with respect to those details. & 

Hon. Mr. Danpuranp: Would not those details be exacted by the experts _ 
of the Railway Commission? | a 

Hon. Mr. Haic: Surely. ee 

Hon. Mr. Danpuranp: Then I come back to this point. The Canadian — 
Pacific says, “We can effect $75,000,000 of saving by lifting 5,000 miles 0 | 
rails ”— 

Some Hon. Spnarors: No. 

Hon. Mr. Danpuranp: —‘“and dispensing with a certain number of trains. 
Now, these facts are bound to come before the Railway Board, either under 
co-operation or a unification piecemeal, which has to give its sanction. Since — 
the Canadian Pacific has said they will effect certain savings up to $75,000,000, — 
~ ig it not up to them to justify that statement here? They say, “We will give 
a genetal estimate, but we will not say what trains we will withdraw or wh 
rails we lift, because it is not prudent to do so, and you will have to acce 
our general statement.” I think prudence must disappear. We are facing t 
facts, and we want them wholesale. They would have to give them to % 
Railway Board in detail, why not here? " 

[Mr. R. G. McNeillie.] 
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r to reach a total. Should not that be brought before the committee? 


# the railroad should not be requested to tip its hand 
blic just what it is going to do, 


Ld 
ad Windsor. Now on page 1 the “ details of reductions 
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id another item between Toronto and Windsor, of a saving of 46,556 miles. 
en on the following page— 


‘& Mr. Biccar: It is on page 4. 


"Hon. Mr. Murpockx: Yes. Page 4 is the second following page after the 
we I was dealing with. 


)The Cuamman (Hon. Mr. Beaubien): You said page 2. Go ahead. 
ceuse me for interrupting. 


_ Hon. Mr. Mourvocx: The pages are not all numbered. 
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: By Hon. Mr. Horsey: 

 Q. Has your company made any estimate— 
_ Hon. Mr. Murpocx: Half a minute. 

Hon. Mr. Horsey: I thought you were finished. 

Hon. Mr. Murpocx: Nobody can get a chance to finish here. 

_ Then we come to the second following page captioned “Estimated reduc- 
possible in duplicate passenger train services on basis of 1937 traffic,” the 


S to Windsor. How is the saving going to be made—by duplication or by 
cation—between Toronto and Windsor? We are surely entitled to know 


The Wrrness: I can explain that. 


Hon. Mr. Carper: But you cannot stop there. If you take up one section 
have to take all. 

| tion. Mr. Murpocx: Pardon me. We have already got evidence before 
3 committee indicating that under the proposed plan of unification there is 
(intention whatever of abandoning the Canadian National tracks from Detroit 
hicago or from Port Huron to Chicago. 

|The Wrrness: Oh, no. 


By Hon. Mr. Murdock: 


You will find it in the record, and you will also find that it is con- 
ted that the Canadian Pacific will use the Michigan Central tunnel and 
into the Illinois Central station in Chicago. What I am wanting to know 
10rning is how all this mileage in the five specified items between Toronto 
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can be done away 
r Now, there are 3,000 
yet to be examined. Wiil the Canadian Pacific say, “ We will drop those 
2,000 miles? Surely this committee is entitled to know 

he facts and to test the facts. I do not say we will have to go into every 
vement of a train, but every movement of trains is mentioned in detail in 


Hon. Mr. Murpock: Mr. Chairman, I agree absolutely with the thought 
and indicate to the 
thus starting recrimination or resentment. But 
these tabulations we have before us there are five items that I think should be 
xplained, because they all refer to the territory between Toronto and Windsor ; 
a think we ought to know how the service is going to be handled, because 

have already ascertained that pooling has fallen down between Woodstock 
: in passenger train 
wes, revised estimate,” we find that between Montreal and Windsor there are 

9,000 odd train miles to be saved. Then a little below that, between Toronto 
Windsor, there are 117,294 miles to be saved. Then, on the following page, 
iptioned “ Details of passenger train mile reductions made since 1930,” we 


nd item being Toronto-Windsor, 565,678 miles. Now, there are five refer- 
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and irindser is going to be saved; whether ne Cae are going ee move 


Canadian Pacific tracks or Canadian National tracks?—A. I can explain 
In this estimate for 1937 it is definitely Canadian National mileage. 


By Hon. Mr. Robinson: 
Q. What page?—A. Page 5. 
Hon. Mr. Hata: It really should be page 3, not counting the first pagel 
The Witness: Anyway, it is headed, “stimated reductions possible 
duplicate passenger train services on basis of 1937 traffic,” and it gives 
Transcontinental as 892,000 miles. This item “Toronto- Windsor, 565,678 mil 
is based on the proposed abandonment of the Canadian Pacific between W 
stock and Walkerville alone, and the trains running on the Canadian Natio 
Hon. Mr. Murvocx: I am glad to hear that. That is the first item I have 
had. But what is the proof? r. 
The Cuatrman (Hon. Mr. Beaubien): May I make a suggestion? Thi 
seem to be two ideas before us, and we must decide on them. Senator Dand 
is quite right from the point of view of law, that you have to make your 
The C.P.R. has to make its case, and if he insists upon it you have to prove 
saving of every tack or spike on the railway and every item of no mp 
if we “follow that right down to the very smallest unit. On the other side, t 
say that is impossible. Now, we have to find some sort of reasonable w 
we really want to do our work. We want to be sufficiently informed, but 
must not insist upon such information as would render our investigation fe 
and impossible. May I suggest that Mr. McNeillie answer whether my sugg 
tion is right or not. When you say you are going to take off a certain numi 
of miles from a certain service—take Halifax to Montreal on page 1—youg 
we propose to take off 115,000 odd miles. 
The Wirness: That is the 1930 proposal. 


By the Chairman (Hon. Mr. Beaubien): 
Q. Now, supposing that was said by the Canadian National, and you § W 
in possession of the information you have, if that figure was unreasonable, co 
you prove it?—A. I can prove that figure as quite reasonable. : 
Q. No, no. I want the Canadian National to have a fair opportunity 
criticize this. —A. Yes, sir. 
Q. Knowing you, as I do, I am going to put this up to you: when | 
Canadian National have that before them and they know that you intenc 
to lop off 115,258 train miles from the Halifax-Montreal service, will they have 
enough information to be enabled to come here and say that that is unre 
able, and that it should not be done, for instance, if they believe that’ 
A. They can check those figures. : 
The Cuarrman (Hon. Mr. Beaubien): Now, gentlemen, I suggest to | 
humbly that for the time being— : 
Hon. Mr. DanpuRAND: Will you let me, in answer to that statement— 
The Cuarrman (Hon. Mr. Beaubien): I have not finished. Do you no’ 
want me to finish? 
Hon. Mr. Danpuranp: I want to ask a question. When he says 
115,258 train miles can be dispensed with between Halifax and Montre 
want to know on what routes the changes will be made? 4 


By the Chairman (Hon. Mr. Beaubien) : 

Q. Of course, you know very well on what routes you intend theses 

to be taken off?—A. Yes, sir. f 

Q. And your opponents—or your friends, I should say—can criticize 
statement if they want to?—A. Yes. 3 

(Mr, R. G. McNeillie.] 
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CHAIRMAN (Hon. Mr. Beaubien): In that case, I suggest that we go 
e Canadian National representatives will be listening and taking notes, 
they can come afterwards and criticize the figures presented by Mr. 
Neillie and say wherein they think they are unreasonable. Surely we can 
e between them, without going down to the last train mile, or the last 
e on the railway. I suggest to you that in the interest of effectiveness 
ould go through with the evidence of the Canadian Pacific, and then let 
anadian National come in rebuttal. They will be perfectly free to rebut, 
we shall be perfectly free to accept their arguments. : 
Hon. Mr. Cors: I should like the Canadian National to go further than 
sly criticize these figures. I should like the Canadian National officials 
0 take the Halifax-Montreal situation, for instance, and study it honestly 
d constructively, and then give us their opinion as to whether a saving of 
in mileage can be made or not, and if so to what extent. I think that 
Id be the attitude and the approach of the Canadian National to the 
oblem. 


_ The Cuatrman (Hon. Mr. Beaubien): That must, of course, form part of 

eir rebuttal evidence. 

») Hon. Mr. Core: This is not a statement of claim and a defence. 

| Right Hon. Mr. Mercuen: It should not be. 

Hon. Mr. Danpvuranp: I wonder if the witness cannot tell us on what 
s the savings of 115,258 train miles will be made. 

y the lifting of a certain number of miles of rail. 


The Cuarrman (Hon. Mr. Beaubien): If I were asked as to that, I think 
it question is well put. 


phe Wirness: What I feel is this, senator 


Those savings may 


‘ , that we cannot place ourselves 
the position to-day of giving out information to the public regarding this 

ission as to definite trains. When the time comes to do anything, unified 
gement will make the decision. Their decision might be different from the 
s that we have set out, in some respects. But we do believe that these 


By Hon. Mr. Calder: 


'Q. Take the situation between Winnipeg and the head of the Lakes. There 
three main lines in there. Now, your argument briefly is this, that there 
10 necessity for those three lines, in so far as existing train miles are con- 
d?—A. Exactly. 
- In other words, there is bound to be a saving under unification?— 
That is our contention. 
. That is, that the traffic can be arranged in such a way that of necessity 
is a saving? Now, as I understand your position, you do not want to 
led down here, there and everywhere all over the country as to just 
ly where that saving will take place? Take the situation between Mont- 
and Halifax, for instance. You have three lines. Your argument, in brief, 
t there must be a saving there under a unified plan?—A. That is correct. 
. And that that saving would take place, no matter which of those 
you used?—A. That is right. 


q By Hon. Mr. Haig: 
oe 


Can you tell us what you can? Maybe that will be all we want. If 
enough, we can press for more. 


:: 
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The Cuairman (Hon. Mr. Beaubien): That is in line with my suggestio 
_ Let him give his evidence, and then we shall have a rebuttal by the Canad 
National. " 
Hon. Mr. Danpuranp: A rebuttal of certain facts. The evidence shov 

be sufficiently clear for the Canadian National to rebut. 4 
Hon. Mr. Caper: I have just one more question to ask, and I shou 
like to get Senator Dandurand’s idea on it. As to this detailed analysis, n 
only of these estimates but of the other multitude of estimates that we a 
going to have placed before us, how long is that going to take? j 
The CuarrmMan (Hon. Mr. Beaubien): Is that a question to the chair? 
Hon. Mr. Cauper: No, it is a question to Senator Dandurand. I wa 

to get an idea of whether this committee is ever going to complete its WO! 
If it is not, then I think that a Royal Commission or some other body shou 
be appointed to go into this mass of details and deal with them before the ne 
session of Parliament. F 
Hon. Mr. Danpuranp: It seems to me it would be very easy for the witne 

to tell us the basis for these figures of estimated reduction in train miles betwe 
Halifax and Montreal, and so on. What routes would be affected? 4 
Hon. Mr. Cauper: But I should like to have an answer to my questi 

If there is no chance of this committee getting through this session, I am n 
going to spend my time sitting here week after week and getting nowhere. At 
it seems to me that it will be absolutely impossible for us to complete our inqu 
before Parliament rises, even this end of our inquiry. If that is so, what is tl 
object of our proceeding? If the desire is to put the inquiry in such a positi 
that we cannot complete it this session, let us know that. It will take we 
and weeks and weeks to finish the inquiry along the lines suggested. ; 


By Hon. Mr. Murdock: a 

Q. May I ask one question? This is all predicated on unification and li 

abandonments, is it?—A. Yes, sir. But certain line abandonments would na’ 
no effect on this. 

Hon. Mr. Cauper: I should like to have an answer to my question. 


2389. 


By Hon. Mr. Horsey: 
Q. Would it be very much reduced— c 
The Cuamman (Hon. Mr. Beaubien): Unless we have very illuminati 
questions, I think we ought to let the witness proceed. j 
Hon. Mr. Horsry: Is the Chair going to distinguish between illuminati 
and darkening questions? i 
The Cuarrman (Hon. Mr. Beaubien): Let us proceed. And later, Senat 
you may have a monopoly of illuminating questions. Pf 
Hon. Mr. Cauprer: Mr. Chairman, I want an answer— = 
‘ The CHatrman (Hon. Mr. Beaubien): Do not let us have any anarel 
ere. ‘i 
Hon. Mr. Carper: I will ask the counsel, who is more or less in charge | 
the inquiry here. I will ask him how long it will take to proceed with the inquil 
along those lines. } 
Hon. Mr. Murpocx: The answer is “Search me”? 
Hon. Mr. Carper: No, it is not. ¥ 
Hon. Mr. Danpuranp: Have you agreed, Senator Calder, that the witne 
should tell us, as he goes on, through what routes he is proceeding? 
Hon. Mr. Cauper: That is not what you asked for. 
Hon. Mr. Danpuranp: Yes. 
[Mr. R. G. McNeillie.] 
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Hon. Mr. Catper: As I understand it, the witness has made an estimate 
many millions of dollars that can be saved in track mileage. Now it is 

sted that we should break that down. In order to break it down we shall 

to consider every train that runs in this country— 

‘Hon. Mr. Murpocx: Not necessarily. 

\ Hon. Mr. Carper: And see where it goes. 

_ Hon. Mr. Murpocx: Nonsense. 


The CHarrman (Hon. Mr. Beaubien): That question is abandoned. 
Hon. Mr. Catper: Is it abandoned? 
~The Cuamman (Hon. Mr. Beaubien): Yes. Senator Dandurand wants to 
ow now what the routes are. 
won Mr. Caper: Well, you will have to go over every one of these trains 
he same way. You cannot stop with three or four of them. If you are going 
break the figures down you will have to break down every item that is here, 
d every one involves the rerouting of trains. 
' The Cuarrman (Hon. Mr. Beaubien): The question does not go as far as it 
l. Senator Dandurand wants to know what the routes are. If the witness 
tes that it is not fair to ask him that question, the committee will decide 
out it. 
Hon. Mr. Danpvurann: Colonel Biggar put a question just now— 
Mr. Biecar: The question that I put and that introduced this discussion, 
1as been suggested to me, is a question that the witness said he cannot answer. 
The Wirness: What I feel is this, that our case with the public would be 
y greatly prejudiced if we gave out any detailed information in connection 
h this estimate. There will be a witness following me who will be able to 
€ you some financial details of this. Further, I understand in connection 
1 most of the other witnesses, they will be able to give you all the other 
res and the breakdown, where there will not be any competitive situation 
olved. But this is a decidedly competitive situation, and very serious to us. 
Fon. Mr. Haie: Could we not let Mr. McNeillie be his own judge and 
e US as much information as he can? Then we could call the C.N.R. men, 
judge between the two which we think is the better estimate 


_ By Mr. Biggar: 
(Q. Is there anything further which you can add?—A. No. All the infor- 


lon, Colonel Biggar, is right here in the memorandum, 


E. G. O’Brien reappeared as a witness and took the stand. 


£ - By Hon. Mr. Hardy: 


Q. Are you going to read all those documents you have in that bundle?— 
No sir. The committee has asked that I produce all these thousands of work 


Mr. Biccar: I do not think you need to open that bundle. 
- ave you a memorandum covering the situation, the general situation? 
_ Yes sir. 

(ir. Biacar: I may say that this is as to Exhibit C, page 418, estimated 
ion in freight, mixed and other train miles. Mr. O’Brien dealt in part 
reight train miles and was to come back to-day with a memorandum 
the information in a summary form. 
You have that memorandum before you, Mr. O’Brien?—A. Yes sir. 
ere several questions asked. Shall we refer now to the question as to 
parison— 

~24 
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Q. You can deal with those several questions. They are at pages 6 
following pages of the proceedings. —A. As to the question at page 688 o 
record, that is a request for a comparison of figures shown in the Cana 
Pacific Exhibit C, page 418, with the Canadian National Exhibit 1, page 
You will note that the Canadian National Exhibit 1, at page 486, shows eco 
omies on a dollar basis, whereas the Canadian Pacific Exhibit C, page 4] 
shows economies on the basis of units, or a reduction in freight, mixed or otk 
train miles and in freight car miles. In order to make a comparison betwe 
these two exhibits which would be of value to the committee, I wish also. 
refer to pages 508 and 509 for further details of the Canadian National feu ¢ 
that is those figures shown on page 486. , 

By Hon. Mr. Hag: 

Q. Pages 508 and 509 are what?—A. They are further details of the e 

eral statement on page 486. 


By Mr. Biggar: J 
Q. You will have to refer to the specific figures on page 486 that you 
dealing with, and the way that these are expanded on pages 508 and 509? 
On page 486 you will find the first heading that is covered by the Cana 
Pacific Exhibit C is the question of line abandonments. If you go to 
508— 
Q. Tell us where the item for line abandonments is?—A. That is in se 
IV at page 486, the fourth item. 
Q. And the figure is $4,300,000 for a normal traffic year?—A. Yes sir, 
Q. And now you are going to pages 508 and 509 with regard to that?— 
The rerouting of traffic is again referred to at pages 516 and 517. On page 
you see only the total in money, but on page 508 you get the train ser 
which is broken down as between maintenance of way and structures, 
train service. That makes a better comparison as to the Canadian Pac 
units than the total amount on page 486. On page 516, if you add the 
items of mixed and freight services, which are those referred to for the C 
dian Pacific on page 418, you get a total of $884,066. 
Q. I am not following you. patel There is an item of $822,094, mixed - tral 
miles and $61,972, freight car miles. 3 


By the Chairman (Hon. Mr. Beaubien) : “a 

Q. On what page?—A. Page 508. ql 
Q. Then you referred to another page——A. Then again on page 509, ye 
will see rerouting of traffic. There is a total there of $1,495,620 in section I 


By Mr. Biggar: 

Q. Was that figure $1,495,620 compared with the Canadian Pacific 
—A. Not quite, sir. On page 509 the two bottom items refer to water 
vices. $300, 000 from-that gives you $1,195,620, which is comparable wi 
Canadian Pacific. a 
Q. With the Canadian Pacific figure of ?—A. 2,108,175 train miles. — 

Q. There is roughly a difference between you of 200,000?—A. R 
1,000,000. 
Q. Yes.—A. There are some further details of that particular q 

of rerouting of traffic on pages 516 and 517. You will notice at the 
of page 516 there is the caption “ Equipment Released by Rerouting 
Line Traffic.” 
Q. Yes.—A. In that section you will find it gives the details of th 
ing, and it shows the saving on the top of page 517 in engine miles of 
Engine miles, of course, are not exactly comparable with train my Ss 
-[Mr, Hi. G. O’Brien.] 
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those figures on page 509 of $1,195,620 in money and the 980,544 engine 
making roughly what I would estimate is 1 000,000 train miles or engine 
@. And the result of all that is?—A. To go into the details, you will find 
e Canadian National at the bottom of page 516. They show that where the 
affic is to be rerouted—that is comparable with that statement you had before 
yu on Friday last showing all these details from Nova Scotia to Montreal. 
e had twenty-five items. You will notice the Canadian National have three 
aces at which traffic was to be rerouted. 

» Q. Yes—A. I would make a comparison of the Canadian Pacific estimate 
th those three points common to both railroads. 

_ Q. That would be useful—aA. The first point mentioned in the Canadian 
ational is Kamloops to Vancouver. If you go to the bottom of page 516 you 
Il find one column headed “ Present Routing,” and the other column “ Pro- 
sed Routing.” The total cost is there, but the saving has not been worked 
t. I could give you this in the first case, Kamloops to Vancouver 498,726. 


; By Hon. Mr. Calder: 


_ Q. That is only an estimate?—A. That is their estimate or calculation 
_ Q. How do the committee know it is correct?—I think I san satisty you 


h 


a moment. 

 Q. If we are going to break that down I want to be satisfied that it is 
rect.—A. This, you see, is locomotive miles. As to how they made it up I 
ve ne knowledge at all. Possibly if I had the information of their lines that 
yy hhave— 

mQ. What is you own?—A. Our own estimate was just 100,000 train miles 
S. eae estimate, you will notice, that we had on Friday showed 398,000 
In miles. 


By Mr. Biggar: 


: Q. The statement we had on Friday that you are referring to now is Exhibit 
#52 on page 7177—A. Yes, sir. 


; By Hon. Mr. Calder: 

4 Q. 100,000 train miles?—A. On page 717, between Kamloops and Van- 
ver the reduction in freight, mixed and other train miles is shown as 398,000; 
areas on page 516 on that same route the Canadian National show an esti- 
ted reduction of 498,000 locomotive miles. 

Q. Which is right? 

By Mr. Biggar: 


Q. I suppose you are pointing out that you are approximately the same?— 
Oh, no, sir. Our estimate is very much lower than the Canadian National. 
a. You are 25 per cent different. 


| By Hon. Mr. Calder: 


Q. Wherein are they wrong?—A. I think our estimate was very conserva- 
, perhaps too much so, but we were making a conservative estimate. 

iQ. But how do we know it is conservative?—A. I think the comparisons 
cate it was conserative, 


Q. Not necessarily. 
if. 


ie 
nb 


\ 
i 
( 
4 


4 By the Chairman (Hon. Mr. Beaubien) : 


Q. Anyhow, Mr. O’Brien, you are taking off less mileage than the Cana- 
1 National; that is why you say you are conservative—A. That is not the 
on, but I feel our estimate is conservative because I know the basis on which 
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By Hon. Mr. Calder: oe 

Q. Then we just accept your estimate, that is all—A. I think a comparis 

on these three items would indicate the figure is reasonable so far as we 4 
concerned. ; 

Q. We are just taking your word for it—A. Exactly, sir; but if you wi 

to go into the others, I have nothing to compare them with. - 

Q. We cannot tell who is right unless you do that. 

By Mr. Biggar: q 

Q. The point you are making, Mr. O’Brien, is, putting it shortly, that 

these three cases given at the bottom of page 516 are 100,000 miles le 

than the Canadian National estimate on No. 1—A. On No. 1, yes, sir. : 


By Hon. Mr. Calder: 
Q. Why is he not 300,000 or 200,000 less? 


By Mr. Biggar: 4 

Q. Let us get the figures. We can dispose of it in that way, perhaps. { 

the second how many?—A. On the second we have estimated— a 
Q. What is the difference between the two? How much below the Cat 
dian National are you?—-A. On the second one the Canadian National estim 
was 405,602 locomotive miles; the Canadian Pacific estimate is 131,149. T 
Canadian Pacific estimate is lower than that of the Canadian National 
274,000 miles. ee 
Q. Now, what about the third?—A. The Canadian National saving ¥ 
estimated only on the movement from Toronto to Sudbury; whereas the Ca 
dian Pacific estimate was based on a wider territory. We took in the rerow 
of freight from North Bay. That makes quite a difference in the total a 
at. The Canadian National estimate for Toronto-Sudbury was only 76) 


miles, whereas the Canadian Pacific estimate on the Sudbury and North B 
combined rerouting was 140,000. 4 


By Hon. Mr. Calder: 
Q. Using the same tracks?—A. I don’t know just what track they pl 
posed to use, sir. + 


By Hon. Mr. Robinson: 

Q. Those are engine miles?—A. The Canadian Pacific show train mil 
the Canadian National show locomotive miles. But when you come into 
money picture they are very close to $1 a mile. So I presume there may be 


slight difference, but it cannot be very great. 


By Mr. Biggar: a 

Q. Is there any other point, Mr. O’Brien, on which you want to expa 
what was said on Friday?—A. On the basis of these three studies, which : 
common to both points, due to the fact that the Canadian National est 
is based on three operations, and the Canadian Pacific on_ twenty-five op 
tions, I think it throws some light on the total shown in Exhibit C as to” 
question of rerouting of traffic. a 
Q. What light do you think it throws?—A. The Canadian Nationa 
those three items show 331,000 more train or locomotive miles than d 
Canadian Pacific. On the balance of the twenty-two items that I 
the Canadian Pacific estimate is, I think, on the same basis, and I fe 
are additional savings not taken into the Canadian Pacific study. 
things develop in practice. Where we have consolidations they have dis 
possible economies a number of years after the roads have been consolit 
[Mr. E. G. O’Brien.] ooo 
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By Hon. Mr. Horsey: 


“al Why should they be on the same basis when there is such a variation 
. results?—-A. I know the difference in the second item where there is a 
ry great discrepancy. We took in the traffic only in the vicinity of Calgary, 
yhereas the Canadian National statement shows they took in traffic east in 
orthern Saskatchewan. I think possibly there is some of that traffic might 
o through there, and there might be greater savings than indicated in the 
‘anadian Pacific study, considerably greater. 


By Hon. Mr. Calder: 


Q. That would mean, then, if we break down your figure in one direction 

ou build it up in another?—A. I do not think there are any figures, sir, in 
nis statement on the comparison of these three items that are not very 
onservative, and I do think where there are a number of other items I might 
iclude— 
_ Q. If this committee succeeds in breaking down some of your estimates, 
ou build them up by putting in other things that you have not taken into 
ecount at all—-A. There are very many, and even if I attempted to give you 
ll after a detailed study of this movement under unified management, there 
ould still be other developments. 


By Hon. Mr. Horsey: 

Q. Why do you present such a weak case to the committee? Why don’t 

ou put them in?—A. We went through our operations and tried to get all 
he information we could in connection with the Canadian National operation. 
_ Q. I mean to say if you know there are a great many others why do you 
ot include them?—A. I am giving you a study made in 1932. If I had to 
aake a study again, and had sufficient time, or if I had had sufficient time 
1 1932, I think it would be much more comprehensive and would have shown 
reater savings. 


By Mr. Biggar: 

Q. Are you going to deal with the other point we left open on Friday?— 
.. Yes, sir. The next item which we have left over on Friday was the in- 
reased or heavier loading of cars, page 486, and also page 418, the Canadian 
acific estimate. There is a difficulty in making the comparison. The Cana- 
ian Pacific had two items, consolidation of merchandise traffic and heavier 
yading of carload traffic. If we combine those two, we find roughly about 
1,000,000 car miles. The only comparison I can find with the Canadian 
fational item on page 509—that is the one we were discussing—shows 61,395,000 
ar miles. 


i“ 


fl By Hon. Mr. Calder: 
 Q. Against your?—A. Against our 31,000,000. 


0 By Mr. Biggar: 

QQ. Whereabouts on page 509?—A. Under Exhibit No. 14, the fourth item, 
1,395, and add three zeros. 

Q. 61,000,000?—A. And 395,000. 

 Q. You don’t think that is a useful comparison, though?—A. It is. I think 
ey have included something that we may not have included in there, but our 
mate was based on our view of what could be done, as we saw it, in 1932; 
1 theirs was also, I presume. But there is a slight difference. The Canadian 
cific estimate was made up on the ability under unification to put more 
handise in cars. That is something for which our own staff or the railway 
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employees are responsible. There is a peculiar thing in that. This mercha 
represents about 30 per cent of the total cars loaded, and the possibilit 
reducing car miles there is very great. We estimate it on the heavier carloac 
eroup, those two items only, a 1 per cent increase, whereas the Canadian Pacifi 
is 5 per cent on heavier loadings. 


By Hon. Mr. Calder: 4 
Q. How do you get at that 5 per cent?—A. It is merely an estimate. Ow 
1 per cent, I presume, was based on where we would place our larger cars. a 
is difficult to keep your larger cars just where they would be required, and w 
felt that under unification a greater percentage of larger cars would be av 
able for a sudden order movement, for instance, a movement of grain from 
bay ports. If you have the larger cars available to handle that particular move 
ment you have a very great decrease in the number of cars moved. But in t 
actual working out it may be less than or more than 1 per cent. It depends 
the class of traffic you are handling. 
Q. In other words, it is only an estimate?—A. It is an estimate. 
Q. It may not be a reality at all?—A. Or it may be much greater. 
Q. It may be less or much greater?—A. Yes. But this estimate of 1 pr 
cent was based merely on the ability of the unified railway itself to do so: 


thing. 


ae 


Or 
" 


By Hon. Mr. Robinson: 


Q. Are not the separate railways improving without unification?—A. I 
extremely difficult. I had to give that very close attention, and the raily 
associations are all working on it. There is always a question of competit 
They do what they can themselves. Under unification what they could 
themselves would have a much wider field. 

Q. And “the public be damned.”—A. No, sir, that was not in our estim 
Our estimate of 1 per cent was based entirely on our ability to get the la 
cars where they might be used to advantage, that is, the greater capacity ¢ 
If you have a sudden demand in one area for large cars, and you have 5,00 
cars in that area, you can get the number of cars you require; if you have onl 
2,500 cars on one particular line, you can only get half of it. 


By Mr. Biggar: Y 
Q. Mr. O’Brien, on pages 702 to 705 inclusive, I think, of the proceeding 
you were asked to prepare for to-day a series of written statements. The firs 
statement on page 702 was with regard to items F to Y, inclusive, in Exhibr 
No. 32 on page 717; then in the middle of page 703 you were asked to indicat 
as far as you could to what extent savings that you were going to give de 
on the abandonment of lines; that was to cover item 5 on page 418, and 
is a reference on page 704 to items 2, 3 and 4. Now, have you got with 3 
those written statements which you were to bring forward to-day ?—A. I ha v 
a statement of the rerouting of traffic. There are— By 
Q. Can you read that and get it down to brass tacks?—A. Yes, sir, but! 
have not been able to put it down in one short item, as you ask for it. 4 
Q. I am finding it a little difficult to follow the effect of your evidence ] 
now.—A. You ask for three or four references there, and I am trying to ¢ 
them in the same year. ‘a 
Q. Cannot you generally take up those points and dispose of them?—A 
will endeavour to do so. They cannot be in the same order. To dispose of 
last question, I would like to summarize the difference. If we include the 
tional saving, the Canadian Pacific estimates on page 418 that are shown in 
Canadian National estimates, it would increase the Canadian Pacific estimate 
5,301,000 miles by a total of 3,596,000. 
[Mr. E. G. O’Brien.] 


RAILWAY CONDITIONS 769 


_ Q. When you speak of miles, is it miles of line?—A. Train miles. The 
anadian Pacific estimate of savings on the re-routing of traffic shows a total of 
5,301,000 train miles. If we were to add to that the additional saving shown by 
the Canadian National on the prairies, and also the heavier loading which they 
estimate in connection with the heavier loading of carload traffic, it would make 
the Canadian Pacific estimate greater, or, instead of 5,301,000 train miles we 
would have a total of 8,897,000 train miles. 

a By Hon. Mr. Calder: 

_  Q. That would increase your general estimate by 3,000,000?—A. It would 
increase our estimate of ton miles by 3,000,000. Our estimate affects a creat 
many other things, locomotive miles, locomotive repairs. We develop the units 
first, and later on the exact money will be brought in. 

 Q. But at_a dollar a mile it would increase your estimate by $3,000,000 
roughly?—A. For train expenses only it would be a dollar a mile. It would 
increase the total savings by probably a greater amount. That is a money matter 
that I am not prepared to discuss at the moment, _ 

_ , Q. So, if you accept that figure, by that item alone you increase your 
estimate by $3,000,000?—A. Yes, sir, and there are many other savings thet are 
not included in either study that would develop in practice. 

___ Now, the next thing you mentioned was at page 703. You asked me to 
make an estimate of the extent to which the savings are dependent upon the 
abandonment of lines. 

: Mr. Biccar: Mr. Leslie told us that was all going to be dealt with together. 
_ The Wiryess: Yes, sir. The money part is entirely in there. 

__, There is only one other point. In that statement on page 717 there is 43,000 
train miles shown as a credit, in other words, deducted from our statement. If 
there were no abandonments that would be eliminated. That would increase 
the total of 2,108,000 by 43,000. 

__@. Yes—A. There is only one other item. Senator Hugessen asked on 
Friday about Fredericton to Vanceboro, if there were any abandoned lines. 


i By Hon. Mr. Hugessen: 

a Q. No, no; Calgary and Edmonton to Vancouver—A. There was a question 
you asked as to co-operation. 

i Q. I asked to what extent the savings you estimated in 1932 had been 
realized under the co-operative agreement between the two railways relative to 
the loading of wheat between Edmonton and Calgary and the Pacific coast— 
t. We have not been able to reduce that to money, but I can give you the number 
af carloads exchanged at Edmonton and Vancouver by years. It is very informa- 


ive. 

: Q. I do not want that, but the extent to which your estimate of the savings 
on the re-routing of freight traffic has been realized by that arrangement already. 
—A. You have 8,000 cars exchanged. It would possibly be fair to estimate at 
10 cars per train mile in that territory, which would be 200 trains. That mul- 
iplied by the distance from Calgary to Vancouver—it really amounts in money 
0 $1,700,000. 

 Q. No, no.—A. That is included in the $1,700,000. That is referred to as 
s%conomies that have been or are in process of being made, and it has been taken 
e of. That particular operation will be taken care of in the deduction from 
> 75,000,000 in the final estimate. 

_ But you did ask a question as to the service between Fredericton and Vance- 
ro, where there are already joint facilities. That local situation is one that 
bably would throw light on the difference between re-routing with abandoned 
and without abandoned lines. The territory from Saint John to Vanceboro 
vered by both railways. 


Ae y 


~~ boro. The Canadian National line leaves Saint John to Westfield Beach and 
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By H on. Mr. Dandurand: > a. 
Q. To where?—A. Saint John to Vanceboro. Will I indicate it, sir? 4 q 


By Mr. Biggar: ‘ 

Q. Yes, do—A. Saint John is here, and Vanceboro is at the end of this 
black heavy line. (Indicating on map.) You will note that the Canadian 
Pacific have a lower line from Saint John through Fredericton Junction to Vance- 


into Fredericton. For some years the Canadian National traffic moved from 
Saint John to Fredericton, and they had joint running rights or joint facilities 
where they operated over Canadian Pacific tracks from Fredericton Junction to 
~ Vanceboro. We now have arranged that the Canadian Pacific trains—there 
were two trains from Fredericton to Vanceboro, Canadian Pacific and Canadian 
National—we made a joint facility that the Canadian National would deliver 
to the Canadian Pacific their cars, and the traffic now moves on one train, s0 
there is a saving there under this joint facility arrangement. 4 

I would like to point out, however, what would happen under unified man- 
agement. The Canadian National are now taking this track up to Fredericton 
(indicating on map), and it is being drawn back to Fredericton Junction and 
taken into Vanceboro. With unified management it would move direct over that 
line to Vanceboro. That means the Canadian Pacific distance from Saint John 
to Fredericton Junction is 44 miles. The distance by the Canadian National is 
106 miles. Under unified management you would have 44 miles to move that 
traffic as compared with 106 by the present route. 5 

Q. Can you tell us whether the amount of traffic that moves over that 106 
miles is substantial?—A. There is a substantial traffic, a movement of potatoes 
and lumber from New Brunswick via that route. We know the number of trains 
that are operated, and in 1930, when this figure was taken, I think there were 
628 Canadian National locomotives moved over that section. ki 

Q. Tell me, why does anybody ship over the Canadian National from Saint 
John to Vanceboro when it goes somewhere about 60 miles out of the way?— 
A. Those cars do not all originate at Saint John. The train originates at Sain 
John, but the cars to a large extent contain potatoes from points east of Sai 
John, and possibly some are Saint John local. Included in that I would expect 
there would be a considerable amount of traffic from Prince Edward Island and 


lower Nova Scotia. 


By the Chairman (Hon. Mr. Beaubien) : ° 

Q. It does not cost any more to travel the 100 miles over the Canadian 
National than the 40 miles over the C.P.R.?—A. No, nothing whatever. But 
the point is that under unification that traffic would move a shorter distan 
and there would be a greater saving. That is one of the studies we did not ta 
into consideration in 1932, and there are many other situations that might 
develop. I think that shows the difference. 
Q. Have you got the tonnage and routes in respect of that? Is that not 
what you were asked for, really, on page 702 of the Proceedings? 4 


By Mr. Biggar: 

Q. You have not got anything further in the way of a statement, 
you?—A. Yes sir. I am sending it up to you. 

Q. You have only got one copy of this statement? What you | 
handed me, apparently, are details of movements from Nova Scotia poin 
Montreal and west, Saint John to Montreal, Fredericton to Vanceboro, an 
on through the list that is in Exhibit 52, at page 717, 1s that it?—A, Yes. 4 

[Mr. E. G. O’Brien.] hg 
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a . Q. I do not suppose we need go through this. Shall we mark it and leave 
‘it available for consultation by any ee of the committee who wants to 
bpdy it? 


4 By Hon. Mr. Calder: 
4 Q. Does it contain savings?—A. Yes sir. 

The CHarrman (Hon. Mr. Beaubien): Rerouting for the purpose of 
‘saving. 

Hon. Mr. Cauper: Are we not going to break that figure down? If we 
“accept that, why do not we accept any of them? 
The CuHarrman (Hon. Mr. Beaubien): That is what we are going to do. 
Hon. Mr. Cauper: I should like to have a declaration to that effect. 
Mr. Bicear: Shall I read one of them? 
Hon. Mr. Cautper: We are back at practically the same point. Here is 
an estimate in connection with this rerouting. What is the estimate? What 
is the total saving, Mr. O’Brien? 
The Witness: The total saving included in the original C.P.R. estimate 
was 2,108,175 train miles and 27,491,186 freight car miles. 


ed 


By Hon. Mr. Calder: 

_Q. And the 27,000,000 freight car miles represents $27,000,000?—A. No sir. 
Train miles are one dollar each, not freight car miles. This represents about 
$2,000,000. 

o Hon. Mr. Catprer: I am quite willing to accept the estimate, but I under- 
stood that the committee were going to break down the estimate. 
f The Cuatrman (Hon. Mr. Beaubien): You do not insist upon that? 
5 Hon. Mr. Caper: No. But we have to be consistent. We may come 
back to that, Mr, Chairman, if we start to break down others. 

The Cuarrman (Hon. Mr. Beaubien): We are getting down to a basis of 
“reason. 
# Hon. Mr. Hucsssen: At least in this case we have details of the routes 
and the figures. 
4 Hon. Mr, Catprr: That is only an estimate, after all. And if we go 
into the details of this estimate instead of its being $2,000,000 we might find 
‘it only $1,000,000. We are simply accepting the estimate without any exam- 
‘mation at all. 
- The Cuatrman (Hon. Mr. Beaubien): This statement would be sufficient, 
I suppose, for the Canadian National to be able to criticize it? 
f Hon. Mr. Danpuranp: No. The Canadian National officers say it does 
‘not give the tonnage on each route, so it would be useless for purposes of 
criticism. 


4 By Hon. Mr. Calder: 

i Q. Would tonnage affect this at all? It would not make any difference 
‘whether the cars are loaded or empty would it?—A. If cars are loaded, it does 
affect your train miles. What the locomotives can haul, that is the number of 
‘cars behind the locomotive, is very much affected by what is in them. 

= Q. But your estimate does not take that into account at all?—A. Oh, it 
certainly does, sir. It would be necessary to take intc account the number of 
gross tons to be handled. In some cases that was not particularly a factor, 
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Q. Was that four based upon actual.tonnage for a period of” years ren 
to that, actual tonnage carried?—A. It was based on 1930 tonnage, actual 
where tonnage was a factor, but tonnage did not come into every one of those 
items. But we had that tonnage available when we made this estimate, so far 
as our own lines were concerned, and we had to use the best information “a 
able as to the Canadian National lines. 

Q. That would not be very accurate?—A. In some cases, due to fuctuel 
tions, it might not be exact, but in so far as an estimate is concerned we had 
fairly good information, the best available to us, at that time. 

By Hon. Mr. Dandurand: | 

Q. But you are not furnishing the tonnage to be diverted, in that state- 
ment?—A. The effect of the diversion was estimated, and the tonnage to be 
diverted was estimated. If you will go into them in detail you will find it has 
been taken care of. } 
j 
By Hon. Mr. Calder: a 

Q. As a matter of fact you had the tonnage for the year 1930 exactly, as tol 
your own lines. You made an estimate from the best available information of. 
the tonnage on the Canadian National lines, and you joined those two together 
and made your estimate?—A. Yes sir, exactly. That is the only basis on which 
we could proceed. But we did find some cases where those were not the only 
factors. Take the situation between Saint John and Fredericton, there was a 
shorter mileage involved. So that also had an effect. 

Q. You have those two tonnages and you can give the information, if it ig 
desired?—-A. That is on those sheets, sir, that have been supplied. j 

b 


By Mr. Biggar: 

Q. All the information you have, then, is on those sheets?—A. Not all we 
have. This is what we put down, but we had— 4 

Q. I mean, the information upon which your estimate is based is on these 
sheets, is aa Yes, sir. But we had additional information from which to 
make up these sheets, in books of train records, books of tonnage records, and 
all that sort of thing. 

Q. None of which is now available?—A. We destroy our records after 
period of six years. 

Q. What is all this material that you brought?—A. I told you I would 
endeavour to find the thousands of sheets that came into the compilation of 
reduction of number of cars required to handle merchandise.. That was the 
number of sheets in connection with that particular feature. Now as to whether 
the despatchers’ sheets and tonnage sheets are still in our vaults, it is question- 
able, because the practice of the railway is that records be destroyed after six 
years. That is in accordance with the ruling of the Board of Railway Comma 

sioners. f 
. Q. Your present statement is that this figure that you have got on page 418 
in item 5, is a figure which was arrived at by a series of calculations based upon 
information from the regular routine returns made from time to time in connec=— 
tion with the areas in question, is that so?—A. It is. ‘i 
Q. It was based upon the regular routine returns made by the Canadian 
_ Pacific officers in the areas in question with respect to the traffic passing through 
their hands? So far as the Canadian Pacific was concerned, that was t 
information you used, is that so?—A. It is, but in addition — 

~Q. Wait a moment. You did use that?—A. Yes, sir. 
[Mr. E. G. O’Brien.] 


% 
" 


‘ d 


Q. Then you had in addition some information with regard to the move- 
t of freight over the Canadian National?—A. The local officer gave us his 
conditions, as you suggest, but the Canadian National figures we took from 
such information as we had available in the head office. 
__ Q. What we are really concerned with is, what was the source of that 
information? You had routine reports, as I gather, from C.P.R. officers?—A. 
Yes. May I qualify that, by saying that the routine reports from officers, some 
of them, were not furnished specifically for the purpose of this study. They 
were already available at head office. 
 Q. Is that not a routine report?—A. Yes. 
_ Q. What is the difference between a report that is made regularly and a 
report that is made specifically for a special study?—A. I misunderstood you. 
_ QQ. Did you have some reports in addition to the routine reports?—A. When 
we found that we wanted further information, we either used the telephone or 
telegraph and secured information that we did not find in our routine records. 
- Q. That would not be information with regard to the movement of freight 
Over a particular period?—A. No, sir. 
. Q. What kind of information was that?—A. As to the possibility of handling 
all the traffic on one train, as to a direction of movement of tonnage, or some 
feature that possibly we were not clear on from the available reports at head- 
quarters. 
_  Q. Then your statement to the committee would be that in arriving at those 
figures you got every possible detailed fact that you thought was relevant and 
which was available at the time, is that so?—A. Yes, that is so, everything that 
we could secure or was available. 


q By Hon. Mr. Murdock: 


_. Q. These sheets appear to deal with the entire systems excepting the 
Western Ontario Gateways to the United States. The Canadian National 
Railways have lines, as I said before, from Detroit and from Port Huron to 
‘Chicago. There is nothing in here to indicate what it is proposed to do now 
with the traffic of the two railways west of Windsor and west of Sarnia. Would 
we be entitled to anything of that kind?—A. As to the expenses on the 
Canadian— 

_ Q. And the possibilities of unification, for example?—A. That was dis- 
cussed, sir. I take it Senator Murdock’s question refers to the question of 
diversion of traffic to the Canadian National or to the Grand Trunk Western. 

_ Q. Yes. The Canadian National have had two lines there, one from 
Windsor and one from Sarnia, both to Chicago. Are we entitled to any informa- 
tion in connection with that and the possibility of savings by unification?—: 
A. That would resolve itself into a question of what operating costs were on 
he lines which compete with the Grand Trunk Western and what proportion © 
hey would bear to the earnings. If you divert the traffic to the Grand Trunk 
Western and get additional earnings, there are some additional expenses on the 
Canadian National or Grand Trunk Western between Sarnia, Detroit and 
Shicago. If you refer to page 517 you will note there is an item, longer haul 
mn traffic rerouted for greater earnings. In so far as we had it available we 
lid take a debit for the estimate of rerouted traffic. It is a total of 8,000,000 
var miles and 232,000 train miles. That was taken on an arbitrary figure of 
orty cars per train. 
Q. Is it fair, Mr. O’Brien, to assume that there has been no estimate made 
- 4 contemplated saving between the western Ontario gateway and Chicago 
d the West over the Canadian National tracks?—A. As I understand you, 
ether or not that traffic should be diverted to the Canadian National? That 


IS a traffic question, and Mr. Jefferson dealt with it. It did not hear all his 
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~ evidence and have not read it, but that is purely a traffic question which, a4 
think, would be better asked of the freight traffic manager or of the men who 
are responsible for deciding the policy of what traffic should be diverted. 


By Mr. Biggar: ‘q 
Q. Have you any other memorandum, Mr. O’Brien, that you wish to refer 
to?—A. There is another question I was not very clear on in my evidence, 
and you asked me to produce a statement. That is the question of empty 
car miles. I did not have anything very definite, and I endeavoured to cell 
something that would satisfy the committee that that is correct. 
Hon. Mr. Cors: Why should not the witness look at it during the adj ourn- | 
ment. It is after 1 o’clock. | 


By the Chairman (Hon. Mr. Beaubien): : 
Q. It is not very long? Will it take five minutes, two minutes?—A. Two — 
minutes. We did not have available the details from ‘which we made up this 
estimate in 1930. Therefore I was not definite in my last estimate. Most of 
the 1930 records had been destroyed, but we took what was available and 
where 1930 was not available the records of 1932 were used and mileage of 
1932 equated to the basis of 1930. ‘ 
; 


By Mr. Biggar: * 
Q. You checked it when?—A. From Friday to Monday—mostly on Sunday. 
Q. During the last week-end?—A. Yes. We took those actual mileages 
Bhd then equated them on the basis of the 1930 traffic, and found the actual 
empty car miles were 4,184,000 as compared with 4,100 ,000. That is due to a 
slight variation in the records. If you are willing to accept that, that is all. 
Q. That is as far as you can go at this time?—A. Yes. a 
Q. You have other memorandum that you want to submit to the com= 
mittee?—A. Not at the present time. 
Q. Then, subject to the committee’s approval, let us mark this memo~ 
randum with an exhibit number. It will be Exhibit No. 57. £ 
Hon. Mr. Danpuranp: Before we adjourn, I should like to suggest to 
members of this committee that they make no engagements for to-night. We 
may sit from 8 to 11 o’clock. ‘" 


The committee adjourned until 3.15 p.m. 


; 

The committee resumed at 3.15 p.m. f 
Mr. Bicear: I will call Mr. Humphrey. 4 
¥ 

i 

§ 


Mr. H. J. Humpurey was called as a witness and took the stand. 


By Mr. Biggar: 
Mr. Humphrey, I understand you are vice-president of eastern lined 
of the Canadian Pacific Railway Company—A. Vice-president and general — 
manager, sir. « 
Mr. Humphrey, you took part in the study upon which this estimate, — 
Exhibit No. 49, was based, more particularly in regard to the organization that 
would be set up in connection with the unified management of the railways, did 
you not?—A. Yes, sir. 7 
Q. And the organization that you thought would suffice and serve the pur- _ 
pose is that which is set out in Exhibit F, which forms part of Exhibit No. 49, — 
and is at page 421 of the proceedings, is it not?—A. Yes, sir. a. 
[Mr. H. J. Humphrey.] 


_ 
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— Q. Will you tell us how you arrived at that and to whom you gave your 
esults for the purpose of calculating the arithmetical or money consequences of 
-—A. The evidence which I am to give deals with the savings which would be 
nade on supervisory organization under unification. 

May I point out that my evidence does not deal directly with the monetary 
savings which would be made in supervisory organization, but merely with the 
organization itself. 

I was not a member of the committee which prepared the estimate on this 
point to be included in the original estimate of savings for the Royal Commission, 
but in my then position as assistant to the Senior Vice-President I was more or 
less familiar with the work of that committee, and have carefully studied the 
report of that committee, and feel myself in a position to give you an informed 
opinion as to its value. 

The method of determining the organization, as shown in Exhibit I’, page 
21, of the proceedings on supervisory organization under unification, was to 
ist all supervisory units of both railways under separate operation, examine the 
iles supervised and estimate what could be done under unification after deduct- 
Ing proposed line abandonments. 

In estimating the set-up for a unified operation, it is proposed to divide the 
system into 4 regions:— 


Region “A”, with an approximate mileage of 7,605, divided into 3 districts: 
District 1, divided into 5 divisions, average mileage, 638 
District 2, divided into 3 divisions, average mileage, 744 
District 3, divided into 4 divisions, average mileage, 704 


Region “B”, with an approximate mileage of 7,975, divided into 4 districts: 

District 1, divided into 3 divisions, average mileage, 641 

District 2, divided into 4 divisions, average mileage, 633 

District 3, divided into 5 divisions, average mileage, 621 

District 4, (Grand Trunk western), divided into 5 divisions, in which 
are included three terminals in U.S.A. territory (Chicago, Detroit 
and Pontiac). Of the two mileage divisions, one is 347 miles and 
the other 688 miles. 


Region “C”, with an approximate mileage of 14,875, divided into 4 districts: 


District 1, divided into 6 divisions, average mileage, 837 
District 2, divided into 4 divisions, average mileage, 985 
District 3, divided into 4 divisions? average mileage, 855 
District 4, divided into 3 divisions, average mileage, 1067 


Region “D”, with an approximate mileage of 6,139, divided into 2 districts: 


District 1, divided into 3 divisions, average mileage, 935 
District 2, divided into 3 divisions, average mileage, 600 


_ This organization is intended to replace the two organizations of the rail- 
way companies, and it may be of interest to give you a comparison between the 
present situation and that which it is expected will exist after unification. 

_ The Canadian Pacific Railway is now divided, for supervisory purposes, 
into 2 regions, the Eastern and the Western Lines. 

_ The Canadian National is divided into 4 regions, the Atlantic, Central, 


iy 
* 
a 
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i _ general superintendent. This compares with 13 districts in the estimate. T 
two railways in 1930 had 75 divisions, each headed by a superintendent, compan d 

_ with 52 in the estimate. 
page 500— 


oe regions, 9 districts and 50 divisions, against our proposal of 4 regions, 13 dis- 
- triets and 52 divisions. ‘ 


- that is right, i 


efficiently employed. In addition, it is his duty to assist the Traffic Departmen 


single railway that little duplication of Supervisory Services exist, except in th 


wires. A considerable saving of time and effort would result were these ¢ 


e ee the ranks of the superintendents, each of whom finds himself i 


he railways eamiened had in 1930 23 districts, pe aad 


May I point out that in the submission of the Canadian National at 
Q. That is the end of Exhibit No. 9 to Exhibit No, 42.—A. They Drone 


Q. I think your page 500 is wrong.—A. I am sorry. 


By Right Hon. Mr. Meighen: 


Q. Where do the C.N.R. divisions appear at page 500?—A. At the top of 
page 500 is a summary. q 
Q. But it does not give the number of divisions in each region. 7 


By Mr. Biggar: a 
Q. The divisions are on the preceding page, are they not?—A. Yes, I think 


Q. They really propose dividing Canada into two regions, eastern and 
western, with a separate region in the United States; is not that the position?— : 
A. Yes, sir. 

Q. "And you are proposing four regions?—A. The supervision of .operations 
of a modern railway is a technical occupation, requiring experience as well as” 
the qualities needed in all executive positions, It is a specialized occupation,, 
carried on in much the same way in all parts of the country. 

A railway superintendent is the local representative of his company in the 
territory under his jurisdiction; he must attend to details involved in keeping 
trains running, permanent way and structures in good maintenance, equipment 
in good order—as far as that comes under his jurisdiction—and workers 
in every way in obtaining business, and to maintain a close contact with all 
public authorities and private organizations in his territory as far as this 1 is 
necessary in the interests of the railway company. ; 

When these functions are fully realized, it will be seen at once that the 
removal of duplication of ‘effort is comparatively easy in the case of twor 
ways, which, as in the case of the two Canadian systems, very largely pa 
each other throughout the country. 

It is admitted that there are parts of Canada, as, for example, along tl the 
line of the National Transcontinental Railway from Winnipeg to Chieboatil ; 
between Edmonton and Prince Rupert, or in the British Columbia district o 
the Canadian Pacific Railway, where the territory is so completely left to. 


case of the more senior officers—such as vice-presidents or general manage 
In general, however, throughout ‘Canada the territory of each supervisory office 
of every grade includes mileage of both railway systems. 

-Even in the case of the senior officers, there is some duplication of offal 
For example, when an important organization of any sort wishes some impro 
ment or other alteration of railway services, this almost invariably invol 
conferences with two vice-presidents or general managers, or general supe 
tendents—one for each railway. Following usual railway practice, these offi 
must-then consult between themselves, in order, if possible, to avoid cross 


ferences held with only one officer. This form ef wasted effort goes 


[Mr. H. J. Humphrey. ] 


Nick tA Pg Met 2 SM Ye gi Ue eo a 
Ril, me PRUNE NT ey Viale elieuntrgis oa neat 
SOR che rie ede hry Noe aint § : On 
et MT he 5 2 ek > ) 
uw r x 


RAILWAY CONDITIONS 7 
d in discussions with public and business interests which must be carried 
himself and his opposite number where one man could do the work more 
ently, . 
_ The suggestion for a reduction in the number of districts and divisions 
bviously means that each superintendent and general superintendent will have 
nereased mileage of railway to supervise, but it should be noted that this 
es not necessarily involve an addition of either responsibility or effort. The 
titory within which railway supervisory officers can work efficiently can only 
limited by two factors. There is the distance from headquarters which 
perience has shown that a superintendent may go without being too far away, 
d there is the volume of traffic in that territory. In Canada, owing to the 
comparative thinness of traffic throughout the country, it is usually the actual 
size of the territory which is the limiting factor, and in setting up the organiza- 
tion which has been proposed, I am convinced that in no case will it involve the 
ation of a division or district in which the total volume of traffic of the two 
ailways will be in excess of the amount which one man can handle successfully. 
_ In planning this organization, in some cases the size of the territory allotted 


to one supervisory officer has been reduced, but generally this has not been the 


e. 
_ The size of the territory allotted to a Supervisory Officer is, as I have said, 
nly limited, in most cases, by the consideration of how effectively he can cover 
area. In most parts of Canada the combination of two divisions or two 
tricts into one covering the same area as either of the original ones did will not 
any way add to the burdens of the Supervisory Officers. It is true that he will 
e more track, more buildings, and more trains to watch, but in place of having 
ater difficulty in covering his territory he will, in most cases, have greater 
ficiency. 
_ At present, as you will realize, that important portion of the work of a Super- 
ory Officer which consists in travelling over his territory is made less effective 
n would be the case, because much of his time must be spent returning to head- 
juarters over lines which he has already visited on his way out. Under the 
posal, the combination of lines of both companies in one territory being put 
a single unit of supervision will actually enable the Supervisory Officer to 
inate much of what railway men would call “deadhead travel,” as he will be 
e to go out by one line and return by another more often than is now the case, 
it is my opinion that this added efficiency will at least compensate for any 


ed burden of responsibility and effort resulting from an increase in the mileage 
nder one officer. 


nsportation, Divisional Superintendent, Assistant General Superintendent, 
seneral Superintendent, Assistant to the Vice-President and now Vice-President 


By Hon. Mr. Calder: 


’ Q. And still young.—A. I was also a member of a committee whose duty 

Was to investigate every department and subsidiary of the Canadian Pacific 
way in the interests of economical operation. My experience leads me to say 

the supervisory layout on which has been based the estimate of savings 

ch will be offered you is an entirely workable one. It provides for the saving 

nany Supervisory Officers and staffs as a result, in many cases, of increasing 

le mileage under each such officer, but I am thoroughly convinced that, for the 
is I have given, there is no reason why this cannot be done. 


778 ee “SPECIAL COMMITTEE 


to the standard of railway services, and without the placing of unreasonabl 


-absorbed?—A. No, sir. 


: | NaN eet Bc) 
- In conclusion, may I point out that should unification be put into effect, | 
am quite willing to risk any reputation which I have gained as a railway operat 
ing officer on the statement that the plan of unification of Supervisory service 
which I have outlined to you is one which can be put into effect without detrimen 


responsibility on the shoulders of any man. a 


By Mr. Biggar: i 

Q. Now, is there anything you want to add to that, Mr. Humphrey?—A. - 

do not think so, sir, except this, sir, if I may, speaking about my reference t 
the proposal of the Canadian National on page 478. q 
Q. The details are there, are they not, for both your proposal and thi 
Canadian National proposal, which are summarized in two paragraphs in thi 
middle of page 478?—A. Yes, sir. 
Q. Under your proposal there are four regions, whereas under the Canadiar 
National proposal there are three?—A. Yes, sir. ? 
Q. Under your proposal there are thirteen districts, whereas under th 
Canadian National proposal there are eighteen?—A. Yes, sir. 4 
- Q. And finally, under your proposal there are 52 divisions, whereas unde: 
the Canadian National proposal there are 50?—A. Yes, sir. 4 
Q. And the present position with regard to the two railways is in the la 
column but one in Exhibit “F” on page 421?—A. Yes, sir. 3 
Q. So you get a reduction from the present, of one system headquarter 
two regional headquarters, ten district headquarters and twenty-three divisio 
headquarters. That is just summarized.—A. In speaking of districts, at page 
the Canadian National submission, it would be quite possible to consolidate 
eighteen districts as at present into nine. a 
Q. Oh, yes. I beg pardon. That is nine, not eighteen. So they are unde 
you in both regional, district and divisional matters. I had the wrong figure. 


By Hon. Mr. Moraud: a 

Q. Would you have any detail about the location of headquarters?- A 
No, sir, that is a matter that would be determined. 
Q. I do not mean the general headquarters, but the headquarters of ever 
division?—A. That would be determined by the unified management. I hay 
just set up mileages that would be feasible. ; 


By Hon. Mr. Horsey: 

Q. Would that deduction just extend to the managers of divisions, 
would there be a placing of other officers lower in grade?—A. Oh, yes, sir. 
entire staffs would be fitted into the business that would be carried on by 
districts and divisions, and that would be determined on the amount of tra 
and the amount of business. 


By the Chairman (Right Hon. Mr. Graham) : 

Q. How many miles would you, as Vice-President and General Manager 
have under your control in the Eastern Division, is it not?—A. Yes, sir, 

eastern lines. A little over 5,000, sir. a 


By Hon. Mr. Calder: 
Q. What is the total saving?—A. I have not that, sir. 


By Hon. Mr. Horsey: a 
Q. Have you figured out the total personnel that would have to Hc 
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‘By Hon. Mr. Hugessen: 

Q. I think it would be interesting to know what the regions AY mabye 
and “D” are—A. How do you mean, sir? 

Q. Geographically—A. Well, starting with “A,” which starts at the 

Atlantic, we go west, and “D” ends at the Pacific. 

_ Q. What are the geographical divisions more or less, generally speaking? 


By Hon. Mr. Calder: 


PQ. They run west from “A”?—A. They run west from “A.” A ig 
po miles; “ B,” 7,975; “C,” 14,875—that is on the prairies; and “ D,” is 6,139 


4 

a By Hon. Mr. Dandurand: 

 Q. What is the total?—A. 36,594. 

_ Q. So you leave aside the 5,000 miles to be abandoned?—A. Yes, sir. 


By Hon. Mr. Hugessen: 


Q. Where are these four regions, speaking territorially?—A. “A” would be 
the Maritimes and would extend westward to Quebec; “B” would take in 


of Quebec and Ontario; “C ” is pretty much all in the Prairies, and “ D ” 
eyond the Prairies. 


ji By Right Hon. Mr. Meighen: 
—.Q. If the abandonments were not effected, or wholly effected, would that 


ot think so, sir, if the abandonment is not carried out. If the abandon- 
nt is spread pretty much across the country the distribution would not be 
waterial at all. It would probably mean the rearranging of mileage. 


abandonment of 5,000 miles or the abandonment of even 2,000 would 
- any difference in your division. 


Joun E. Armsrronc reappeared as a witness and took the stand. 


By Mr. Biggar: 
Q. Mr. Armstrong, you do not need any introduction to this committee.— 
Thank you, sir. 
€. I understand, Mr. Armstrong, that you are prepared principally, if not 
<clusively, to deal with the estimate that is before us particularly with regard 
yMaintenance of way and structures. Is that correct?—A. That is correct, 
r. Biggar. 
(). The verbal details are given at the middle of page 422, and the table 
b contains the figures is at the top of page 423?—A. I would like to start 
ad of that, if I may, and show you where the figures are in the record. 
- Very well—aA. On page 416 of the record there is a summary of the 
amadian Pacific estimate of $75,373,000 for economies possible by unification 
e Canadian National system and the Canadian Pacific system under 
€ management. Item No. 2 on the right-hand side of this exhibit is 
eased Railway Operating Expenses, $64,268,000.” This item is shown 
what greater detail in the table on page 422, at the top of the page. 
table the first item is “Maintenance of Way and Structure,” which 
net saving of $14,888,622.” That is the portion of the $64,000,000 
which I propose to speak. In the table at the top of page 423 this 


a 
SP 


antially interfere with your scheme of supervisional organization?—A. I ~ 


Hon. Mr. Buacx: That is the exact question I was going to ask, whether — 


780 


particular item is developed in still greater detail. Please note that due 
printer’s error the total net saving is erroneously shown in the lower right-har 
corner of that table on page 423 as $14,888,662. That should be $14,888,622. 
— Q. It is $40 out?—A. Yes. i 
Q. The figure ought to correspond with that in the last column of th 
first item in the table at the top of page 422?—A. Yes. It is the same figure. ” 
shall give in still greater detail the derivation of the items in the last colum 
at the top of page 423. I think you gentlemen each have now some pape 
that I have just had distributed. But before proceeding with the consideratio 
of them, I may say that the text on page 422 refers to the table at the to 
of page 423. I think that has been pointed out before; I simply draw attentio 
to it again. That text really should be before the figures at the top of page 42 
Now, Sir Edward Beatty in making his submission in regard to tl 
$75,000,000, stated, as appears at about the middle of page 582 of the pro 
ceedings :— ZZ 
It is now six years since this estimate was prepared and submitte 
to the Royal Commission. Anticipating that it would be desirable to fi 
with your committee copies of my statement and of the study whie 
were submitted to the Royal Commission in 1932, they have again 
scrutinized carefully by our officers. They inform me that they hay 
found two clerical errors in the text which do not, however, affect th 
estimate itself. These corrections will be explained to your committe 
in due course. a 


These corrections are to be made in the text, at page 422 of the proceeding 
The last item in the first column of text on page 422, dealing with reduce 
in train mileage, states, in the last sentence, “This saving has not been in 
eluded.” The word “not” is incorrect and should be deleted; the statemer 
should be “This saving has been included.” The other correction is in th 
first item in the right-hand column of the text, which now reads:— 2 
While the unification will produce savings in the maintenance 0 

yards and of structures at terminals, through the consolidation of th 
various facilities, the savings therefrom have not been included. . 


That “not,” the third last word of that item, should be deleted, and in © 
to make that entire note read correctly it would be well to delete also 
first two words of the statement, “While the,” so that the statement will read 


“A 


¥ 


Unification will produce savings in the maintenance of yards am 
of structures at terminals, through the consolidation of the variou 
facilities. ‘The savings therefrom have been included. 4 


I think that covers the corrections that Sir Edward had in mind in his state 


ment at page 582. op 
Now, if I may, I should like to file as an exhibit the papers which hav 
just been distributed to you gentlemen and which are spiked together with 
metal spike. The top page, which is clipped on, is already in the evidenc 
Purely for the sake of convenience in handling, that first page was clippe 
on to the other sheets. It is a reproduction of the table at the top of page 42 
in the proceedings. I think it is identical, and it appears to be, except fo 
the printer’s error in the record. I think you will find it convenient to r fe 
to that from time to time as I speak, so it has been made separate from 
other sheets for handy reference. Dealing with the sheets that are spike 
together with the copper spike, the first sheet is numbered Exhibit “A” al 
is headed “ Mileages—December 31st, 1930.” A great many of the figure 
the following pages depend upon this mileage statement or are derived | 
connection with it or from it. It seems well, therefore, to confirm this 
age, as the first step in presenting this information. The first four 
Canadian Pacific Railway 15,106 miles, Canadian Pacific subsidiari S 
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les, Canadian National Railways 23,768 miles and Northern Alberta Railways 
iles are figures appearing in the Statistics of Steam Railways of Canada 
), as issued by the Dominion Bureau of Statistics, and they all appear on 
52 of that publication, item by item, on that page. The Canadian Pacific 
age, 15,106, appears as item No. 11. For the moment I will jump over 
Canadian Pacific subsidiaries, since there are several of them. The Cana- 
National item is item No. 50, and the Northern Alberta Railways item is 
No. 32, all on page 52 of the 1930 blue book that I have referred to. The 
2 miles of Canadian Pacific subsidiaries include seven subsidiaries. They 
the Dominion Atlantic Railway—and again the items that I am about to 
to are on page 52 of ths same blue book—the Dominion Atlantic Rail- 
, which is item 16; the Esquimalt and Nanaimo Railway, item 18; the 
ericton-Grand Lake Coal and Railway Company, item 20; the Kettle 
lley Railway, item 22; the Montreal and Atlantic Railway, item 26; the New 
unswick Coal and Railway, item 30, and the Quebec Central Railway, item 36. 


~ Document filed and marked Exhibit 58. 


By Hon. Mr. Calder: 


__ Q. These are all owned by the Canadian Pacific?—A. These are all sub- 
Idiaries of the Canadian Pacific. Some are leased and some are controlled 
xy stock ownership and otherwise. Summing the total Canadian Pacific mile- 
ige, that is the Canadian Pacific Railway and its subsidiaries, together with 
e Canadian National Railways and the Northern Alberta Railways, gives a 
al of 41,304 miles. In that total there is a duplication of 345 miles, where 
e or other of these railways operates over the tracks of some other one of 
ese railways. I can give it to you in greater detail, if you wish, but I do 
not know if you would be particularly interested in that. 

_ The Cuarrman (Hon. Mr. Beaubien): No. 


_ The Wirness: There are 161-5 miles of Canadian National Railway tracks 
ised by the C.P.R. There are 149-6 of C.P.R. tracks used by the C.N.R. There 
we 33-6 miles of C.N. track used by C.P.R. subsidiaries. 


By Hon. Mr. Calder: 


Q. That is all as of the year 1930?—A. That is all as of the year 1930. 

_ Those three items total 344-7 miles, and are carried forward into this table 
Mf which I am speaking as 345 miles. Deducting that from the total combined 
oad of 41,304 miles, gives 40,959 miles. This estimate of maintenance of way 
mses was based on the Canadian Pacific proposal to abandon 5,013 miles 
eam railway. So that deducting that 5,013 miles from the previous sub- 
of 40,959, leaves 35,946 miles net railway to be maintained. I think that 
all the explanation I need make on that particular sheet. If there are any 
estions I shall be glad at least to attempt to answer them. 


By Hon. Mr. McRae: 


_Q. I have a question, Mr. Chairman, with respect to the schedule on page 
lich might be applicable to this. I refer to what are called the Northern 
tta Railways and Toronto Terminals Railway. Those are operated on 
nt accounts at the present time, are they not?—A. Yes, sir. 

_Q. The Northern Alberta Railways are owned one-half by each railway ?— 
k. Yes, sir. The same too as to the Toronto Terminals Railway. 

| Q. Yes. Assuming you have joint ownership and economical operation, 
not quite fair to say you would save $76,393 by unification, because you 


p as far as maintenance goes, bearing in mind that these are all figures 
pared in 1932. These figures were based on 1930. 


lready unified all that?—A. I shall be glad to carry that through step | 


oe 
, te 


Be headed Exhibit H, page 423, Maintenance of Way and Structures, base 
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Q. You do not propose to abandon any of the joint Northern Albert: ; Ra 
ways now under joint ownership?—A. We will go very easy on that. S 


By Mr. Biggar: Pe 
Q. You are finished then with that first sheet of Exhibit No. 58?—A. 
if I may refer for a moment to the separate sheet that was laid aside, n 
part of Exhibit No. 58. 
Q. The table at the top of page 423?—A. Yes, sir. That is the 


year 1930. This is the general summary sheet showing in the lower right- 

corner $14,888,662. In the first column of that table, headed Canadian Pace 

System, there is included for each of those primary maintenance items, as note 

in the item column— ; a 
By Hon: Mr. Calder: , 

Q. Are the yards included?—A. Yes, sir. : 

Q. Under which of those items?—A. They come under superintendence 
practically under each of the items. a 

Q. And terminals, outside of this particular terminal, are included there as 
well?—A. Outside of the Toronto Terminals Railway? a 

Q. Yes.—A. Yes, sir. . a 

Q. And they are spread through each of the items?—A. Yes, sir. The 
of money shown in the first column headed Canadian Pacific Railway repre 
the Canadian Pacific Railway and its subsidiaries. An examination of T% 
7, which appears on pages 74 to 81, inclusive, of the 1930 Blue Book, to wh 
T have already referred, will disclose the derivation of the figures in that colur 
Similarly, an examination of the same table will disclose the derivation o 
Canadian National figures shown in column 2. Column 3 cannot be qui 
readily derived; in fact I do not think it can be derived from the Blue Bo 
The Northern Alberta Railways are in the Blue Book item by item, but th 
Toronto Terminals Railway is not separately included in the Blue Book, so 
cannot give you direct reference to those paragraphs, but the Toronto Termin 
Railway costs are thoroughly well known to the Canadian Pacific and the © 
dian National and can be checked by either company at any time. 

Q. You are required to furnish the statistical department with those fig 
—A. Yes, sir. The fourth column on that page is the sum of the three prec 
columns. It is headed, Total Combined Railways Operated Separately, a 
simply the addition of the items in the first three columns. The fifth col 
which is headed Estimated Total Combined Railways Operated as a i 
shows the figures under the various items, which I shall develop in my furt 
discussion. The sixth column is the difference between column 4 and columi 
the cost of separate operation and the cost of unified operation. Does 
make clear the derivation of that statement? 


By Mr. Biggar: e 
Q. Quite. Go ahead——A. Now, my first problem is to display to yor 
derivation of the first item on that separate sheet. That is the net sa 
of $2,492,979 under superintendence, maintenance of way. ‘ 

Q. And in the last column?—A. The item in the last column, yes 
Superintendence includes allocations, either in whole or in part, from e 
the headquarters referred to by Mr. Humphrey, the witness who just prec 
me. On this page which is headed—I am speaking of the second page s 
together with a brass spike—Exhibit H, page 2 (a) superintendence, m: 
ance of way, based on year 1930. The first two columns display what, i 
were the number of office units of the various categories in existence 
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ynadian Pacific and the maintenance of way cost attributed to them. The 
olumn shows the number of office units in the proposed combined systems 
ated as a unit, and the cost which I shall endeavour to develop for you, 
the Canadian Pacific figures. 
Starting first with the headquarters figures, at the present time the Cana- 
Pacific has one headquarters, and of the headquarters’ expense $148,824 
located to superintendence, maintenance of way as of 1930. You will note 
he remarks column of that exhibit a short statement of how the future 
combined expense for one headquarters is derived. It reads: Increased in pro- 
/portion 16,658 miles Canadian Pacific System to 35,946 miles of combined 
m, less 20 per cent. 

|. This is where the mileage comes in that I have endeavoured to explain to 
you on the preceding page. It starts in here and continues through the rest 
the statement. 


By Hon. Mr. McRae: 


_._Q. Why do you say less 20 per cent?—A. I am just coming to that in the 
t sentence. I think it is generally recognized that as any business increases 
her in expense or in volume of product the general headquarters expense 
does not increase proportionately. There may be some question in regard to 
opinion as to whether 20 per cent is a proper deduction from a proper mileage 
rate, but I think there can be no question there should be some deduction. 
ft may be taken at 10 per cent, 20 per cent, 30 per cent. We did select 20 per 
t as being in our judgment a proper deduction. 

_Q. And that is the deduction arrived at?—A. Yes. The $148,824 is pro- 
rtionately up directly in accordance with the increase of the mileage, and 
n that figure is reduced 20 per cent. That is the arithmetic derivation of 
$256,930 in the fourth column on that page. 


By Mr. Biggar: 

-- Q. Yes.—A. In the original figures of the cost item the Canadian Pacific 
1930 had two regional organizations, and the cost of those regional organiza- 
1s, $202,176, was allocated to superintendence, maintenance of way. I do 
know that I need keep repeating that “superintendence, maintenance of 
” All my discussion on this sheet does refer to superintendence, mainten- 
e of way, and nothing else. 

-Q. And structures, if you want to stick to the heading—A. Yes. Now, in 
outline which Mr. Humphrey gave he allowed for four regions. We have 
doubled the cost of the two C.P.R. regions in arriving at the four suggested 
ions. Whether rightly or wrongly, that is the way we did it. 


By the Chairman (Right Hon. Mr. Graham): 

Q. Do you think it is right?—A. I am perfectly satisfied it is the best kind 

estimate that I know how to make, sir. I do not vary from it at all. 

The third item is the districts. Again in 1930 the Canadian Pacific had 

at districts, and the allocated cost was $104,000. As Mr. Humphrey 
ined, it is proposed that this shall be thirteen districts. Under the remarks 

column is stated how that figure of $247,416 is made up. It reads: Increased 

proportion to number of office units plus 46-4 per cent account increase in 

ict mileage from average of 1,888 to average of 2,765 miles. That, you see, 


d up in direct proportion to the number of offices. Here it is carried up 

oportion to the number of offices and then increased beyond that to the 

tent of the increased mileage made tributary to that office. 
Say % 


ave varied from the regional method. The regional method was simply — 


opportunity there is to cut as the territory expands. The regional offices a 
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By Mr. Biggar: ‘te 
Q. Will you say why there is that eee in the Soe That 
matter of attempting to be exceedingly conservative. Mg 


By Hon. Mr. McRae: 


Q. You did not take 20 per cent credit?—A. We are getting closer to 7 
rails every step we get down here, and the closer we get to the rails the | 


with the general superintendents, and there is only one set of offices under them 
that is the divisional offices. So you are getting a good deal closer to the rails S 
than we are in the headquarters offices. 
Q. Yes?—A. Now, for the divisions, the future cost of $1,956,725 is deriva 
in identically the same way as for the districts. That j is, the Canadian Pacifie’s 
cost for the 27 organizations, which was $822,000 in 1930, is increased in pro- 
portion to the number of office units, and that total i is increased by 23-6 per cent 
increase in division mileage from average of 559 to average of 691. 
Q. That would cover that sheet?—-A. The only thing left is to carry it over 
to the loose sheet. Having derived those two columns of figures, the $1,371,601 
being the Canadian Pacific cost in 1930, that appears in column 1 on the loose eC 
sheet as the amount for superintendence. - 
Q. Under the combined statement?—A. No, sir, in the Canadian Paci: fie. 
column. The estimate of $2,865,423 appears in the fifth column of the loose 
sheet. Deducting then, $2,865,423 from the corresponding item in column > 
$5 358,402, there is derived a net saving for superintendence, in | column 6, which 
is $2, 492, 979. That is the way that figure was derived in 1932. : 


By Hon. Mr. McRae: ee 

Q. I should like to ask with regard to the maintenance. Where do you get 
your Canadian National figure of $3,940,000?—A. From the blue book. _ | 
Q. So, roughly, the Canadian National had 50 per cent more milage, a 

if their maintenance was on the same basis as yours, their cost should have b 
around $2,000,000 instead of $3,940,000. It must cost the Canadian Nation 
a lost more for maintenance than— . 


Right Hon. Mr. MeicHen: For superintendence. 


By Hon. Mr. Moraud: 
Q. It did in 1980?—A. It did in 19380. 


By Hon. Mr. McKae: 


@. Because there is S15 900,000 of the $2,400,000 saving, if you apply the e 


same cost per mile for superintendence on the National railway that. the | 
Canadian Pacifie accounts for. . 4 
Right Hon. Mr. Metauen: Perhaps they have much better superintendence. 


Hon. Mr. McRas: It is much more expensive superintendence. I think 4] 
committee would be interested in following that up and seeing how it is possib 
for the National Railways to spend $1,900,000 more on superintendence. 


Hon. Mr. Haic: That was true in 1930, but it is not true now. 
Hon. Mr. Moravp: It is not true now. 
Hon. Mr. Buacx: I do not think this witness can answer that. 


_- Hon. Mr. Cauprr: That is a matter of record. 
ss [Mr. J. E. Armstrong.] 
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By Hon. Mr. Cété: 
Q. In any event, you have taken the C.P.R. figures as a basis?—_A. Yes, sir. 


Q. As a basis of calculation?—A. Yes, sir. We have reason to know 
at we did operate a railway at that price. 


4 By Hon. Mr. Robinson: 


1 Q. You do not know why the C.N.R. figures are so much higher?—A. I 
' would not. undertake to say. 

i Hon. Mr. Hucrssen: I have in my hand the C.N.R. Annual Report for 
1937, and under maintenance of way and structures, and expenses for super- 
_intendence they still have a ficure of $2,800,000 odd. 


| Hon. Mr. McRar: Which would be practically what the whole combined 
system would cost. . 


By Hon. Mr. Calder: 

| _Q. Let me have one thing clear. These figures are taken from the blue 
_book?—A. Yes, sir. 

i 6Q. Are you required to prepare them for the statistical department on exactly 
| the same basis?—A. Yes, sir. 

_ Q. What does the term “superintendence” include?—A. The supervisory 
allotment of cost of maintenance of way. 

©. That is simply the men; it does not include material?—A. No, it does 
10t include material. ‘ 
~ Q. It does not include orginary labour?—A. No. 

I. Q. It is the office staff?—A. Yes, supervisory— 


By Hon. Mr. Robinson: 


_ Q. Do you happen to know whether the same methods of bookkeeping are 
sed on the two railways?—A. The methods of bookkeeping are laid down by 
» Board of Railway Commissioners—the method of accounting. I am not 
the Accounting Department, so I may not answer in full detail; but I do. 
ow generally that the accounting practice of Canadian railways is laid down 
accounting instructions issued under authority of the Board of Railway 
sommissioners. ‘ 
_ Q. I have heard it said that one railroad uses the methods of the American 
tems, and that the other does not.—A. I think our accounting systems were 
au one time markedly different. Since the Board of Railway Commissioners 
have issued instructions, I believe the railways have no option. 


By Hon. Mr. Calder: 


 Q. Is there any statutory requirement to give these returns?—A. I cannot 
answer that positively, senator. In effect, however, instructions from the Board — 
have all the effect of a statute as far as the railways are concerned. 
Q. The Board of Railway Commissioners requires them?—A. Yes, sir. ite 
@. And they are filed with the Board?—A. I think the instructions are 
ed by the Dominion Bureau of Statistics under the authority of the Board : 
Railway Commissioners, and we give that Bureau our returns. 
_ Q. They go direct to the Bureau?—A. That is my understanding. 
_Q. Prepared on the same basis. 


By Hon. Mr. Horsey: 


: Q. Does your figure include payments to retired officers?—A. I would be 
Suessing if I answered that. 


Right Hon. Mr, Mricuen: If it did in one, it would in both. 


i 
| 
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‘The Wrrness: It is not going to be as’ jones as ‘it looks ream goodness, 
. ? The next is the second page of the spiked together sheets, and is n im bet 


. Exhibit “H,” page 2, (b). 


‘a 


By Mr. Biggar: 
- Q. You mean it is the third sheet?—A. I beg pardon. It is the ir 
is headed: “Roadway maintenance, based on year 1930.” 


By Right Hon. Mr. Meighen: 
es Q. Before you start that, would you look at the totals, Mr. Armstron 
of 19,110,000 and 33,349 000? I have done a little dividing, to make the cos 
ak per fila of the Canadian Pacific $1,147, and of the Canadian National, a 3 
Would those figures be correct, do you think?—A. Approximately, for 4 
eg items. 

. Q. So the disparity between the operating costs per mile is much great 
higher up in the Canadian National than it is down below?—A. That may 
-may not be the interpretation of those figures. I have not analysed them 1 

that way. 
ba Q. The disparity is the difference between $1,147 and $1,430, which 1 is ¢ or 
i _ 33 per cent, whereas there is 100 per cent disparity in the superintends nce, 
Ms A. Iam sorry I cannot attempt to explain the differences. I accept the figu 
as official figures. 


‘ Pe Q. They might have a lot better men superintending than the Can adie 
Pacific; but they would not have better men looking after maintenance. 
~ Hon. Mr. McRage: They might get higher salaries. ‘Ss 


_, 


a -. Right Hon. Mr. MetcHen: That would be down below. 1 oe 
B<? Hon. Mr. McRae: But salaries would not account for it. " 
Right Hon. Mr. MeicHEN: Salaries plus numbers. 


Pas: By Hon. Mr. Cété: 
ere, Q. If the Canadian National officials were to give the evidence you 4 
__ giving now, and were to take instead of the C.P.R. basis of cost of these different | 
-~ units, the ONR. basis, the savings would not be realized?—A. They wo a re 
ome 2, Bit different result. 7 
44; Q. So it is all in the way you look at it. If you visualize it according 
their costs, there would be no saving; but if it is done according to your co 
there would be a saving—A. There might even be a loss if you ran Cana 
Pacific costs up to Canadian National costs. " 
_ Hon. Mr. McRae: They could not take the Canadian National Railway 
- of politics, anyway. | 


<3 a By Mr. Biggar: b. 
P ~ Q. Yes?—A. We next come to Exhibit “H,” page 2 (b), “Roadway mal 
ee | tenance based on year 1930.” May I take you down a little further 
Ea heets before I speak of that, to Exhibit “H,” page 2 (h)? The reason I s 
et that page first is that the track maintenance figure appearing on the loo 
ois _is made up of a summation of several different items appearing on pages 2 
o ~- {e), (d), (e), (f), and (g). They are summarized on (h), and the tote 
En ‘(h) are carried over to the loose sheet. So for a few moments I 
to able to refer further to the loose sheet. i 
Te a Mr, J. as Armstrong. ] 
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c ‘ By Hon. Mr. McRae: 

Q. Have you dealt with track maintenance on the loose sheet?—A. Not 
ret. No, sir. That is the item I am about to take up now in somewhat more 
letail than appears on the loose sheet. 

— Q. You will see that that is 2 (b)—A. I am speaking of 2 (b). I will Zo 
through this particular page in some detail if I may, as several of the other 
pages are developed in the same way. . 

_ On the left-hand half of this page 2 (b) there appear the figures for the 
Canadian Pacific. On the right-hand half are the figures for the combined 
systems operated as a unit. Please note that on the left-hand side of this 
sheet, under the column headed “Miles,” there are, first, three items:— 


Narasiine—sinslertrapks cl Joe Co love. BOT LY. 2,422. 
Mam ine -double pirack, YO op ee 449, 
Piee une. amin Heh Nees na BR eh OSES ho y8 2,204. 


That is for Eastern lines. Then there is the figure $1,493,504. 
' Lower down you will find: 
y MEAs en —sIN les GPACK ec. ids tne wae oe bnae. 2. SoS. 
a Praia OU I tACK, ofvii cl cw ce sce et as vse ote 968. 
4 eC AMALR Ce ee AR Ae re east ls Ww’ Wie sa'sjene'winis 6,710. 


That is under Western lines. Those six items of mileage total 15,106 miles, 
which is the mileage of the Canadian Pacific itself exclusive of its subsidiaries. 
Now we will deal with eastern lines first, that is the upper portion of the left- 
“hand half of this sheet, page 2 (b). It is generally recognized that taking a 
Single track main line as 100—call it 100 per cent, or 100 units; it is simply a 
figure for the purpose of rating the main line—a double track line will rate 180. 


By Mr. Biggar: 


Q. That is 80 per cent more than a single track?—A. Yes. When it comes 
to branch lines, there is no authoritative figure. No one can state that a branch 
line costs so much more than a main line. One has to use one’s best judgment, 
based on the figures that are available as distributed between main line and 
| branch line to develop the rating of a branch line with a main line. Our account- 
| ing practice does not set up an accounting practice for main line and for branch 
| line. So judgment has to be used in developing a weighting figure to apply to 
branch lines. Our eastern lines maintenance people, to the best of their judg- 
ment, felt that on the Canadian Pacific branch lines on our eastern lines they 


main lines. That figure cannot be substantiated anywhere; that must be 
a matter of judgment. And perhaps the best people to make the judgment 
_ are the people who are doing the work. 


By the Chairman (Right Hon. Mr. Graham): 


ing, a relay rail is used on branch lines. Generally speaking, the ballast is not 

eep on branch lines, and a number 2 instead of number 1 class tie is used. 

Branch line is down in almost every respect as compared with main line. But 

a figure of 52 as compared with 100 is intended to take all that into account. 

_ Hon. Mr. Caper: In the old days it used to be 20 per cent. 

Hon. Mr. McRar: They have raised the efficiency considerably. 

Hon. Mr. Hate: You are speaking of Saskatchewan, Senator Calder. 

© The Witness: The next step is to multiply the 2,422 miles of eastern lines, 
iain line, single track, by the weighting figure of 100 to get the total units 
is it is expressed in the third column of figures there, 242,200. The double 
ack mileage of 449 miles is multiplied by 180 to get the figure of 80,820 units. 


_ Q. Does that mean the same weight of rail?—A. No sir. Generally speak- 


were maintaining the branch lines at about 52 per cent of the cost of maintaining — 
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Similarly, the 2.204 miles of branch line are multiplied by 52 to get the 114,6 ) 
units. These figures are neither miles nor anything else; they are simply units 
of calculation. Adding these together you get the total ‘units for eastern lines. 
437.628. Now, knowing the expense on roadway maintenance in 1930—and 
please do not mix roadway maintenance with maintenance in general; roadway 
maintenance is only a portion of the whole maintenance—knowing the expense 
on roadway maintenance on eastern lines, which was $1,493,504 in 1930, and 
dividing that by 437,628 units, we get a cost per unit of $3-413, as shown in 
the next line down. Now, without going through the details of the weste 
lines, which are developed in identically the same way, I think I need only 
say that our western lhnes maintenance officers, to the best of their judgment, 
felt that western line branches were being maintained at a cost of sixty-five per 
cent of the cost of maintaining western main lines. You see, the western lines 
weighting figure is 65, as against 52 for eastern lines. 


By Right Hon. Mr. Meighen: 


Q. Because, I presume, the traffic on the western branch lines bears ¢ 
higher proportion to the traffic on the main lines than it does in the east?— 
A. Yes, sir. The figures are developed in the same way, to get for western Tine 
a total of 845,690 units. Knowing the western lines roadway maintenance 
expenses in 1930 to be $2,039,168, and dividing that expense by the total numbe: 
of units, we get a cost per unit of $2-411. In order to develop the blue book 
figure to the eastern and western lines roadway maintenance dollar figures that 
I have mentioned, there has been added the subsidiaries dollar figure for 1930 
giving the C.P.R. system, including subsidiaries, a total of $4,017,802 for road 
Way maintenance. Now we go to the right-hand of that same sheet. Agaim 
we have the six mileage figures—three mileage figures for eastern lines and thre 
for western lines. Those six mileage items total 35,946 miles, which is tht 
mileage total developed on the first page of Exhibit 58. 


By Hon. Mr. Hugessen: 
Q. That is after abandoning the 5,000 miles?—A. Yes, after eliminating 
the 345 miles of duplicate lines, due to running rights, that is the net figure 
Now, under the proposed set-up there would be, in eastern lines, 4,068 miles 6 
single track main line, 1.551 miles of double track main lines and 10,164 mileé 
of branch lines. Multiplying those by the units of 100, 180 and 52 respon v 
for the unified system, we get a total of units for eastern lines of 1,214,508 
Multiplying that total of units by the cost per unit developed on the eft hane , 
side of the sheet, $3-413, we get a figure of $4,145,116. That is the derivation) 
of that figure. For western lines, again bearing in mind that the branch hm 
weighting figure for western lines is 65 as compared with 52 for eastern limes 
and treating the western lines figures in the same way as I have just spoker 
of for eastern lines, we get a total roadway maintenance expense, for westerl 
limes. of $3.845.171, or a total cost on the unified system, for roadway ma 
tenance, of $7,990,287. The reason why there is no addition of a subsidia ie 
item in the right-hand column is that the subsidiaries mileage is incorpora 
right into that unified system. You will note that the 35,946 miles, discusset 
under the unified system, is the total mileage, including subsidiaries. Have 2 
made the derivation of that clear? 
Right Hon. Mr. MeicHEeN: Yes. 


By Hon. Mr. Calder: 

Q. You do not take into consideration in your figures the question 
deferred mileage. In taking your 1930 figure as the basis, you take the actu 
figures for that year, regardless of any consideration?—A. Yes, sir. . 
[Mr. J. E. Armstrong.] 


If they happen to 
e up a great deal of slack— —A. There would be very little reason for 
anything like deferred maintenance in 1930. 

Q. The deferred maintenance comes afterwards?—A. Yes. From the left- 
hand column on page 2 (b), the figure of $4,017,802 is carried forward as the 
first item in the left-hand column of Exhibit H, page 2 (h). 


By Right Hon. Mr. Meighen: 


Q. You are skipping some pages?—A. Yes, sir. As I explained, that page 
2 (h)— | 


By Mr. Biggar: 
_  Q. I think we follow it. You are coming to a figure that is back earlier, 
but you have got to come to it through 2 (h)?—A. Yes. 2 (h) alone is carried 
forward to the loose sheet to which we have been referring. These are items 
building up the figures to be carried forward to the loose sheet. The figure of 
_ $7,990,287, as the cost of the unified system, is carried forward into the right- 
hand column on page 2 (h). 
_ Q. That is clear—A. Page 2 (c), which is the next page, is derived in 
exactly the same manner as the page I have just described, exactly in the same 
manner as page 2 (6), with respect to bridges, trestles and culverts, based on the 
year 1930. 
- Q. That is carried to page 2 (h), the second line?—A. Yes. 


By Hon. Mr. Horsey: 
| _ Q. Is that based on the blue book reports?—A. Yes. 


By Hon. Mr. Robinson: 
Q. I cannot understand this. On both these pages the mileage is increased 
from about 16,000 to about 35,000?—A. Yes sir. 
_ Q. But the expense is not increased in anything like the same proportion. 
The mileage is more than double, but the expense is not nearly doubled. 


Right Hon. Mr. MrtcHen: Yes, because the branch lines are increased 
there very much, and the cost per mile is so much less for branch lines than 
or main lines. 


be Very strange. 


2 (c) any further. It is worked out in identically the same way. 
_ Now, on page H 2 (d), which deals with ties, the development is identical 
jown to the first two-thirds of that sheet, down to the figures $5,215,035 and 
$11,326,878, in the left and right hand sides of the sheet 1espectively. 


By Mr. Biggar: 


- Q. Right——A. Those two figures, $5,215,035 and $11,326,878, have not been 
arried forward as such on page H 2 (h). I will explain that separately in just 
amoment. On page H 2 (c), which is the next page— 


+ By Hon. Mr. McRae: 
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Hon. Mr. Haic: That comes about through the branch lines item, I think. | 


_ Hon. Mr. Rosinson: That must be it. But on first glance it seemed to. 


The Wrrness: I think there is, perhaps, no necessity of explaining page 
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Q. Just a minute. Before we get away from (d), I notice on page 2 of a9 
t H your ties are $2,715,035, and for the combined system, $8,826,878. : 
ng those totals, the Canadian. National would not be very far out of line — 


: so more Saas if we take them separately. 


had set up a reserve fund for use, amongst other things, in the payment of 


moneys which we could draw upon as required. 
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oo ce yet. I have not seek how they are made ‘up I atetl ae 


ae On page 2 (e) of Exhibit H there are two separate items of maintenat 
_. The upper three-quarter of the sheet deals with rails, and the lower quai 
' with other track material. The heading is, Rails and Other Track Material, 
and they are handled separately on that sheet. The figures for rails are devel- 
_ oped in the same way as heretofore and in the same way as on ties down to the 
figure on the left-hand side of $1,895,414, and on the right-hand side of $3,- in, 
795,436. If you will permit me I would prefer to speak of the next item for a 
moment leading to the figures that are carried forward to H 2 (h). The figures 
for other track material are developed in exactly the same way as I have 
described for the preceding sheets. Those figures are carried forward directly 
to page H 2 (h), that for the Canadian Pacific under item (e) is $1,203 860, | 
and for the combined systems $2,514,371. 
Then on the next sheet, page H 2 (f), which deals with ballast, based on 

the year 1930. The ballast costs are developed in identically the same way 
leading to the figures for the Canadian Pacific of $618,380 and for the combi 
systems $1,270 675. Those figures are carried forward directly to page H. 2 (h). i 
On page H 2 (g), which bears the heading, Track Laying and Surfacing, 
based on the year 1930, the figures for track laying and surfacing are developed — 
again in identically the same way, leading to the figures for the C.P.R. of 
$8,146,059, and for the combined systems $17, 597,564. Those figures are ca | 
directly forward to page H 2 (h). | 


By the Chairman (Right Hon. Mr. Graham): med 

Q. Rock ballast?—-A. There is getting to be more and more rock ballast te 
now, Mr. Chairman. 
Q. I suppose the expense might be somewhat higher with rock ballast tha n 
with gravel?—A. In the first instance the rock expenditure is greater than for 
gravel, but a substantial portion of that is chargeable to capital. After the | 
rock ballast is in its cost of maintenance is the same and you get a better track. — 
The first cost of gravel is less and you get no better track. You can take your 
choice between the two. E. 


By Right Hon. Mr. Meighen: 


Q. It must be understood, Mr. Armstrong, that your totals on page 2 (h) o 
all track maintenance expenses under unification you arrive at by the = 
cation of the unit costs as experienced by the C.P.R.—A. Yes, sir. 

Now, may I take you backward for just a moment to page H 2 (e), and 
Peamsy 1 speak of the rail portion of that statement? I have nothing further to 
say about the other track materials. I wish to speak now solely about the 
rails and explain what that deduction is there of $1,225,000. Section 128 of the 
Railway Act of 1919 reads:— 


The directors may, before recommending any dividend, set aside 
out of the profits of the company such sums as they think proper as @ 
reserve fund, to meet contingencies, or for equalizing dividends, or for 
repairing, maintaining, renewing or extending the railway or any ‘portion 
thereof, and shall submit their action in regard to such reserve fund to 
the shareholders at a general meeting for their approval. 


inact the authority of that section the Canadian Pacific in years prior to 193¢ 
cost of rails. In the more prosperous years in the ’20s we set aside cer 


[Mr. J. E. Armstrong.] 


t be for anything?—A. As a matter of fact it was a special rail account 
p in anticipation. 
Of further rail purchases?—A. Yes, sir. 
. ii By Hon. Mr. Calder: 
Q. Renewals?—A. Yes, sir. 


Ne 


, 
a 


By Hon. Mr. McRae: 
in 


[| draw on that reserve fund for $1,225,000. Now, in that year we spent for 
Is $1,895,414, as you will note about the middle left-hand side of page H 


a By Right Hon. Mr. Meighen: ' 

iQ. For rails?—A. For rails. We did not take that all out of earnings in 
0, we drew on our reserve fund for $1,225,000, and in accordance with the 
Tfements we reported to the statistical bureau that we had spent out of 
ngs that year $670,414 for rails. The reason that figure is put in there 
s not because it has any effect whatever on the savings, since the deduction 
€ same amount from the Canadian Pacific share of the future cost leaves 
net savings identical. 

—Q. Sure.—A. Nevertheless that was put in there so that the figure carried 
ward on to H 2 (h) of $670,414 will lead to the total of $19,110,762, which 
he figure reported in the Blue Book. 

— Q. I see. 

3 By Mr. Biggar: 

 Q. It coincides with the Blue Book figures?—A. Yes. 

_ Q. Without affecting the amount of the savings?—A. Yes. The deduction 
1s from both sides, and has no effect on the savings. 


| 2 (d), that is just a little bit more complicated to explain. 
he) By Hon. Mr. Haig: 3 
-Q. You took off both sides—A. We took off both sides. It has no effect on 


le savings, and if you are satisfied I will stop there. If you require further 
niormation I shall be glad to give it to you. 


) By Mr. Biggar: | 

£Q. The purpose is to reconcile the figures with the Blue Book figures?—A. 
tes, sir. 

By Hon. Mr. Haig: ‘ 

EO). It does not change the savings?—A. No. The difference remains a 
constant figure; it comes off both sides. 


er them in the second line under the side heading of track maintenance. 
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derstand that, but why should it be applicable to the cost of rails? 


| Aaa Why would it be applicable to this statement of costs?——A. I will ex- 
lain that. 


-Q. Why not take your actual expenditure for the year?—A. In 1930 we 


/ Q. That is very clear—A. Now, in ties, which is the big one from page — 


Now, having developed the figures on page H 2 (h), we carry them forward sina 
loose page, which is a copy of the statement at the top of page 423, and 
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By Mr. Biggar: 

- Q. The one that corresponds with the table at page 423?—A. The $19, 110, ai 
appears in the Canadian Pacific column. The $43,814,951 appears in the 
fifth column. The difference between the fifth and fourth column is the feu re 
in the sixth column, which is $9,443,565 of net savings. 
By Right Hon. Mr. Meighen: q 

Q. The $53,000,000 odd in the fourth column under track maintenance is 
from the Blue Book?—A. That is a summation of the three previous columns. 
| Q. Which are from the Bice Book?—A. Except the Toronto fon 
Railway. 

_ Hon. Mr. McRaz: Mr. Chairman, might I make an observation there? 
The track maintenance of the Canadian Pacific is $19,110,762, that of the 
Canadian National $33,349,905. This again shows quite a wide discrepancy on 
a mileage basis. _ 
Right Hon. Mr. MricHmn: Seventy-three. 


By Hon. Mr. McRae: 
Q. Seventy-four I have it, while the mileage of the Canadian National v1 
is 43 per cent—a trifle less. It looks to me that of the net saving of $9,443 1565, 
somewhere between $5,000,000 and $6,000,000 is going to come out of savings in 
the improved national system. Is that correct? —A. I have developed the figures S 
in a very cold and abstract manner, I have added, subtracted and multiplied, 
let the figures come as they may. 
Q. And I am trying to put a cold deduction on it—A. That is your 
. privilege, sir. : Z 
By Hon. Mr. Calder: i 
Q. It is in fact shown that the saving on track maintenance, $9,000, 000 
on the combined systems, is greater than the saving on the abandonment of 
5,000 miles of railway?—A. That, of course, includes the saving in track main- 
tenance on the 5,000 miles. 
Q. If the 5,000 miles were not abandoned— 
Right Hon. Mr. Mreicuen: That would be reduced. 


By Hon. Mr. Calder: 4 

Q. By, say, $2,000,000?—A. By some figure. It would not be as large 

that if the 5 000 miles were retained in service. 

Q. Here is the point. The people of Canada have understood that the 

abandonment of that 5,000 miles was the whole cheese, and you show 4 

estimated savings on track maintenance alone of $9,000, 000. That will occasion 
somebody surprise. . 


By Right Hon. Mr. Meighen: j 

Q. If the mileage contemplated to be abandoned were reached, even, th 
proportion would not be subtracted from your savings for the reason th 
that would necessarily be maintained on a low branch-line basis?—A. 
entire cost would not be saved. 

Q. It would be on a branch-line basis. 

Hon. Mr. Hata: About $2,000,000. 

Hon. Mr. Carper: No, it would not be that. 

Hon. Mr. Moravp: All these figures are based on 1930, and the fig 
to-day are somewhat different from those of 1930. es 

[Mr. J. H. Armstrong. ] 


ic ia Ska my ; 


ae: as ape 


PoE ea oes ar PY ye Lee ny Si 
Ly ae RE olen mon: cm, AS tak apt, = 


ee. Parr Ay CONDITIONS 
e: Y 4 : y t = 
a Right Hon. Mr. 
the great spread. 

_ The Wrrness: May we proceed to Exhibit “H”, page 2 (i)? 


q By Mr. Biggar: 


k Q. Yes—A. On page 2 (i) of Exhibit “H”, again two items are covered. 
The first item igs “Station and office buildings, based on year 1930.” In this 
‘statement that weighting of track mileage does not appear. This js made on a 
different basis. In this case the Canadian Pacific cost of maintaining station 
and office buildings in 1930 was $1,374,022. The Canadian Pacific mileage was 
16,658. The cost of these buildings per mile of railway was $82,484. That has 
been broken down to a straight mileage pro-rata of the cost of maintenance, 
— Q. Of station and office buildings?—A. Of station and office buildings. 
In order to develop the figures for the combined systems this unit price is 
‘multiplied by the future mileage of 35,954, giving a future cost of $2,964,970, 
and again this figure is carried directly forward into the loose page. 

_ . Q. Yes?—A. Being the third item, “Station and office buildings.” 
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Meicuen: The percentage would not be comparable to 


By Hon. Mr. McRae: 


Q. On that figure you just took the average?—A. Yes, sir. 

_  Q. Did you take into consideration the abandonment of important build- 
igs and stations which duplicate each other. throughout the country? In 
Toronto, for instance, there are the two corners of King and Yonge streets.— 
A. The uptown office buildings of the CPs) and) the.Gup R, building at King 
and Yonge, are not included in that maintenance. Perhaps I should make that 
lear. The station and office buildings referred to include those buildings used 
or railway. purposes only—I do not know that “only” is the right word—for 
ailway purposes. The King and Yonge street building is really a real estate 
venture rather than a railway venture. 


Q. You have not a schedule of the real estate ventures?—A. No, sir. 


T 


By Hon. Mr. Dandurand: 
- Q. This covers the way stations?—A. Yes, sir. 
+ Q. Then you eliminate the way stations along 5,000 miles?—A. That is 
taken account of in using the 35,946 miles of future line. 
y Q. Do you know what the abandonment of those stations would represent 


in your calculation?—A, Yes, sir. This whole estimate is based on the abandon- 
Ment of the 5,000 miles, . 


a By Mr. Biggar: 


 Q. The question is, can you tell us what part of the savings are represented 
by the abandonment of that 5,000 miles, because I think we were told by Mr. 
Leslie that some other witness was later going to deal with all those points ?— 
A. Another witness will give the whole statement. 


Hon. Mr. Hare: It would be about $421,000 if you had to keep all the 
other stations. 


£ 
a 


By Hon. Mr. Horsey: 


_ Q. You are taking the same rate for the full mileage?—A. Strangely enough, 
that particular year, 1930, the Canadian Pacific and Canadian National costs 
mile of railway for the maintenance of station and office buildings included 


7 Q. When you united them?—-A. We got a reduction in mileage that takes 
of that. 


a 


bt 


nae you can follow it best if you mark the items developed in one way. Th 


- ‘im the same way. 
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: Q. That is the mileage abandoned. You do not figure any savings b: 
joint use of these stations?—A. That has not been figured in that way. — 
Mr. Biccar: I think that comes into another calculation. ce 


a 


By Mr. Biggar: . . 

us -Q. Right—A. The other item on page “H” 2 (i) is that for shops and engin 
houses, based on year 1930, and that is developed in identically the same way 
the figures for stations and office buildings, and the figures as there developed are 
carried over into the loose page again under “Shops and engine houses.” a 


- Right Hon. Mr. Metcuen: That is all right. . 
The Wirness: The next page is “H” 2 (j), which deals with “Removing 
_ snow, ice and sand, based on year 1930.” q 


By Right Hon. Mr. Meighen: : 

Q. Could you tell me why it would cost any more to remove snow from tl 
sides of a double track than from the sides of a single track? You show 80 pe 
cent more.—A. Yes, sir. You have a greater width to clear, and you have t 
run over the track twice. You do not move quite twice the amount of snoy 
That total is based on the identical basis. 4 
Q. Is not the snow largely taken care of by your fences?—A. Where the 
fences are effective, the cost of snow removal is nil. fa 
Q. That is not part of the cost of snow removal at all?—A. No; that - 

not snow removal, it is snow prevention. a 


By Hon. Mr. Calder: | 

Q. If snow falls on both tracks it must be removed.—A. On the just and 

the unjust alike. a 

By Mr. Biggar: 4 

Q. This sheet is developed in the same way as the others you have referred 

to?—A. Yes, sir. | 

Q. And the figures are carried into the loose sheet?—A. Without alteratio 

Now, that jumps over the line on the loose sheet which is noted as “T 

eraph and telephone lines.” That particular item will be dealt with when 

telegraph and telephone lines are dealt with. That is not taken in my discussi@l 
of railway maintenance. . 


& 


By Right Hon. Mr. Meighen: — 

Q. That is to say, there are savings there, as you claim, but they a 
included in your statement?—A. I do not claim any saving in this statemen 
regard to that. That will be handled by another witness. 4 
We have covered superintendence, track maintenance, station and oiite 
buildings, and shop and engine houses. I have not dealt with telegraph at 
telephone lines. We have also covered the removal of snow, ice and same 
That! carries us over to page “H” 2 (k). ia 
This sheet again is developed not only in a different way from some ( 

the others, but in different ways within itself. May I suggest that pe 


developed in three different ways on this sheet. In the net savings colu 
last column, near the top there is a group of five items. Those are all d 


Tete Lor. J. E. Armstrong.] 
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> By Mr. Biggar: 

_ Q. Let us call them all “A.”—A. To the end of “Water stations.” 

_ Q. That is six—A. It is six, but there is no saving in number one,. It is 
that group of five items. Lower down in the sheet, jumping over the $68,700, 
here is a group of two items., Those are developed in the same way. 


By Right Hon. Mr. Meighen: 
@. Roadway machines and tools?—A. Yes, sir. 
i 
q By Mr. Biggar: 
_Q. Those are in class “A,” too-—A. Yes, sir. 
_ Hon. Mr. Cauprr:' No, they are “B.” 


The Wirness: No, they are developed in the same way as those above. 


_ In the next group of three items, the first and the third are developed in 
the same way. | 


q By Mr. Biggar: 
_ Q. They are “A.”—A: The middle item is developed in another way. 
Hon. Mr. Caper: We will call that one “‘B.” 


_ The Witness: We will call that one “B,” and the $68,700 is developed in 
another way. 


By Mr. Biggar: 

Q. That will~be “C.”—A. “C” if you choose. 
Now, the items you have marked “A” are all developed in direct propor- 
on to the increase in mileage, using the Canadian Pacific base figure. That 

bake the money figure in the first column, which is headed Canadian Pacifie 
stem, and multiply it by 215-8 per cent, which is the increase in mileage 
the unified system over the Canadian Pacific system in 1980. 
: By Right Hon. Mr. Meighen: 4 
) Q. That is applying C.P.R. costs in each case?—A. Yes, sir. 
= Now, the $68,700 figure, which, I believe, is marked “C,” is made by a 
Pecial study of just what signal and interlocking plants would be eliminated 
y the abandonment of the 0,000 miles. That is not a developed figure in the 
ense that the others are. It is an actual study of what the saving of main- 
enance would be after elimination. 
_ Q. And without the elimination “C” would go out altogether?—A. In so 


S it was not degraded in cost it might go in some items in whole; in others 
r in part. 


By Hon. Mr. McRae: 


erlocking, the fact that they are owned by one company would not, permit 

le elimination of the interlocking plant. 

Q. Take west of Portage la Prairie. Surely, if you had one system you 
avoid that crossing—A. Yes, sir. 

. That would be elimination?—A. Yes, sir. I was thinking of crossings 

the country, at high speed points. 

44 , 4 
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By Mr. Biggar: { nie ee ‘ 

Q. But you have not taken this into account?—A. I think perhaps 
made a misstatement. They tell me the Railway Act‘does not require — 
locking where two lines of the same company cross. 4 
hs Q. At all events, you have made no allowance in those savings. for 
removal of interlocking devices, except where abandoned lines cross?—A. " 
is correct. 
Q. So it would involve another step to find out how many other interlockin 
installations might be taken out?—A. Yes. q 
Q. The next item is insurance, net saving $12,629?—A. Yes sir. Th 
Canadian Pacific at that time was charging its insurance generally, to gener 
expenses. That $4,361 is not the cost of Canadian Pacific insurance | 
maintenance of way and structures as of 1930, but it was the only part of 
cost that was charged to insurance. We were handling it in a different w. 
our practice has since altered. We took the Canadian National cost of insura: 
and took 13:7 per cent off that. The 13-7 is the percentage of Cana 

National lines as of 1930 that would be abandoned if the 5,000 miles 
abandoned. We assumed that no insurance would be required on abandone 
lines, and therefore prorated that insurance and called that an insurance savimy 
We did the same with the Northern Alberta Railways, of which 5-7 of the tote 

mileage was to be abandoned. We took 5-7 per cent off that portion 

item of $4,946 which is the Northern Alberta, that is excluding the Tor 
Terminals Railway, which is combined in that column, and took that as a sa 
The difference between actual cost and estimated cost under unification wa 
regarded as a saving of $12,629. 4 


By Hon. Mr. Haig: j 
Q. If there was no abandonment there would be no saving?—A, T. 
would be no saving, except as developed in other ways. 


By Hon. Mr. Gordon: 3 

Q. What does the insurance cover?—A. The railways carry fire insur: 
and other types of insurance, very much as individuals do. a 
Q. Just on stations and buildings?—A. Stations and contents of station 
and anything of that kind. ig 


By Hon. Mr. Robinson: 4 

Q. But the railways do their own insuring, do they not?—A. Partly, and 

is partly distributed, so as to scatter the risk. we 

Q. They establish a fund?—A. Yes sir. As a matter of fact we hav 

insurance department, whose duty it is in part to carry our own insur 

and in part to distribute the risk with imsurance companies, as I understan 

Q. I thought the Canadian National did all their own insurane 

A. I cannot speak as to that. es 

By Hon. Mr. Gordon: 

Q. Is the rolling stock insured as against fire?—A. I cannot explain 

I am afraid we would have to have our insurance commissioner here to tell 

about that, Senator. 

Q. The premium appears to be very small. 

Hon. Mr. McRae: But they have taken only a percentage. 

~The Wreness: This is only the proportion of the maintenance cos 

charged to this general item. Now again that item of saving is carried 6 

forward into the loose sheet, and I think that is the last item on tha 


[Mr. J. E. Armstrong. ] ; 
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ummation of the sixth column of the last sheet gives $14,888,622. I believe 
e explained the details how it is developed; but if I have not, I shall be 
1 to answer questions as to further details. 


i By Mr. Biggar: 


Q. There is only one question, and that is on the point that Senator Calder 
ised, about deferred maintenance. I understand, for instance, that. when you 
ive to replace the rails on a given piece of line that that is part of deferred 

k maintenance, is it not?—A. I think there is, perhaps, some mixture of 
ght and understanding as to what deferred maintenance is. 
Q. I thought perhaps vou had better explain it—A. When new rail is laid 
track we know we have new rail up to the time the first train runs over it. 
1ediately thereafter we have not new rail any more. Now, we use that rail, 
for 60 days or 90 days, and that rail is in no sense new rail, for accounting 
oses; but certainly the replacement of that rail in 60 or 90 days by new 
is not deferred maintenance. Until that rail has lived its proper life no 
rred maintenance actually accrues, although the rail is not as valuable for 
-keeping purposes as when it was new. It is like any other item; it begins 
eteriorate immediately upon use, but that can hardly be defined as deferred 
intenance. 
 Q. But I think Senator Calder’s point was with regard not only to rail but 
‘sleepers, and that sort of thing, equipment which has to be renewed only 
ery So many years. Was 1930, taking the system at large, a fair year to take? 

there more of that special kind of work done, or less of it done, in 1930 
an in other years of equal traffic?—A. In my opinion 1930 was a fair average 
year to take. We had just come through the more or less hilarious 20’s. We 

re beginning to feel the pinch a little bit. In fact, some of us thought 1930 
is pretty hard times. Of course, we have changed our minds since, and we 
uld like to get back to the standard of 1930 in our living and income, 
md so forth. But 1930 was not a time when the railways were accumulating 
leferred maintenance in the sense that that term is ordinarily used. 

Q. You mean there were not outstanding renewals of those things that have 

0 be renewed only every so many years?—A. No, 
' Q. So that, taking the whole 30,000 or 40,000 miles, there wag an average 
ount of that renewal done over the whole system in 1980?—A. Yes sir. The 
tack, in my opinion, was in normal condition in 1930. ; 


a 


By Hon. Mr. Robinson: 


~ Q. May I follow that up a little? As I understand it, in the good years 
@ railways were a little generous in their track restoration and everything’ 
» Spent more than usual on fixing up their tracks, so that when 1930 came 
amount required to be expended might be pretty light?—A. I think there 
nothing in that, sir. The analysis of the maintenance figures through that 
iod does not indicate any serious change in 1930, in the cost per mile of 
Intenance. 
-Q. You think you did not benefit from the other years?—A. Maybe I 
ut it best in this way, that during 1920, as we all know, the railways were 
ng good substantial sums of money. They were building it back into the 
by way of creosoted ties, heavier rail, rock ballast, heavier bridges, and 
Now, almost every capital expenditure, in so far as it is a replace- 
of some facility already in existence, involves a maintenance expenditure . 
extent of the value of the article replaced. That is stated very crudely ;~ 
might not be correct right down to the final details, as an accountant would 
ss it, but that is an engineer’s expression of it. 


PPR ty et A eat as. eo Was 


By Mr. Biggar: ie Ae by 
Q. That is a practical way of putting it?—A. Ves sir. The railways 
- from experience that we have good and bad times. The railways do build 
their railways more in good times than in bad times. They do live on their 
as times go down. Now, in so far as we drew on our reserve cash acco 
in connection with ties and rail, as I have already explained in going thro 
these figures, we did live on fat that we had laid aside in the form of cas. 
previous years. In developing the savings in cash, that drawing on the re 
cash account has been eliminated by developing the cost without regard to th. 
I know you will find that we have used the cost without taking account of 
those drawings on reserve cash. a 


By Hon. Mr. Robinson: 


Q. I naturally thought that in good times you would spend more money on. 
track than in bad times. “A. Yes sir, we do; the railways all do. 


By Mr. Biggar: 

Q. So far as concerns the track that was in good condition, you started a 
finished the year 1930 with about the same amount?—A. Yes sir. I think the 
are two other items in regard to this that the Committee has intimated from : 
to time by their questions that they are interesed in. 


By Hon. Mr. McRae: 


Q. Before you get away from these schedules, reverting to the question 
asked with respect to the Northern Alberta and Toronto Terminals Railw 
which are jointly owned and operated by the Canadian Pacific and the Cana 
National, I must say that I do not see in your schedules that there is disel 
any saving unless on page 2 (k) of Exhibit H, which is the last page. The 
observe costs totalling $64,351. And in that 1 note snow and sand fences 

right of way fences account for $6,615, water stations $15,985, and crossings 
signs $4,238, signals and interlockers $2 585, roadway machines $4,540, small 
and supplies $9,728, and so on. There is $8.010 for joint maintenance 
tracks and vards. What if any savings are included that come from the Nort 
Alberta and Toronto Terminals Railw ays?—A. For that there would have 
be a further analysis of these figures all the way through. ) 

Q. You would think there would be some saving?—A. Let me put it 
way: we did not regard the Northern Alberta Railways as a separate prop 
in any way, in trying to derive the earnings. We threw the mileage toget 
We studied the whole system on the basis of the Canadian Pacific unit co 
being so much. The difference between their reported cost and the cost der 
in this way is a saving. .We did not try to segregate the Northern Alb 
Railways or the Toronto Terminals Railways or any other railway. 

Q. You have in effect got unification there now; they are not compe 
roads. Consequently, you are giving the minimum service, I presume, and the 
would not be any change under unification?—A. There would be this chan 
perhaps, General, that the Northern Alberta Railways are organized and operat 
as a separate property. They are not a part of either the Canadian Pacifi 
the Canadian National, although they are jointly owned; they are operate 
an entirely separate organization. 

Q. There would be some saving in superintendence?—A. One we 
expect so. I do not know just how it would come. In so far as disbandi 
separate railway organizations and pooling them into the Canadian R 
it Company, if I may so call it, that would show savings. There whe be 8 

- from the Northern Alberta roads. 
_ [Mr. J. E. Armstrong.] 
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- By Hon. Mr. Robinson: © . 

Q. Do those C.P.R. expenses include the Soo Line?—A. No, sir. 

Q. That is not taken in as part of your system?—A. Not in figuring this. 
Canadian Pacific proper, including the seven subsidiaries I have named. 


By Mr. Biggar: 


_  Q. Were you proposing to leave maintenance of way and structures?— 
A. No, sir. I was going to speak generally. I think your questions, Mr. Biggar, 
and perhaps some of the questions by the committee which I have heard, have 
ed me to believe the committee would like to know whether there would be 
any reduction or increase, viewing 1930 from the standpoint of 1937 because of 
permanent changes in the interval. In regard to that question I would say 
hat in my opinion there have been no permanent changes in conditions which 
vould warrant any change in the 1930 maintenance of way and structures 
figure for any other year of like traffic volume. Some permanent economies 
have been instituted in the past six years, but these would appear to be 
fiset, perhaps more than offset, by increased cost of maintenance of way and 
tructures, due to increasing train speeds. 
_ The other question that has been suggested is what variation there would 
‘be in this saving, due to a change in level of traffic, citing, I believe, 1930 as a 
lifferent traffic year. In 1930 the C.P.R. cost of maintenance of way and struc- 
jures was $1,672 per mile of line. Our mileage was 16,416, and we handled 
,662 train miles per mile of line. In 1937 the C.P.R. cost of maintenance of 
yay and structures was $1,244 per mile of line, our mileage was 17,223, and 
e handled 2,188 train miles per mile of line. The reduction in maintenance 
f way and structures cost was approximately 25 per cent, and the reduction 
n train miles per mile of line was approximately 18 per cent. In my opinion 
Maintenance of way and structures costs tend to vary with, but not directly 
vith, the volume of traffic, rising somewhat more than the volume of traffic in 
good years and falling somewhat more than the volume of traffic falls in poor 
ears. This is a natural result of anticipating maintenance requirements in 
good years and in-using up this anticipated maintenance in poor years. Does 
nat satisfactorily answer the general question in regard to maintenance? 
_ Q. Yes. Now, speaking generally with regard to this maintenance of way 
cost, have you looked at the figure in regard to the savings on maintenance of 
vay and structures in Exhibit No. 42 at page 487? The figure in the first column 
f that table at the top of the page is $2,970,000, and it is on the basis of 931. 
that if the average increase is added to it, it would probably be about $3,- 
0,000.—A. I have not studied that table at all, Mr. Biggar. 
~ Q. So you could not give any comparison?—A. I am not prepared to give 
, comparison of any kind. 
_ Q.I am not in a position, as it were, to cross-examine you on anything 
you have said, but it may be necessary for you to come back some time. 
What you say now about the propriety of the basis that you have just des- 
Tibed is that 1932 is based on 1930—A. I think my answer to that question 
vas given just a moment ago, Mr. Biggar, in the question before the last that 
I answered without being asked. 
- Q. That is dealing with the change between 1930 and 1937?—A. Yes. 
_ Q. What I was really directing your attention to was this. You developed 
the basis upon which this was done in 1932?—A. Yes, sir. 
 Q. Can you suggest the possibility of any fairer basis than was then 
opted?—A. No, sir. If I was making that estimate for to-day I do not know 
ot any better way to make it. 
_ Q. That is all I have to ask you. 
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By Hon. Mr. Hugessen: 


Q. I have one question to ask, Mr. Chairman. As I understand your 
answer but two, Mr. Armstrong, you are of the opinion that in 1937, se 
you would still be able to realize out of maintenance of way and structut 
under unification a saving of approximately $14,800,000?—A. No, I think n 
On the basis of our actual cost in 1930 as against ‘1937 we were spending» 
per cent less. I do not know what the National was spending, I have made : 
study of that at all, I was not concerned with that. In so far as their figur 
were also reduced, it ‘might be that the total saving would vary. It is not a dire 
percentage proposition. 


By Hon. Mr. Calder: 


Q. Since 1930, Mr. Armstrong, both railway companies have been econo= 
mizing on their own.—A. Undoubtedly. ; 
Q. And then in addition to that you have the result of co- operation? 5 
A. Yes, sir. i 
Q. So there would be taken from this $14,000,000 the savings that have 
been made by the railway companies themselves in the meantime?—A. Not 
entirely so, because there are economies that can be made by the railways 
themselves that have no effect on the economies resulting from unification, 
These figures are intended to set up the economies. | 
Q. Resulting from unification?—A. Resulting from unification. | 
Q. I see—A. Not those that can be handled by either railway separately, | 


By Hon. Mr. McRae: 


Q. Mr. Armstrong, would this be a fair question in view of the 
economies? Is the standard of our railways and our rails as high now in 193% 
as it was in 1930?—A. I should say on the average practically so. I believe 
for the Canadian Pacific our chief lack is for paint on some of our wooden 
structures. 

Q. We may judge too much by paint.?—A. That is something that stands 
out very openly. Perhaps, Senator, you ride over the railways a good deal. 
Do you find in riding over the Canadian Pacific tracks that they are maintaine d 
the same as they had been before? 

Q. I find both are not. I find the engines are not looked after as carefull ad 
I do not think there is as high a standard as that which existed in 1930.—A. I 
wonder if you are comparing the same season of the year? I believe in every 

year our track is better in the fall than in the spring. 
‘ Q. I appreciate that. But I think the economies which both rile 
have made have resulted in lowering the standard somewhat, probably in not 
replacing rails and ties and that sort of thing as generously as they did im 
~1930.—A. The only reply I can make—perhaps it is not the proper thing to 
discuss before this committee, but I would argue that very seriously with you 
privately. 

Q. I think it will apply to both roads. 


By Right Hon. Mr. Meighen: q 


Q. Mr. Armstrong, turning to the first page, which you call the loose page 
Senator Moraud has called attention to a very substantial reduction in super= 
intendence costs and in track maintenance costs, and no doubt he could direct 
it to reduction in other costs, on the Canadian National since 1930. Could 
you make any statement as to whether reductions, due to the harder times no 
doubt, of a corresponding character made by the CPR. have been at all pro- 
portionate to the reductions mentioned by Senator Moraud as applicable to the 
C.N.R.?—A. I don’t think I quite grasp the purport of your question, Senateg 
- [Mr. J. E. Armstrong.] 
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‘calls attention to a reduction in Canadian National system main- 
from $3,940,000 to about $2,800,000 in 1936, I think it was. 
Hon. Mr. McRaz: 1937. 
By Right Hon. Mr. Meighen: 
~Q. 1936 or 1937. Now then, would there be any corresponding reduction 
maintenance on the Canadian Pacifie?—A. Our figure on maintenance of 
including all the items referred to here, are down about 25 per cent in 
[937 as compared with 19380. 
_ Q. That, Mr. Armstrong, would be down about 25 per cent. 


¥ By Hon. Mr. Hugessen: 
_.Q. I have comparable figures for the Canadian National, Senator Meighen. 
ecording to this table the Canadian National expenses in 1930 for main- 
ance of way and structures were $47,900,000 approximately. In their annual 
ort for 1937 their figure for 1936 was $37,800,000, and for 1937 $35,200,000. 
they have had a very much larger reduction both in gross and proportion- 
y than the Canadian National. 
_ Hon. Mr. McRaz: In dollars, but not in percentage. 
i Hon. Mr. Hucsssen: It is 47 to 35. 

_ The Wirness: About 25 per cent. 
_ Hon. Mr. Hvucessen: Roadway maintenance is down about $500,000. 
_ Right Hon. Mr. Meicuen: That is track maintenance? 
a Hon. Mr. Hucrssen: I suppose so. 
_ Right Hon. Mr. Meicuen: It is far more than that. 
Hon. Mr. Huczussen: For 1936. I do not know what it is for 1930. 


be 7 Right Hon. Mr. MricHEn: Yes. Anyway the C.N.R. is down slightly more 
than the C.P.R. proportionately. 


a The Wirness: We are both fighting to save all we can. 
q Right Hon. Mr. Mricuen: They have a little more leeway. 


The Cuarrman (Hon. Mr. Beaubien): The next witness is going to be 
gthy, judging from what I hear on both sides of me. Perhaps we had better 
jjourn until eight o’clock. : 


a Hon. Mr. Rosinson: Do you think you had better make it eight o'clock? 


~ Hon. Mr. Danpuranp: I have explained that the work of Parliament must 
yon, and I suggest that we make a special effort to advance our work. 


Hon. Mr. Rosinson: I do not think the senators would mind coming 
ack, but how about the people who are doing all the work—the witnesses ; 
nd the reporters? 


_ Hon. Mr. Danpuranp: The witnesses are working only an hour or two 


each. 
Hon. Mr. Rogsinson: They do not want to come back. 
~ Hon. Mr. Danpuranp: But we must think of the work of Parliament. We 


4 


e a few hours this evening, and we will have a fairly full day to-morrow. 


The committee adjourned until 8 p.m. 
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Mr. Biacar: Mr. W. A. Newnan is the next witness. 


Mr. W. A. NEwMAN was called as a witness, and took the stand. 


By Mr. Biggar: 


Q. Mr. Newman, you are the Chief Mechanical Engineer of the Canon } 

Pacific, are you not?—A. Yes, ‘sir. : 

Q. And you have been so for some ten years?—A. That is correct. 

Q. And you are-proposing to deal with the next of these tabular state 

in Exhibit 49 “H”, which follows on the summary statement at page 42 
— the Proceedings?—A. Page 423. 

Q. I know, but the particular item is the second in the tabular statem 
on page 4229—A. Correct. 1a 
@. And the amount in question is $14,360,414?—A. Yes, sir. 

@. And that is broken down into eight items at the lower part of D 
423?—A. Yes, sir. 
Q. Now, will you tell us what “equipment” means?—A. “Equipm 
in this account means, in a general statement first, all rolling stock; tha 
everything on wheels. More specifically it means steam locomotives, fret 
train cars, passenger train cars, working equipment required to service ‘the 
or equipment, machinery required to repair such equipment, and the sur 
intendence involved in supervising the repairs to the foregoing. 
Q. I see.—A. Plus an item “Other” which is a miscellaneous accounby) 
which I can refer to more in detail when we come to it. 
Q. Taking that tabular statement, then, also part of page 423, the 
two items, I presume, are, first of all in the last case, the figures taken f from 
the routine returns made to the Bureau of Statisties?—A. Correct, sir. 
Q. And the same is true with regard to the third column so far as it 
concerns the Northern Alberta?—A. Correct. a 
Q@. And there has been added to that an amount which relates t 
Toronto terminals, and it has been put into that column?—A. Yes, sir. 
@. And the fourth column is the total of the first three?—A. Right. 
@. And then you come to the estimate of the total for the railways 
unit and the net saving?—A. Yes, sir. 
Q. Now, the first item there is “Superintendence.” Do you want to d 
with that in order?—A. Well, Mr. Biggar, there has been prepared and preser 
to the members of the committee a mimeographed statement which I a 
to discuss in detail. 
Q. Yes?—A. The first sheet— G 
Q. I have not got a copy of it. 


Hon. Mr. Cauper: You are not on the committee. 
Mr. Bicear: Quite true. 
Some Hon. Senators: Oh, oh. 


By Mr. Biggar: ; 

Q. I see that this is prepared in the same way as the one Mr. Arm 
discussed.—A. Yes. j 
Q. There being one loose sheet which rgaespond wed the tabular 


Bicien in which the items appear has been changed, ie reason Bee to 

them in their relative order of importance, dealing first with the major 
and proceeding down the line as the savings become progressively less. 
[Mr. W. A. Newman.] 
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2. Then you have a series of pages fastened together with a fastener, which 
be Exhibit No. 59—A. That is correct, sir. 
Q. Then, you want to begin with the first page of Exhibit 59, which deals 
+h steam locomotives—repairs. That is the first item on page 433, and the 
t in your tabular reproduction of that statement.—A. Before referring to 
details of this first page of the exhibit, I should like to say that the savings 
inder this heading can be divided under two broad reasons or captions. First 
re are the savings due to the reduction in locomotive miles and train car 
es, thereby reducing the use of the less efficient equipment, and consequently 
e need for maintaining same. The second caption or reason is the maintaining 
of all equipment at the Canadian Pacific Railway level of unit cost for the 
r 1930, and in some instances slightly below that level. That will clear the 
ir for my references to all these pages as I come to them. 
Q. What you say applies to several of these headings?—A. In general. 
here will be some modifications which I will explain when I come to them. 
- On the first sheet, at the left-hand side, you will see the total expenses 
or the Canadian Pacific Railway, and below that the total expenses for the 
laintenance of equipment of its subsidiaries. The addition of these two sums 
ives the total expense for the Canadian Pacific Railway System for repairing 
am locomotives for the year 1930. 


By the Chairman (Right Hon. Mr. Graham): 


Q. Do you recommend the purchase of locomotives, or just attend to 
epairs?—A. This is dealing only with maintenance, not with purchases or 
ital figures at all. It is simply repairs. 


By the Chairman (Hon. Mr. Beaubien): 

Q. The total expenditure you mention is $9,858,000?—A. Yes. $9,858,559, 
r the year 1930. 

Q. Yes?—A. Now, below this figure is a caption “Locomotive miles 1930,” 
nd on the left-hand side are the headings Canadian Pacific Railway Subsidi- 
ries, Canadian National Railways, and Northern Alberta Railways; and opposite 
se headings, in columns under the column headings “Passenger,” “Freight,” 
Yard,” are given the mileages that were performed by the respective railways 
wr the year 1930. The extreme right-hand column gives the total locomotive 
eage that was performed by these different roads, the number being, for the 
nadian Pacific, 55,821,040 miles, for the subsidiaries of the Canadian 
fic Railway, 3,656,664 miles; for the Canadian National Railways the 
| is 75,654,303 miles, and the Northern Alberta Railwavs a total of 
854 miles. 


By Hon. Mr. Calder: 


_ Q. These are actual figures, not an estimate?—A. These are not an estimate; 
ese are taken from the blue book that has been referred to before. 
By Mr. Biggar: | 

_ Q. That is to say, these totals have not been taken from the blue book, 

suppose, but the other figures have? Or have the totals also? —A. The totals 

ot necessarily. I might explain that there is some slight adjustment in these 

res due to a proportion of light locomotive miles which do not correspond to 

n miles. But substantially these figures are taken first from our own records, 

ad, secondly, from the official records available for the other railways. That 

ves a total for all railways of passenger locomotive miles 49,444,589, freight 

motive miles 64,789,216, yard locomotive miles 21,442,056. The total for 

classes of service performed by locomotives is 135,675,861 miles. Under 

column headings of “Passenger,” “Freight,” “Yard,” and “Total,” and~ 
posite the left-hand heading of “Percentage Reduction,” there are percentages’ 
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heading and 12-2 per cent under the total. These reductions are the reducti 
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given, Ses 16-2 per cent fees the passenger thease Ae 9-2 
cent under the freight mileage heading, 12-2 per cent under the yard m 


in locomotive miles arrived at by the officers responsible for the compilation of 
the estimated saving of mileage under unification, which they have set forth ir 

_. the record at page 417, under the heading of Exhibit B, where the percent 

~ reduction, in the last line of Exhibit B, is given as 16-2 per cent for ste 
train miles, this in this case applying to the reduction in passenger locomotive & 

miles. a 


By Hon. Mr. Hugessen: 


Q. You have not taken into account Mr. McNeillie’s revised estimate, have 
you?—A. I am talking, as Mr. Leslie stated, to the original 1930 estimate made 
by the Canadian Pacific, as reviewed from the year 1932. Any adjustments that 
may be made, upwards or downwards, from this estimate, will be dealt with 
separately. Just to avoid any possible confusion we will talk to the original 
estimate and vary it afterwards as may be required. Similarly, for freight 
locomotive miles on page 418, on the last line, you will see opposite ‘“Percentag 
Reduction,” 9-2 per cent reduction in freight, mixed and other train miles. Th 
reduction in yard mileage is an adjusted reduction based upon the performance 
of yard power in relation to the amount of freight and passenger equipment 
it is called upon to handle. The reduction on the total figure is arrived at by 
summing up the revised totals and applying them to the original total. Tha 
is not a very clear explanation, and I will just pick that up. Under the head-_ 
ing of Passenger Locomotive Miles, where there is given 49,444,589 miles, the 
percentage of reduction applying to that is 16-2 per cent; and taking that. per- 
~ centage from the 49,444,589 miles we secure a revised total of 41,484,566 miles. | 
Similarly, under the column headed “Freight,” applying a reduction of 9-2 pel 
cent to the 64,789,216 miles, we secure a new revised total of 58,828,608 miles 
Similarly, for yard locomotive miles, applying the reduction of 12-2 per cen 
we secure a reduction from 21,442,056 miles to 18 826,125 miles. Now, addin 
up those three last figures that T have referred to, the 41 434,566, 58,828, 608 and. 
18,826,125, we secure a new revised total of 119,089 299 miles. And that con- dl 
stitutes a reduction from the total of the combination of all roads under separe— 
ate maintenance from 135,675,861 miles, or 12-2 per cent, in performed locas 
motive miles. | 

Q. If I understand you rightly, the last line in the first three colummell 
arrived at by getting your. percentage first, whereas the last line in the 1 
column is got first and then the percentage worked back from it?—A. It co 
to 12-2 per cent, when applied. That is what the reduction means. And t 
gives a total performed locomotive mileage of 119,089,299 miles, which it 
expected would be required for the unified roads, under. 1930 traffic condition 
To that mileage we applied in the upper right-hand side of this sheet the link 
ing figure that turns it into money. 4 


By Right Hon. Mr. Meighen: 


Q. The right-hand side of what sheet?—A. This same sheet that I am i 

. Ing to, page 5 (c). On the upper right-hand side we estimated for the com 
bined | systems operated as a unit, and we take the total locomotive miles, arrived _ 
at as I have described, and we apply the Canadian Pacific maintenance figure eG 
for the year 1930 of 16-75 cents per mile. 


a 


By Mr. Biggar: 


Q. Will you tell us how you get at that? I think I see, but you have ne 
referred to the left-hand column yet, with the 16-75 cents in it, have you! 
men Ves: a 


[Mr. W. A. Newman. ] 
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Hon. Mr. CALDER: The left-hand column, third line. 
Mr. Biccar: Yes, I know. 

_ The Wirnzss: TH the left-hand column I simply refer to the total expenses 
for E the Canadian Pacific Railway for maintenance of locomotives, as $9,858,559. 
The explanation of how that is secured is given in the second line of that state- 
ment, where it gives the locomotive miles for the Canadian Pacific as 55,821,040 
iles, and at our average cost of 16-75 cents we secure a total of $9, 350 038, to 
which is added our subsidiary ros, giving a total of $9,858,559. 


By Mr. Biggar: 


~_ Q. You mean you divide the $9,350,038 into 55,821,040?—A. I am afraid — 
bay paid not follow you. 
Hon. Mr. Ropinson: The other way about. : 


By Mr. Biggar: 
® Q. Yes, you divide 55,821,040 miles into $9,350,038?—A. Yes, that is 
erect, 
» .Q. And you applied that figure of 16-75 cents to these 119,089,299 miles? 
EA. Yes. 


— Q. And you have carried out the figure to the upper right-hand corner?— 
A. Yes. 


o By Hon. Mr. Calder: 

© Q. Is that -1675 cents?—A. No, it is 16-75 cents, that is 162 cents for 
every locomotive mile. That is our ‘costs of repair. 
a Hon. Mr. Danpuranp: That is a queer way of expressing it. 


By Hon. Mr. Calder: 


~ —Q. It is $-16752—A. It is 163 cents. 
| Q. That point in there is the disturbing factor—A. That is just because 
| you are probably more used to fractions than to decimals, sir. 


By Mr. Biggar: 


Q. How do you carry on then? You get a total estimated cost of $19,947,- 

| 458 for maintaining the locomotives?—A. That sets up a total cost figure for 
Maintaining locomotives under unification. Now to that we have applied a 
reduction of 5 per cent. We say that due to the better conditions that will 
obtain under unification, whereby we are able to operate the most efficient and 
the most modern power, to select the best shopping facilities on both railroads 
and to segregate our repairs by class in a way that will reduce our cost and 
ve us a more uniform level of output under more economical conditions, that 
should save 5 per cent. And we consider that 5 per cent is a very conser- 
tive figure; I can give you a very good argument for a much larger reduction, 
because I think that is a very good field for savings, for the possibilities are 
really very large. But be that as it may, we have allowed a 5 per cent reduction 
| . the more efficient methods of repairs, which amounts to $997,373, that being 
a straight 5 per cent of $19,947,458, which deduction gives us a total expense 
for locomotive maintenance, under the basis of unification, for the year 1930 
traffic level, of $18,950,085. Now, it is perhaps as well to explain at this point — 


locomotive. Actually we divide, for our own purposes, our costs into two- 
ings: first, the shopping costs, which are the costs of repairing locomotives 
mn hops ; ; and second, the running repair costs, which are repairs performed 
irom n day to day in roundhouses and secondary. shops where repairs are light, 


that that figure of 163 cents per ‘mile means the total expense of maintaining 


a do not vary much. The yard-stick has always been the cost per mile 


808 ng 2 SPECIAD commIntaR 0.1). 
to enable the locomotive to perform its daily task. The division is’ rou 
5 cents a mile for running repairs and 11% cents for shop repairs. Those fig 


locomotive repairs, because it is the most fixed basis of keeping a record 
your costs. They do not vary in the same way as other costs do. For examp C 
the total cost of repairing a locomotive may vary anywhere from $6,000 to 
$15,000, depending upon the extent to which you repair the individual locomotive, | 
So that individual costs to repair a locomotive do not mean much unless you 
know what you did to that particular engine. Therefore the yard-stick is. 
the locomotive mile, because it is in direct relation to the work the locomoti e 
performs. The wear and tear the locomotive is subject to is in direct proportion 
to the distance it goes. Also it ties in to operating expenses where the operating 
expenses per mile is the yard-stick on which they operate. The figure | 
maintaining locomotives is almost, I might say, an unvarying one. That i 
we say by good management, maintaining the index at what we know it shou 
be, the level for fifteen years from 1937 backward is 16 cents a mile. It w: 
16 cents in 1925 and 16 cents in 1937. The year 1937 happened to be # of 
cent up; it was slightly above the level. q 
Q. But the variation above and below that level is very slight?—A. Yes. 
For a number of years prior to 1930 it ran along to 16 cents, with very, very 
slight variations above and below. It is our job to maintain it at that level. 
If you like, the mechanical department can be considered as a contract shop, 
with no connection with the railway, except that we contract to repair equip-. 
ment at a certain cost level. That is our function. ‘ 


By Hon. Mr. Buchanan: 


‘Q. There is hardly any variation at all between a heavy and a com- | 
paratively light year?—A. No variation to any extent. 4 


By Hon. Mr. Calder: | 
Q. You have your figures on that covering a long period of years? | 
AL) es, Sir: | 
Q. And you think the same yard-stick can be applied to the other lines | 
under unification?—A. Yes, sir. The Canadian Pacific Railway mechaniea 
department is not an individual; it is a long train of individuals going back fo 
over forty years. It has been constructively built up upon the knowledge ani 
experience of succeeding officers. Our shops and our facilities are co-ordinated. | 
We have carried on over a long period to the extent that we know what equip- | 
ment operating under. conditions in Canada can be maintained at. a 
Q. You think there is no possibility of an error in those figures?—A. So 
as any possibility of error is concerned, our own figures are open to super- | 
vision and our own records speak for themselves, sir. Under unification we | 
consider we would have a much better opportunity of realizing such figu: 
and substantially decreasing them. There are possibilities in the maintena 
of locomotives that we cannot avail ourselves of as a separate road beca: 
of the amount of repairs that we perform are in direct relation to the mile 
that are. performed in service. We have to cut our cloth just to suit 
amount of mileage performed by the operating department. 
-Q. For steam locomotives your repair cost is $9,858,559 and the Cana 
National $16,766,541?—A. Yes, sir. 
_ Q. They have in the neighbourhood of 50 per cent more mileage, but 
cost is relatively above yours?—A. Yes, sir, considerably. i 
ane [Mr, W. A. Newman.] 
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- Colonel Biggar, before we leave this page 5 (c), referring to the decrease 
i cost on account of higher and more modern power, also to the use of 
ient shops, a deduction is made here of $997,000 odd. I can understand 
the shop might make that much less profit. But it is obvious that this 
rm power and the use of the best shops redounds to the increased profits 
a whole, and I should like to ascertain where credit is taken for this sum 
educted here in the other calculations making up the $75,000,000. It is obvious 
1at by the use of the best shops, higher power, which requires less repairs, then 
unification must make more money.—A. Iit is included right here, sir. 
 Q. But it is deducted—aA. No, that is a saving. 
mm &. Oh, yes. 


a Mr. Bicaar: It is allowed for in the saving. 


By Right Hon. Mr. Meighen: 


-_Q. I notice in the next schedule you do make a similar saving in freight 
‘ain car repairs, but when you come to passenger car repairs you do not.— 
. I should like to refer to that in order, if you will, Senator? 

Q. Yes. 


By Mr. Biggar: 

Q. Can we go on to the next sheet?—A. No. There are one or two 
e points that I have heard rumours of as I have been listening to this 
ence, and possibly they should be enlarged on. 

@). Very good. This is the time to do it—A. In the first place, it was 
lied by a senator that the Canadian National costs were considerably higher. 
do not think it is quite fair to pass that by without saying something, because 
ie Canadian National do not operate under the same conditions that we do. 
have had continuous operation of a co-ordinated system running back 
y years. They inherited the shops of four different railroads and started in 
paratively recently, and it is more or less natural that they should not 
ave attained the same efficiency. And it is that greater efficiency that the 
mmbined equipment under unification would receive. I think that statement is 
just and should be made. 


By Right Hon. Mr. Meighen: 


~ Q. You won’t be so efficient either after you absorb the other railway.— 
Possibly I leave myself open to that question. But the point is just this, 
that our equipment as a whole will be a better inventory of equipment 
er unification, because we will have the best of the two rather than simply 
t we have now, which contains a proportion, if you like, of less desirable 
ipment. 
Q. That applied to them before——A. It did; but under unification we will 
able to dispense with a considerable number of units. , 
Q. But they had unification also of three systems.—A. They did of three 
our systems, and they had to use the facilities of those systems as they found 
We ourselves created ours as one complete co-ordinated unit across the 
inent to suit our own conditions. 
_ Q. I know; and when you get them you will have to follow the same opera- 
on—A. We would use the best of both.. Mr. Pyne in his statement said, for 
le, that the Canadian National shop at Point St. Charles is a very fine one, 
ch it is. Neither railroad has the facilities to maintain all the equipment 
ander unification, and it is necessary to use the best of both. In doing so you 
e an opyiortunity of segregating the class of repairs that neither railroad has 


-cost;, it is the locomotive mile. It is the more modern power and the 1] 
power that is utilized to the greatest extent, and we find that with our 1 
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Q. I agree with you. But that is not the point I was raising. W 
mean is, you cannot say that the Canadian National suffer a disability b 
of a unification with two other railways, where you are going to get an advan 
by the same experience ——A. I am afraid I do not get you. A 

Q. You say the Canadian National suffered disability affecting the 
efficiency and their economical operations in respect of these shops by absor| 
two other systems into their own, the old Canadian Northern, then the Gran 
Trunk came in, and the Grand Trunk Pacific. You say it was difficult to at i 
the same efficiency because of the absorptive process.—A. I said they did n 
have the same opportunity to attain the same efficiency. a 

Q. How are you to attain that efficiency when you go through the san 
process?—-A. We have a basis on which to maintain our costs. ~ : 

Q. Don’t you think they had before they took over the Grand Tr 
They had a very efficient system—aA. They may have had, but they did 
have one quite as efficient as our own. yg 

@. At least, they did not keep it up. a 


By Hon, Mr. Black: 


Q. When they amalgamated those three roads one may have been efficien 
and the other less efficient and the third still less efficient both in rolling stoel 
and mechanical appliances for repairs, and that kind of thing. Is it not tm 
at the present time that the Canadian National after the amalgamation hag 
more efficient shop system now than any one of the three roads had at the tin 
of amalgamation? ‘Therefore these two roads are in better shape to-day 
come together than were the three roads that now form the present Cana 
National system?—A. That is true; but there is also another angle to it 
that I did not intend to refer to, but nevertheless it might clear the air. Tha 
the Canadian Pacific methods of repairing equipment have been somewhat uni 
on this continent in that we do not follow the general system or policies follo 
by the roads in the United States. The Grand Trunk in particular lea 
more towards United States policies than Canadian Pacific policies. As 
natural, there are more examples on this continent of one method of repai 
locomotives than there is of the Canadian Pacific. If you like, we have alw 
followed our own path, and have not followed the lead of the other roads. W 
are quite satisfied to continue on our path because our efficiency and our cost 
are lower than any road on this continent. ; 


By Mr. Biggar: 
Q. You do not mean that both efficiency and costs are lower?—A. 
efficiency is higher and our costs are lower. Thank you for the correction, 
Biggar. 
Q. Does that cover the first of your two points?—A. Yes. # 
Q. Then you wanted to make a second remark—A. There is the quest: 
that was raised—I do not know whether it was even raised, but at leas 
inferred from the remarks made that the larger locomotives were the more tl 
cost to repair, and that if we used a greater proportion of larger locomoti 
under unification would not our costs rise. Well, that point has considera 
truth in it because the larger a locomotive is it does cost us more to repair. J 
that is not the real yard-stick that we should apply in arriving at maintena: 


and our better power, which goes out and performs astonishing mileages to’ 
extent that they are shopped about every thirteen or fourteen months, that 
actual costs per mile are on the shop basis better than for the older equipme 
There is no need to fear that as the equipment rises in average size, as long € 
we can utilize it, that the cost cannot be maintained, because it can be. - 4 
[Mr. W, A. Newman.] 
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other point, Mr. Biggar, I feel I must refer to on locomotives was one 
e by Sir Edward Beatty in his remarks with regard to obsolescence of power. 
eve that a remark from me might be welcome in clarifying that question. 
say that a locomotive is only obsolete when it is no longer economical 
aintain or operate it, that age has very little to do with it. 

To illustrate, nearly every part of a locomotive is replaceable as it 
ms its function or service, and when it is shopped, if it requires renewal © 
/ renewed. That even applies to boilers. And to show how misleading 
age age figures can be, the average age of the Canadian Pacific locomo- 
ives is apparently quite high when you look at it as a cold figure. The ages 
ocomotives always have reference to the date of birth; when they were 
i One group of locomotives we have, consisting of over 400 locomotives, 
re what we call modernized. Starting in 1923 they received new frames, 
w cylinders, new valve actions, new super-heaters; many of them received 
w tenders through shifts down the line, and they are now receiving new 
ulers with the boiler pressure considerably increased. Those locomotives 
ould more properly bear the age of 7 or 8 or 9 years than the age carried in 
records of about 30 years, or, it would be fairer to say, 25 years. 

@). There are comparatively few parts more than 7 or 8 years old. 

The Cuarrman (Hon. Mr. Beaubien): They are re-born. 


The Wirness: You might call it a re-birth. But in our figures they still 
ry the date when they were built. So figures themselves are rather misleading 
when you refer to average age, and the locomotive is only obsolete when it is no 
Onger economical to maintain it. 

WwW 


By Hon. Mr. Coté: 


a Q. It is only as old at it feels—A. There is pretty good evidence here 
hat age does not mean obsolescence. 


q By Hon. Mr. McRae: 


Be Q. But surely there must be natural wear and obsolescence in this equip- 
ment, as there is in any other kind—A. There is, but as parts wear out they 
ire replaced. 

_ Q. If you are going to keep rebuilding them, I will agree that they are 
ding to run a long time; but they are pretty old just the same, and most equip- 
ent is improved as years go on—A. I do not quite agree with you. 


By Hon. Mr. Calder: 


_ Q: Is there always room for these old engines?—A. You have made a 
tement, Senator Calder, that is very pertinent. I can translate it into these 
ms. It may be rather startling. That is, that the more new and modern 
ower you have, he greater the need you have for older locomotives with them. 
the reason for that is that a locomotive of 1910 or 1911, say, cost a certain 
ount, say $20,000, which is reasonably accurate. To-day a locomotive of 
most modern type of the same tractive effort or ability to haul trains costs 
,000, or five times as much. Here is the point— 


By Hon. Mr. Horsey: 


_Q. Have parts gone up as much?—A. No. Actually the average cost of 
aterial is a little over twice as much; but it is the efficiency devices and 
jpurtenances that have raised the cost level. Here is the point. You buy 
xpenseve engine. It has in it a very high level of potential service and 
sonomy. You send it out to perform, and as long as you can keep it operating 
its maximum capacity and extent it is going to return substantial savings; 
the minute that stops you have an expensive horse in the stable. Therefore 
59134—5 
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your reserve power should be held in reserve, and out on the branch lines, ai 
should be as low in capital cost as possible. That explains why we do n 
- ike to let engines grow so old that we want to scrap them. We want to keep 
them going. And there is no very great loss in efficiency. One of the finest 
records we have under test was performed by a locomotive over 20 years of 


age, and which had been converted as I describe. 
By Hon. Mr. Calder: 
Q. You keep a record of those tests-—A. Yes, sir. 


By Mr. Biggar: 

Q. Will you look at page 572. On that page Mr. Beatty spoke about 50 
new locomotives, and it was suggested that that was really a slip by him, or 
in the notes, and that it should have been 15—A. That is correct. We built 
50 locomotives last year. S 


By Hon. Mr. McRae: 
Q. New locomotives?—A. New locomotives. Fifty, in the year 1937. 


By Hon. Mr. Calder: 
Q. Did you build them yourselves?—A. No, they were purchased. 
By Hon. Mr. McRae: : 
Q. What happened the old ones that were so good when traffic was gettir 
less?-A. That does not apply to all locomotives. In every large collection of 
units there are many that it is not desirable to retain. We have several 
earmarked as they become ready for substantial repairs; but we have 2 
substantial number and the Canadian National have a substantial number that 
can be maintained. 


By Mr. Biggar: 

Q. Does that complete that page?—A. Yes, sir. 

Q. Then, page 5 (d), freight train cars. 4 

Hon. Mr. Haic: We can see that, Mr. Chairman. . 

Right Hon. Mr. Mricuen: That is very clear. : 

Mr. Bicacar: Does the committee think it is unnecessary to go through that? 
The basis, I gather, is the same as the last. 

The Witness: Yes, sir. 


af 


By Mr. Biggar: 

Q. You have taken the cost per mile on the Canadian Pacific and applied 
it to the additional freight train mileage, arriving at that from the same sched 
as you did in the case of locomotive miles?—A. That is right, sir. 

Q. Now, before we leave this I might call attention to the fact that ° 
figure of $18,950,085 on page 5 (c) is carried into the last column but one of t 
loose sheet, on page 423 of the Proceedings; and the same is true of 1 
$22,975,859 on page 5 (d)?—A. That is correct. The total cost of $18,950 
for locomotives is carried over as an estimated cost for the unified system 
the year 1930, and is given in the second to last column on the loose s 
and that is subtracted from the amount in the preceding column, which § 
the cost of locomotive repairs for the combined roads, which gives a net s2 
of $7,765,015. ae 

(Mr. W. A. Newman.] ae 
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i By Hon. Mr. Hugessen: 


_ Q. You said the Canadian Pacific adopted its own system with respect to 
locomotive repairs and so on. Does that apply to your method of calculating 
costs?—A. No, sir. 

; Q. These figures are strictly comparable, are they ?—A. Yes, sir, they are 
strictly comparable. 

Q. By your own methods, you mean?—A. All that we do is to take the total 
expense and set up the total expense of the combined system, and deduct the 
expenses which were arrived at from our own basis. But there is no element in 
difference of figuring. 


By Right Hon. Mr. Meighen: 


4 Q. Does this special system that you have in the matter of locomotive 
‘Tepairs extend to car repairs also?—A. Not to the same extent. It cannot. The 
reason for that is that the bases for freight car repairs are pretty well set up by 
the American Association of Railways. The parts—the axles, the bearings, 
the wheels and couplers—are all standard on all roads throughout the continent, 
and our cars may be repaired on other lines, and theirs on ours, and counter 
charges made. The system of repairs is practically the same all over the 
continent. 

F Q. And the costs?—A. The costs are about on the same basis. We figure 
that we are a little bit lower in some cases; but in general there is not the same 
difference as there is in a group of locomotive repairs which is all within our 
own hands. 

_ Now, cleaning up page 5 (d) which refers to freight train car repairs— 

__ Mr. Bicear: I think the committee is satisfied. 

: Right Hon. Mr. Meicnen: Except that there is no 5 per cent. 

3 The Witness: In this account there is a 5 per cent decrease in unit cost on 
account of greater efficiency, and we arrive at a total expense for maintaining 
freight equipment under the unification basis, of $22,975,859. That is on page 
5 (d), and that is transferred to the loose sheet. 


wie 


By Hon. Mr. Calder: 

_ Q. You do not show your 5 per cent here—A. Yes, sir. If you look at 
page 5 (d)— 
: By Hon. Mr. Hugessen: 
- Q. You have not got the figure of 5 per cent there.—A. It is “ Decrease in 
unit costs account higher percentage of modern steel freight car equipment 
available and use of most efficient shops, $1,209,256.” That is 5 per cent. 

Q. Oh, that is the 5 per cent?—A. That is the 5 per cent. 


By Mr. Biggar: 


y Q. Then we come to page 5 (e). I observe that is calculated in exactly the 
ame way, and that there is no 5 per cent. 


By Hon. Mr. Haig: 


Q. Why do you not take the 5 per cent off here? That is all I want to 
cnow.—A. At the time this was reviewed it was considered that the possibilities 
re probably not as great to make savings on passenger cars, due to the 
siderable variation in the standard of cars—rear end cars as compared to 
mt end cars—and therefore no savings were estimated over and above the 
stual cost on the Canadian Pacific unit cost level for the year 1930. 
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Actually reviewing it on what has passed since the time this estimate was 
prepared in 1932, it is quite obvious to us that we did not take sufficient cog- 
nizance of the fact that there was a large field for savings, and that there is a 
very good possibility of making additional: savings in the repair of passenger 
train cars. { 


By the Chairman (Right Hon. Mr. Graham) : 

Q. There is a good deal of competition, of course, in regard to the standard 

of the looks of the car to begin with. I can see where this figure of what you 
will save on a car will change when some other pattern of car presents itself 
that you think you ought to have, and which may be much more expensive 
than what we old chaps call the “old reliables.”—A. Well, as Mr. Pyne 
mentioned in his evidence, we shop passenger cars on appearance and condi- 
tion—on appearance because, as you say, the appearance of the exterior or 
the interior may not be up to the competitive standards; and on condition, when 
mechanical condition requires shopping. Actually it works out pretty uniformly 
on the most used passenger equipment to certain periods. Roughly there is 
average of two years, although that may vary considerably. And translat 
into costs per mile there is that same uniform basis that I described for lo 
motives; there is not a very great variation, although the fluctuation is m 
than it is for locomotives. Some years you may have a higher percentage 
rear-end cars in, which will affect your unit costs. There is no expectation 
any great change above or below our unit level for maintenance of passen 
cars, except in so far as added equipment is concerned. By that I mean su 
things as air conditioning. That has added considerably to the cost of a ¢ 
and undoubtedly there will be a higher maintenance figure that we will have 
look for in future, which will apply to practically all roads. We do not expe 
though, that that variation will be very great; it should not be more than wit 
a range of 5 per cent over our present levels. 


By Hon. Mr. Calder: Aa 
Q. What percentage of cars goes to the scrap heap each year, I mean th 
are done?—-A. That depends entirely on the condition. I have not got it in 
percentage, sir. 
Q. Roughly?—A. I would say approximately fifty cars a year, out of our 
total inventory of 3,000 in round figures. That is passenger cars only that we 
are discussing, of course. 4 
Q. I am speaking of passenger cars.—A. Passenger cars, of course, ¢ 
be divided generally into two classes: steel equipment and wooden supers 
ture. The wooden cars are our reserve troops, and the steel cars are our shock 
troops. All of our more important services are taken care of by steel equipme 
Q. You are compelled to buy a certain number of cars each year, OF 
periodically, to replace ones that are not so serviceable?—A. That is correct. 
Q. And they pass down the line to the inferior services?—A. That is correct. 
Q. And at the end of the line there are so many that go to scrap?—A, 
general that is a fairly good explanation of the way that it occurs. Actua 
it is the extent that the equipment is used that determines it. If our older equ: 
ment is not used as intensively as our better equipment, its life may be prolo 
You will understand that. 


' By Mr. Biggar: ; 

_ Q. Now, Mr. Newman, we get on to page 5 (f) of the sheet.—A. 

suggested to me that possibly I was not specific enough in referring to reat 

and front-end cars. In case there is any doubt about it I may say that front 

cars are baggage cars, rail cars, express cars and coaches. Rear-end ¢ 

dining cars, parlour cars, sleeping cars and similar equipment. | i 
[Mr. W. A. Newman.] 
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By the Chairman (Right Hon. Mr. Graham): 

Q. Fancy equipment?—A. They are the de luxe equipment, if you like. 
ther point that General McRae spoke about, and I did not answer him 
y on, is that some of our passenger cars, instead of disappearing to the scrap 
heap, disappear as boarding cars and are used for work. 


By Hon. Mr. Buchanan: 


_ Q. Under unification would you not be using more steel cars than at 
present? Would that not make possible more savings in repairs?—A. That is 
true, that we expect we would have the advantage of using more rounded-out 
equipment, which would be steel equipment, on both roads, and that would 
assist to some extent. 

~~ Q. It would help to reduce your repair costs?—A. Yes, because the steel 
equipment is not subject to the deterioration that wood equipment is, and it 
maintains itself in better condition. 


By Mr. Biggar: 


_ Q. Then we go on to page 5 (f). That is a slightly different basis, is it 
“not?—A. Page 5 (f) is work equipment repairs. Work equipment includes, as 
said before, everything necessary to service the line or the rolling stock. 
for instance, it includes such trains as wrecking trains and auxiliaries, pile 
“drivers, steam shovels— 


By Hon. Mr. Calder: 


Q. Any flat cars?—A. No, except such flat cars as may be used as auxiliaries 
ehind a wrecking train. It includes ballast cars that are used in company 
perations, snowploughs, ballast spreaders, and all equipment of that nature that 
§ necessary to service a railway. 
_ Q. Not used for freight or passengers?—A. No, that is not used for revenue 
t all and only for service facilities. Boarding cars come under it. In general, 
b is non-revenue equipment that runs on wheels. That describes it in a general 
y. Work equipment is more directly related to miles of railway than to such 
mits as train miles or locomotive miles or car miles. That is, it is required to 
ve territory, in the maintenance of that territory in track, or to take care 
‘olling stock as may be required; and therefore in this saving it has been related 
ectly to the mileage that we would have under unified conditions, as of the 
r 19380. That is, the figures on the left-hand side of the statement, page 
), give the total cost of maintaining work equipment on the Canadian Pacific 
or the year 1930 for 15,106 miles of road at the cost of $55.41 per mile of road. 
at is the way it works out. Applying that cost of $55.41 to the mileage that 
vould be worked, under unification, of 35,946 miles, we get a total cost of 
intaining work equipment, under unification, of $1,991,768. And that is the 
te that has been transferred to the summary sheet for deduction from the 
abined cost of maintaining work equipment for the separate roads, and is 
ansferred in the last column into a saving. Now, there is no allowance for 
‘better efficiency in maintaining work equipment— 


By Right Hon. Mr. Meighen: 


_ Q. You should have better efficiency, because your density of mileage would 
e greater?—A. There will be a considerable improvement in the standard of 
k equipment by using the best equipment of the two roads. Auxiliary 
ipment and work equipment located in certain sections will serve a much 
re extended mileage, because there is duplication at the present time. And 
is quite a bit to be expected from savings on this account. But we have 
ken it into account in any way in our estimated savings. 


“ss 
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By Hon. Mr. Calder: q 
Q. With regard to that saving of $55.41, I assume bed that, is Dade on aa 
Lo ean Yes, sir. : 
Q. And have you taken into consideration a period of years, or Just the 
one year 1930?—A. These figures are based upon the Canadian Pacific unit cost if 
levels for the year 1930. q 
Q. But in one case you told me that you had the records for so many — 
years, with regard to locomotives, and that the variation from year to year 
was practically nil?—A. In this case we have the records as well’; we have them! | 
for all our repair costs. ‘ 
Q. Would your record from year to year vary very much from this $55. 41? | 
—A. There has been almost a continuous decline in the cost of maintaining | 
work equipment. The reason for that is that the standard of efficiency—or, let Gt 
me express it this way, that the standard of work equipment is better progres 
sively. There has been work equipment purchased of a much better class and | 
kind and construction, and that has had a very great effect in reducing our | 
costs. | 


By Right Hon. Mr. Meighen: i 

Q. Furthermore, with better equipment your accidents are fewer, and the 

use of your work equipment i is less? A. That is true. That is a corollary that 
follows. he 


By Mr. Biggar: | 

Q. Now we come to the next sheet, page 5 (b). That 5 (b) ought to be | 
5 (g), ought it not?—A. The next one that I have in order here is Exhibit ie 
page 5 (b). 

Oris 5D) right?—A. Yes, sir. This has been rearranged, as I pointed d 
out, because I gave them in more logical sequence, rather than following the: 

“in the way they appear in the record. 

Q. Perhaps you might explain about shop machinery, which is what thi 
page deals with—A. First let me explain that this account, Shop Machinery, 
the cost of maintaining the machinery that is used to repair equipment. T i 
expense in maintaining or repairing such machinery is in relation to the extent 
to which it is used, and the extent to which it is used is in turn in proportion | 
to the equipment that is shopped, which in turn is tied up to mileage, that 
the mileage performed by the various classes of equipment. Now, in explaini 
this, on the left-hand side under the column headed “Canadian Pacific Railwa 
is given the total expense for maintaining shop machinery for the year 1930; | 
$1,306,630. This has been split up, in the ratio of 44-4 per cent for machinery | 
used in maintaining locomotives and 55-6 per cent for machinery used in main | 
taining cars. And that proportion of 44:4 to 55-6 per cent results in 1 
division in dollars of $580,144 for locomotive machinery repairs and $726,4 
for repairs to car machinery. Now, it is also necessary to further subdiv 
the car machinery account so asi to get the correct proportion, of passengs 
train cars and freight train cars machinery, and that has been done on a 
mileage basis, as being a fairly accurate method of arriving at, the division, 
and results in a further division of the item of $726,486 into a freight. car shop | 
machinery repair account of $610,975, and passenger car shop machinery repair 
account of $115,511. In the second column headed Total Combined Syste 
Operated Separately, is the combined cost of maintaining the machinery on 1 
two railways. : 


By Right Hon. Mr. Meighen: 

Q. That is the fourth column—A. In the fourth column is ihe percen 

reduction on performed car miles. The first one is 12-2 per cent. U 

unification the locomotive mileage is reduced 12-2 per cent. 
(Mr, W. A. Newman.] 


q 


RAILWAY CONDITIONS , 815 


Q. And therefore the cost of maintaining the machinery?—A. And there- 
fore the machinery will not be used in the same proportion. 

_ Q. Why is it there is no reduction in the car mile basis?—A. There is, sir, 
the 3:3 per cent directly underneath the 12-2 per cent. That is applied to the 
freight car shop machinery and to the passenger car shop machinery. 


By Mr. Biggar: 


_ Q. You have the three separate percentages to apply?—A. And those are 
applied to the three separate classifications of machinery, and are definitely 
related to the mileage basis of locomotive, freight train and passenger train 
car miles. 

_ Q. They are the same percentages as are referred to before?—A. Yes, that 
is correct. In the last column these reductions are applied to the combined 
ost of the two systems, allowing the compilation of a total cost of main- 
ming shop machinery under unification as of the year 1930, and that, in 
in, is transferred to your summary sheet and gives the saving of $233,783 for 
shop machinery repairs. 


By Right Hon. Mr. Meighen: 


* QQ. Do both railways maintain and keep repairs of their own machinery 
to take care of equipment right through the piece?—A. You mean it is not sent 
out to any other shop to be done? 

| Q. Yes.—A. In general, yes. There may be some special odd pieces of 
| equipment sent out, but in general it is all done by the shops themselves. 


By Mr. Biggar: 

Q. May we go on to page 5 (a) superintendence maintenance?—A. Now, 
talking to the question of superintendence of maintenance and equipment, I 
fer to the remarks that Mr. Humphrey made, in which he set up the basis on 
hich the supervisory organization was arrived at for unification, as reviewed 
by the officers responsible for setting it up when the question of unification 
was reviewed. 

| Q. Exactly —A. The headquarters expense is taken on the left-hand side for 
| the Canadian Pacific and shows a total of $165,402 for the year 1930. That 
_ expense was increased in proportion to the mileage that we would work to under _ 
unification. That is in the ratio of 16,658 miles for the Canadian Pacific system — 

alone to 35,946 miles for the combined roads under unification. 

_ Right Hon. Mr. Mrtcuen: Why should it be increased? 

a 

Bh By Mr. Biggar: 

Q. He takes 20 per cent off—A. The last words of the explanation on the 
ght-hand side are “less 20 per cent.””, Twenty per cent is deducted from that 
| Combined expense for the more efficient operation of the roads under the possi- 
ities that will be encountered under unification. 

_ Q. For the same reasons Mr. Armstrong gave us this morning in reference 
| to maintenance of way?—A. Yes, sir. 


By Hon. Mr. Calder: 


__Q. And that is a rough estimate; it might be 10 per cent or 30 per cent.— 
Yes. In our opinion that was a reasonable basis on which to estimate the 
quarters expense under unification. 


By Mr. Biggar: 
—«Q. The next item?—A. Refers to the Angus shops of the Canadian Pacific. 


ur system of accounting the Angus shops are carried under a separate account. 
hat is, all other shops in the system come under the general expense of regions 
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or districts and divisions; but the Angus shops bene very ne are dealt wit 
as an entity, and consequently, as it appeared that way in our cae we have 
dealt with them in that vee in our summary. 4 


work to better advantage in what you ‘might call mass dr btert cits of repairel 
we considered some increase should be made in superintendence and we increased 
our account by 10 per cent. 
Q. Doing more work you increased your charge for superintendence by 
10 per cent. ne That is correct. 
Q. Now, the third item,—A. It deals with regions and, as Mr. Humphee y 
explained, it was considered that the two regions which now exist in the Cana- 
dian Pacific, lines east and lines west, would under unified management become 
four regions. Therefore we have simply doubled the Canadian Pacific expense. 
Q. Per region.—A. And it becomes simply $261,184. $130,592 appears for 
the Canadian Pacific Railway expenses alone for the year 19380. 
Q. I think you have applied to the fourth element, districts and divisiogl 
the same increase as Mr. Armstrong made with regard to the maintenance of 
way, have you not?—A. I am not sure the figure is the same. I think it ig 
slightly different. The basis of compiling the expenditure under unification as 
of the year 1930 for districts and divisions is in the proportion of 52 to 27 as 
applied to the Canadian Pacific expense of $300,368 for the year 1930, plus an 
increase of 23-6 per cent. The reason for that increase is that there would be 
an increase in the mileage in the new divisions that would be set up, and there- 
fore the supervision should be increased in proportion to the mileage under 
which officers would be required to supervise. 
Q. Yes. Mr, Armstrong used exactly the same figures.—A. It is exactly 
on the same basis. I was not sure whether it applied differently to the main- 
tenance of way than to the maintenance of equipment. Re 
Q. What about the last sheet (g)?—A. I am not quite finished. I should 
like to make my story complete. 
Q. Yes.—A. The subsidiaries that appear in our figure were not changed 
any way at all. They were simply left as they stood. 4 
Q. They do not enter into the savings figure at all—-A. No. The tot 
expense under unification as of the year 1930 is $1,305,174. This was carri 
over to the general summary in the second but last column, subtracted from t 
combined cost of the two roads operated separately, and appears as $1,410,754. 


By Hon. Mr. Calder: 

Q. There must be something wrong with those figures as I see them her 

The cost now is $2,715,000, and you estimate that that total service can 

made for $1,305,174. ae Yes, sir. : 

Q. What 3 in the world is wrong there?—A. That is best explained by goit 

a little bit further to the left on that same line of figures, where und 
superintendence the Canadian Pacific total expense for the year 1930 of t 

entire system—but, remember, this is only as applied to the maintenance — 

equipment, that is, only officers having supervision over equipment—is $696, 43 


By Hon. Mr. McRae: 


Q. And the Blue Book for the Canadian National was $2,009, 670? 
Yes, sir. 


By Hon. Mr. Calder: 
Q. It must have been figured on a different basis. 
Hon. Mr. McRaz: As a matter of fact, the net figure of $1, ae Te is 
$700,000 less than the cost of the Canadian National alone. 
[Mr, W. A. Newman. ] 
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«By the Chairman (Hon. Mr. Beaubien) : 
», Q. It is twice what it cost the C.P.R—A. All I can say to that, sir, is 
t the $696,432 is the accurate figure for operating the Canadian Pacific 


lway system for the year 1930 as regards the superintendence in the mainte- 
ce of equipment account. 


By Hon. Mr. Calder: 


_ Q. The other figure is simply taken: from the Blue Book—A. I cannot 
nswer for that. I know we do it for that on the Canadian Pacific Railway, 
nd that is a fair charge in relation to our records, which you have referred 
) previously, in preceding years, and that we consider that that same basis 
an be applied to a unified system. 

Q. They probably included something else. 


Right Hon. Mr. Mrtcuen: You will have an awful job explaining it. 


| By Hon. Mr. Robinson: 
_ Q. In regard to new equipment on the C.P.R., do you charge it to this or 


to capital?—A. New equipment does not appear in this statement at. all. 
Q. I think that is the difference—-A. But that has nothing to do with 
ulpment. That is only superintendence expenses, the officers in charge. It 


as nothing whatever to do with equipment. It is only supervisory figures. 


By Hon. Mr. Buchanan: 


_ . You have your main shops at Angus. Where do the other shops like 
Winnipeg and Calgary appear?—A. I did mention that all other shops are 
cluded in the districts and divisions, sir. 

Q. Why treat the Angus shops differently?—A. I explained that the reason 
e treated that as a separate account is that in the Canadian Pacific Railway 
is a very large shop and we set up a separate account for it. 

@. And the others come under the regions—A. They come under districts 
nd divisions. 


4 By Hon. Mr. Horsey: 


Q. Does the $2,009,670, superintendence of equipment, appear in the Blue 
Book under that title for the Canadian National system?—A. I understand 
these accounts— 

_ Q. Did you get that figure?—A. I will have to answer that in this way. 
Lam not in the accounting department and I have not actually taken that from 
e Blue Book myself. It was a corresponding figure set up by our accounting 
partment as being the correct comparative figure to our own supervisory 
enses. 

_ Q. I thought they were all taken from: the same source. 


By Mr. Biggar: 


_ Q. Now the last sheet—A. The last sheet has the heading of Other Mainte- 
ce of Equipment. In your own personal affairs, or in your business, you 
Ily have a pigeon-hole that is labelled “Miscellaneous”. That is what 
account is. It includes various miscellaneous accounts which the captions 
he left-hand side explain in general. “Other locomotive repairs” refer to 
tric and oil locomotives, and the figure is a Canadian National figure, 
not ours. 

Q. There is no saving there?—A. No change. 


vy 
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Q. I think you might confine yourself to two items where there are savi 
and indicate why the miscellaneous equipment is carried out further to 
right than the net savings column. What about floating equipment?—A. Th 
is lake steamers, and that is something I am not personally very familiar with, 

Oy You don’t know about this $8,500 figure?—A. No, sir, except that it 
was considered that out of a total expenditure of $323, 041 for the combined 
roads, a saving of $8,500 could be effected. ¢ 


By Hon. Mr. Buchanan: f | 

Q. Why is the item for the C.N.R. so much heavier than yours? Does 

that include the West Indies service?—A. No, this is only lake service. = 

Q. Why is theirs so much heavier than yours? ’ 

Hon. Mr. Murpocx: There are the Grand Haven and Milwaukee transi on 
boats, and also the service across the Detroit river. 

The Wirness: Yes, and boats in British Columbia. 


By Hon. Mr. Dandurand: 


Q. Take this saving on “Injuries to persons.”—A. The total combines 
expense of the two railroads operated separately for the year 1980 is $551, 784, 
Due to the fact that under unification there would be less facilities, less men 
affected, and that the operation would be reduced after a term of years, at the 
end of a period of years we should be able to reduce the injury account ba 
the figure given here of $105,136. 4 


By Hon. Mr. Haig: ¥ 

Q. Less people on the job, and therefore less injuries——A. It is like a 
figure you referred to, Senator Calder. It was assumed that it might have been 
higher or lower, but it was considered that that was a fair proportion to apply. 


By Hon. Mr. Dandurand: ¥ | 


Q. That is nothing but a guess—A. It is more related and directly tied 
up to the functions of the railroads expressed either in car miles or locomaumay 
miles, or the extent to which the equipment is operated. 


By Hon. Mr. Calder: 


Q. It is an educated guess.—A. It is based upon the performed mileage 
under the separate railroads, and under combined operation, and is a logiegs 
peg to hang your hat on. & 


Right Hon. Mr. Mricumn: There cannot be any comparison in the figures 
Mr. Biccar: There is no saving in the last item. 


By Hon. Mr. Haig: 


Q. What does the item cover?—A. It is a lot of miscellaneous figure 
that have no bearing, but the Canadian National does include a little over 
$1,500,000 depreciation that does not appear in the Canadian Pacific. 


By Mr. Biggar: . 

Q. Have you anything you want to say: about this $337,606, expres 
equipment? Does that come into the savings statement at all?—A. No, it | 
only an explanatory note to the effect that the Canadian National figure doe 
include that amount of money. There is no change to that at all. 
Q. And that is really an explanation of why the Canadian Pacific figur 
$7,500 and the Canadian National $362, pein ae That is correct. There is I 
change to these figures. 

[Mr. W. A. Newman.] 
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. @. “Why Na not you have any Heaneratiee of express equipment?—A, It 
indled in a little different way, and there is no saving based on it at all, 

it is not disturbed. This is a miscellaneous account, and there may be 

ne discrepancy as to what the two roads have in the fioure. 

‘ By Mr. Biggar: 

 Q. In all this you have assumed the disappearance of the 5,013 miles. 

Right Hon. Mr. Mrieuen: Not in all. 


| 4 The Wirness: As far as this enters in, the abandonment of miles is 
neluded in this whole statement. 


By Mr. Biggar: 

Q. You did refer earlier to some permanent changes which might affect it, 
d which have occurred since 1932. But before we go to that, you have gone 
over this very carefully recently. Can you tell us whether you now regard it 
a sound estimate as made in 1932 in respect of 1930?—A. Yes, sir. The 
imate was prepared on a very careful basis. 

Q. I am speaking of your present opinion—A. In the review of the figures 
ich I have gone over, I can see no reason for changing my opinion in any 
y as related to the savings that may be realized under this account. As I 
d previously, we were very conservative in estimating the savings that could 
effected through the better conditions we would have to work under in the 
intenance of equipment with unification. As some index to that, I might say 
t one per cent saving due to improved efficiency as applied to repairs of loco- 
tives, passenger train cars and freight train cars, means $538,000; so the 
sibilities for further economies are still there, sir. 

Q. Have there been permanent changes since 1932 that would have any 
ious effect upon this estimate?—A. If there had been any great change in 
he costs of labour or of material which would affect our unit costs, we might 
have expected our estimates to have been influenced; but I have already said 
t the level of our unit costs for the maintenance of all classes of equipment 
has been consistently maintained, and there is nothing which we foresee at 
‘present that would affect them to any major extent at all. And as far as the 
‘unit costs are concerned, they still hold good to-day, as they did in 1930. 


By ~ 
f 


By Hon. Mr. Calder: 

Q. Did you have anything to do with the original estimates?—A. Only in 
very indirect way, sir. The figures were compiled in our department largely 
our Supervisor of Costs, Mr. Macken, who is here. I am familiar with the 
ures, and the reason I have presented them to you is that there are a lot of 
ical questions which enter into this. But Mr. Macken is familiar with 
costs, and I am quite satisfied that they represent conditions as they existed 
in 1930. 


By Hon. Mr. McRae: 


Q. May I ask for a little information with respect to equipment retirements : 
do not enter into savings at all? How do you arrive at these amounts you 
ge off? 


4 ~ Right Hon. Mr. Meicuen: I was just going to ask about that. 


if The Wirness: I would suggest that you reserve that question for Mr. UES Ns 
vho ds replying directly to that item where it means money. 


ail 
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By Hon. Mr. Calder: 3 


Q. In your estimate in summing up, you said you considered inet a rea 
able figure to-day, and that under this heading “Maintenance of equipm 
by a unified system you would have a saving of $14,000,000 odd as against 
500,000 on the 5,000 odd miles proposed to be abandoned. I repeat tha 
order that I may in some way or other get the public to understand what 
means.—A. The reduction in our $14,360,414, the total saving in maintenance of 
equipment for the year 1930, contains only a relatively small proportion tha t 
affects the abandonment of lines. 
Q. That was my next question. I thought Mr. Biggar would have askel 
you about that. Now, assuming that no mileage is abandoned, to what extent 
do you estimate the $14, 000,000 would be lowered? 
Mr. Biccar: I did not ask that question because Mr. Leslie told us this 
morning that would be dealt with by a witness who would deal with all those 
matters. 
Hon. Mr. Catpmr: All right. 


The Wirness: I will furnish the figures to the one man who is going 1 to 
speak, if you like, in a collective way. 4 
The CuatrMAn (Hon. Mr. Beaubien): He will bring them right back. =~ 
The Wrrness: Each witness will translate these figures to one who will giv ve | 
the evidence as a whole rather than piecemeal. | 


By the Chairman (Right Hon. Mr. Graham): } 

Q. That would lead up to the query: Are we placing too much stress o© 
abandonment?—A. That is right, sir. The abandoned lines that are referred | 
have very little effect in money on the maintenance of equipment. Cou 
they Have some effect, but it is a very small proportion of this and a very smal 
proportion of the approximately $7,000,000 that was given to you. 


By Hon. Mr. Hag: 
@. You have a gentleman who is going to give that?—A. Yes, sir. 


By Hon. Mr. Hugessen: 
Q. Comparing the figures of maintenance of equipment for the two r 
for 1930 and 1937, I see the C.P.R. figure for 1930 was $31,200,000, and tf 
1937, $28,900,000; but as to the Canadian National there were $49, 200, 000 f 
1930 and $44, 500. 000 for 1937. So altogether, between the two of them, 
expense of maintenance of equipment in 1937 was $7,000,000 less than in 1 
I understand you to say, notwithstanding, that $14, 000, 000 could be s 
under unification?—A. Yes, according to the traffic level for 1930. This eq 
ment is the equipment that is used for building up train miles, and our main 
ance expenses rise and fall in relation to the total mileage, the traffic leve 
the various years. If it goes above the level of 1930 there will be substantially | 
increased savings; if it goes below they will be in proportion. i 


By Hon. Mr. Horsey: 

Q. It differs every year according to the unit—A. That is why thes 
cost on the mileage basis is held level. 
- The CuatrMAN (Hon. Mr. Beaubien): Thank you, Mr. Newman. 
Mr. Bicear: Do you want another witness? 
Hon. Mr. Hara: I think we should adjourn, Mr. Chairman. We a: 
young fellows like the leader of the Senate. We have to digest these fiw 
[Mr. W. A. Newman. ] : 


r betander. he impression shat we can 
mete evidence to-morrow. I should like to have — 


LINTOFT Well, « ae I do not ‘think I aenid assure you that we shall 
all our witnesses to- -morrow. I think we can clean up these witnesses: 
srs. Jefferson, O'Brien, Liddy, McMurray and Howard. 
The Cuarrman (Hon. Mr. Beaubien): Will that end your evidence? 
‘Mr. Fuintorr: No sir. We have Mr. Neal as well. 3 
The Cuatrman (Hon. Mr. Beaubien): Have you got any short ne i 
; we could hear from now until 10 o’clock? — aa: 
r. Fuintort: No sir. I would suggest that we would make better progress: aye: 
Byoud give us a little rest. i 
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EXHIBIT NO. 45 
(See proceedings pp. 334, 367, 610 and 641) 


Lint ABANDONMENTS 
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Farnham —Stanbridge....... 
Farnham —St. Guillaume....} P 47 
Farnham = SOUS yen tee 
Delson 
..|Cantic NS Us OMNIS sear pe /seod| ere Meece os uen (alvaytcneretnsaeee estioeke Uexesenk [lc sacl chests net NRL aa fe 
....]Stoneham = WOLCULCVALL@ cio sions fo cies orethfs cillelesaccie aero ee Bee orton cores cee nN Oa ee 
Rei es St. Remi —Hemmingford 
7 aes St. Lin Jet. i 


Sapo te Unk B els Oe 


Boe is: Ste. Therese mS tee A bisen datanetohi ol opchonc skh. fs] ele eye cca let | aap a | 
sdteenes Papineau S_WTOSHIOLO ice chee tH UN eT GD fev acta ln Maran b a needa dent peel ev eets. ei ea ER an | ae 
Boe o2%3 5 St. Canut S=WUSHIN MICE, erie eee OLIN. «Orn thaahs ge sells an aie Sean asec Re mT Coey 
Glen Robertson —-Wamlcleek Ele tactic SN LA on te ag Be ook tae | Sie Sater ee 
Glen Robertson ELA WISOS DUTY fA sail cictarn Sepakesall aus sist ave rate si] tokiceede Meer all onecepsmeceel cities [tree NIGtw el eae pe 
Hawkesbury —OttawaJct....... IND Te He ao aaitval shally, se eeeyoreie oraif fe eek 0 ee URINE: | ee 
ocklan dja wegn —- Clarence: Creel os | Cauhiiensitine) ay nunal| inochi core] cy desi boar NT a | 
A Scapa Soulanges I ect ct Tet yy phate Pune | peoenennees 
2 Coe Ottawa West Ae alvpl, dlote irekte het vianchans | sone vorwie eveise= | le eaten ere ae eae 
Behe in Arnprior —Renfrew.......... INE ales INGeeeh 7 ae a epee Steal nat coe aac N 17 
Saearas ‘ayne —WHeanyille.:.. 4...) P19 N 23 | NorP19 sya Seoee eae et ee ms 
ee et. Golden Lake ——POmibrokern nce oneness Nir oilum | crane oA 


BRP es icer, Federal —Capreol..........| N 304 N 109 N 109 Mire hiei| Ae be saust 


denotes Canadian National Line to besbandoned 
= Northern Alberts : = ; 


N 
P 


Between 


whee eeee 


Pertwee ee ens 


tee e tee aoe 


eee eee 
see eae 
rs 


Breet McAuley 
and Sask.|Brandon 


Steen eens 


wees 


we :|Camrose Jet. 


...|Warden 
....| Nevis 


....|Red Deer Jct. 
..-.+..-.|Red Deer Jet. 
-|Mile 1-24 
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EXHIBIT NO, 45 
(See proceedings pp. 334, 367, 610 and 641) 


Line ABANDONMENTS 


denotes Canadian National Line to be abandoned 


sf Pacific 


NAR “~~ Northern Alberta ¥ 3 


C.N. 
C.N. | Common Co-op. Thin 

Program Program } to Cols. | Program| Traffic 
3 and 4 (Duff 

Com.) 


2098 m. | 2261 m. 


—Current Jct.. 68 
SLE ET Bee Aen | Bee BE RN ae Yay eg 


pttts ROW ORe eer UND. 40 (hl. So8e Olah? Sco os. fomemeei oer (ee ee 


Ba nGsbOnees ee. sie oab ie Py 35, "f<,P2 358 [ot Ae [oat a 


- | | | 


—Carberry......... 7AM ee? § Gea tO a A Poor Re 68 eo 
=< AU AIOET WeSC Usenet d vanes olan 5 atte, | ve See se loan ore eee } 

Se ed Sc ee ON SS ee el en MeN Pe Be 
= MAL COSI aE TS Saleh etna etal) GEN OAT: Lt. Sh sce hoes ete eee 
S—Wiheapisnde sei Patt ub. Po 79) Port 2 oe hee 

——MAINNGAOMAN. fon! fe se eee keel Ebert eee, eg 

== TANGER : sales <r 


—Neptune 
AGIOS Geshe Penh SOI SOT Piss cha al labora ote A ag tek | pe a 
—Moose'Jaw Jet: on. |) N-:39 fs N. 39° | N- SO )) Ne SO) See eee 


DAL EELOLG memati joel es he Se toe nto essen eee IN aie ee | ye Be = 
CORFE CABO wea Pte Ace Pee fe cat Meena Ieee eee £ AG: [Se ee 
=a MERIT COON GRG Soy oA) VINES DO, Pe nalcchys ohee eal oee a Pee so SI poe oe ene 


NW CEPOVITE cee arses tne OR ha ofane Sea coe pode Se ea eee eee DU Oe Fee 
—S.Edmonton..... F Al en eee 
—Kerensky......... b Fe Scene ahcbe egos cs ae 
—Morinville........ v N: INA RD poe oeeee 
—Barlee Jct......... N 23 Ny 25.1 NG 289 [ee NE 2S Tee 


Se td Et es MeN oe eee DEN Get [eae 


AN i ait A ea 


_ EXHIBIT NO. 45 
(See proceedings pp. 334, 367, 610 and 641) ay seer 
fae, Linz ABANDONMENTS % 
s ' N denotes Canadian National Line to be abandoned 
. oe ~ P . “ “ Pacific “ “ 
i NAR “ Northern Alberta id sf 
: 1 2 3 4 5 6 7 
“4 : C.N. C.N. 
- CrP C.N. |Common]| Co-op. Thin — 
Province Between Program | Program | to Cols. | Program | Traffic 
3 and 4 (Duff | Program h 
t Com.) ; om. 
5051 m, | 2434 m. | 2098 m. | 261m. | 1966 m. | 1129 m, 
MATEO eee ica cis —Barlow Jct....| N 47 NAT ior hoes ea Bel elt Naat tral catecctes elf ee 
WANG Ah lasaes ss —Beisekersiicsiticas ve ace loel ace kine cee taped iat ING 6 GH UN aieaat er ae 
Alta iste s ose 6 PA Oyo fo renal Aenea aa WSandue ocd lodtas acho poobantors N 33 
MATER Cs ojo ce nee Vey ic ee aad Pee Od Maeno mosh lsoodencioe A remo ate 5 | sees 
BiOuees.te. ss Vernon —Okanagan % 
Banding. ape ee 1 Ba 15s sete ee tale tere loiere all ece-erete eet sexed eaiehece ptoleystsMl jemi some 
18 N BARBRA a3 —Campbell 
(Girt ERS (MRI REA Ned ROG ers S| He Aadisnnn. 5 caiaomoed janoacodcues hace. 
BiCins seuess va —Petain........ P1638; ol ccs’ Nene eee ee Ue eee tre elena eee 
15 ORAR AML! —Vancouver Dy (MM NE eta [On ReouC NEA! PIG alse al Rerich Si GA Gifinst oc < 
BO kadecnes TPseud tue LaLa Ghota esse a ete ates aPocctetod sieved chs state aie IN 1G) be ee Re eH cy Re ee cel SNe eee ere 
1H Oh a Sa Log Dump —Deerholm....| N 7 Nie ad Nn 7) | Jodie eretpathis ocak ers] een 
{ iB CHO ap eae Lake End —Cowichan 9 
Takes... N 31 N 31 NFS S10 =| Cowan sais eaenaeee alee ae 
B.C...:,. Red tency Patricia Bay Jct. —=PALTICIA BBY ae] ca. ss uo tel] le eletobatacetsels tata teig abetetstele|| etebetaerenabet eke N 15 7 
Onto rs sates es Paris —Port Dover... B80 1 ch seas bececece oh [eh aie atl lee eee eee 
(Electric Line) 4 
TOtAls. ccs es anorar ese ee Te 5,051 2,434 2,098 2,261 1,966 
Bureau or Economics, C.N.R. 
Monrrear, May 16, 1938. 
s 1 
i 
‘ ; ir 
oa ty) : 
5 , 7 ss 
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EXHIBIT No. 53 
Be Population, railway mileage and freight tonnage by Provinces. 


DOMINION BUREAU OF STATISTICS 
TRANSPORTATION AND PUBLIC UTILITIES BRANCH 


OTTAWA, May 28, 1938 
Col. O. M. Biggar, K.C., 
ictoria Building, 


Sir, 

Referring to your file 2090-1 of May 18th, it is rather difficult to make a 
1ort statement that will show the railway conditions in the different parts of 
the country and that will give a true picture. For instance, Prince Edward 
island, surrounded by salt water open the year round, has probably more mile- 
age in respect to its actual requirements than any of the other provinces, although 
the Prairie Provinces show a considerably heavier mileage per capita. Also, the 
St. Lawrence River and Great Lakes are so important to the provinces of Ontario 

1d Quebec that it is difficult to measure this factor in the transportation picture. 
ne attached statement, however, will give you some information. 

_ Because the miles of railway per thousand population tells only part of the 
ory I have also shown the tons loaded at stations in each province per mile of 

, the total tons loaded and received from foreign connections, the total 
unloaded at stations in each province, and the total tons unloaded and 
lvered to foreign connections. These data are shown for both 1928 and 
1936, 1928 being the heaviest traffic year on record. 

_I have also shown at the bottom of the table the water-borne traffic in 
1937 as reported by the harbours under the jurisdiction of the National 
Harbours Board. The traffic for Ontario was practically all grain in and out 
elevators at Port Colborne and Prescott and, of course, was the same grain. 
uch of the freight of Quebec harbours is grain brought from the Head of 
e Lakes to Montreal by water and forwarded by water. 
_ Because of the large unpopulated areas in Quebec, Ontario, and in the other 
Ovinces, comparison on a square mile basis would be of little value. We can- 
give statistics on traffic for any unit other than the province and, conse- 
tly, I have not attempted to make any segregation of Northern Ontario 
ta. Also, we have no statistics of ton miles by provinces, but only tons 
ided, received, unloaded, and delivered, and these will not give the density 
traffic because no weight is given to the variations in lengths of haul nor to 
fic moving across a province. 


Yours very truly, 
(SGD) G. S. WRONG, 
Chief, 
Transportation & Public Utilities Branch. 
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_ Warer Borne Trarric In anp Our or Nationa, Harzours 
: ce wniaa? 
phe Out 
t 
yee Bet SMB) Lt nym UL Daca ul AER A le ee a 1,334,412 | 1,041,797 
NF mare Ket fa it. Rae eta es Ute cake cs uso) AU GOP Re ee or 
fe heh SA RR OR AT AG GOS Ge a 111,918 4,514 
nobit ichiely olbubia iy Galo jigiemmiplleicte sities sche bic tb keen sh) 8A I aA Learnt oe IM dv MAR 1, 228, 534 456,857 
oy, JENS eile ant ay De Bia i eRe eT A a ea ee Te eT 1,956,401 739, 635 
ot G0. Soo oO Shep caeroL Satna ab Osun ASU eco cacts beer He enAAen Aepmen niet: 10,073,523 6, 296, 111 
Ota OMmOUG DSCs cei sF re ARE les es ake eMNT RARad hae 13,370,376 7,497,117 
| sade’ SOS Ba he Shae bitte ed GO al NODES. AEN Sree aa ee ie ere Bi 5,958, 806 5,934,831 
rt seas 5 vd enshc Fale en teely x5 el Spee MS Ne LS So Df thE a a UTR A a 18,849,026 18,190,345 
otalttoTs Onur ouemen ia sae ae thi dae ce oe ce aes ccs 24,807,832 | 24,125,176 
cote NE 5 GARE ey Sa ROL OR ASTON oe OR ec 4,176,003 | 2,736,120 
NION BuREAU or STATISTICS, 
Orrawa, May 25, 1938. 
EXHIBIT No. 54 
CANADIAN NATIONAL AND CANADIAN Pacific Ratuways 
Ten Years, 1927-1936 
Canadian Canadian 
—— National Pacific Railway 
(System ) Company 
$ $ 
oss operating revenues.........6...0cesseveeeueess EA etait 2,155, 162, 355 1,719, 530,177 
erating expenses, taxes, rental, etc................. [GBS Ake ais eared 1,990, 368, 682 1,314, 730, 260 - 
Net income before fixed charges LOAN te ALIN CIN (CG) (A-B) 164, 793, 673 404,799,917 — 
EAOCST Ren MRA A ets he ane, Sloe cer tity aetians CD) Raat ane (4) 588,826,700 215, 906, 763 
et income or deficit before dividends.......... (E) (C- Dr. 374,033,027 | Cr. 188,893,154 
bolo leee, ool Seis Rnb she LO eR UE i lp aed Rc a hee 162,006, 281 
ABS) ROS oy oR ee) 010 bal Boyt em ae (G) (E-F) Dr. 374,033,027 26, 886, 873 
EECABIOGS DC Diba as tk Whe eee es Gk CEL) tos cen ue 69, 697,077 52,436, 546 
FeeucMcogs balance wasnt tyes Ginun ey Mei). (I) (G-H) Dr, 448,730,104 | Dr. 25,549,673 
deficits paid by Dominion Government (East- 
Palins) Crommaalysb 1927) ase te Cometh) wae, tans 56, 895, 209 
eficits paid by Dominion pecan (Other 
masxcici anes) nUrOMml sans 1) 1982)\ee. ny sete. a (IR) eere eens 227,521,384 
RON ES Site Le Ben AC Cee ne ae Se (L) (J+K).. 284,416, 593 
MCR Soh re ole (M) (E-L)... 89, 616,434 
ninion Government Loans— 
For deficits, 1929+1931......... ss EA Se ERA OREN OND Wa eiacneens 44,053, 869 
Boncapital, retumding, CtC:..csciicesss acess owe (ON tect 41,357,710 
Temporary loan for refunding.................-. CP ROR Sie oe te (2) 35,076,695 
U peder DEP AWG ACh OSD. elacroes ses Saale (Qe LER 789, 062 
crease in Canadian National debt guaranteed by Dominion 
RCRD ers ocak sale Sebyeie «Ai n.te ata cities a Penn ee haalaia a che HS 357, 747, 323 
Does not include interest of $342, 973,425 on Government advances. 
epaid in 1937, 
ION BUREAU OF STATISTICS 
28, 1938. 
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EXHIBIT No. 55 
Aw Estimate or CasH INvEsteD IN TRANSPORTATION 
( Dominion, to March 81, 1937: All Other, to December 81, 1936) 


Mitzions or DoLLArs 


a Railway | Water Highway 


1. Dominion— 


Sh 61 OYETTD USES Al ge tg Me ee a TR Po SS oan SoS ae ata Sool $162-7 $ 60-5 
Gapital MUSPENGIGUTES: 6c so. wneud surat cmieraake tclenerokatieleneieetersnat toms 421-4 360-4 
Moesrating Ang Capital, LOSses ucts. oat an oploe poke tues cielo eee 701-0 150-9 
TB Sy NTRS arth le oa Re ne AO VUE Tener aie ne OW ta cole 2 As 58-6 146-5 
SOCULITION NET CNASOG (at) ue cart cyclase tie Minot arate ta terete matin tem 288-0 0-1 
WGN ena Oi keud Chee v0 bats COA RAE Aik PPO RSG Droits Stet Rabin ore Secies a choc 61-6 

TW ri (ate eyes SNe Ue aR RR eee BE Ge RPM og che Mine, vec ueeam twin cases C) Ae 157-1 
Lighthouses, aids to navigation and sundry related expenditures. . 400-0 


$1, 693-3 | $1,275-5 


2. Provincial— 4 
SSE clas tse 5 iat alles Merete aR RNG EN Zteiticsdio eared ore aa Gs Sewin Me atest $ 33-4 | See 4 — 


da Re ee Re eee Ae UL oe a TREE eee Tet any Ga ke 72-9 See 4 
Revenue from Motor Vehicle Registration and Gasoline Taxes since a 
AQ ZR COTOGIE) cnc. teio hace Nene Rane rere ie ae tics ee rere, Cr. 419: 
$106-3 Cr. 4 
3. Municipal— ’ 
PEMERAOD Ne ae slot ita Set font du te Us ct Gatun naan eee. anaes $ 13-3 See 4 
4. Common to Dominion, Provincial and Municipalities— g : 
Metimatecevalue of nighways:ab 1928...4. 0 ..c1. .secaetls ele renee se i 
onstruction: 1928 to 1936: (nclustve)...scccccs-- 0 yea eerie ner 3 
Maintenance, 1928 to 1936 (inclusive)............-:2-.sereeeeeeaees 8 
$ 1,28 
Pa MUTT BUTONCHAPYTA To as fc) bitcdid css Dene abet aitteyaidl wisest hab eveke mt. eis ceniaeam token ane $1,812-9 | $1,275-5 | $ 


5. Private Capital— 
RHO CI ts Pee Lee ae Ce TEA he NOs Bear tae Wee tee | Wk oP) | Rea ae Ree $ 924-4] No Information 
Wominion’ GilaranteeG SOCUPIEIOS 1a. sei taimoa eee stale cetera 972-4 31-0 
PMO PNOT SOGUTITICS 0 Sa cdek lek vad asm cotakiss ghee) eee 771-8 | No Information 


Mie SUAT EDT LVGA TH ASA PITAT 8. 1o ese sock Kis hivih occ iereie ale ebavs cia tiem Glee we oe ae $2, 668-6 


Q 


OTE:— 
“‘Railway’’ includes all direct expenditures, also cost of 20% tariff reductions under M.F.R.A. of y 
Railway Grade Crossing expenditures, and unemployment assistance. 
“Water’’ includes port terminal facilities, dredging, aids to navigation, shipping subsidies, cone 
Canadian Government Merchant Marine Fleet (now sold) and Canadian National (W.I.) Fleet. 
‘ Highway” includes estimated value of 1928 and actual costs and provincial revenues only since | 19 
‘“‘Figures’’ Dominion Expenditure is ‘‘net’’ after application of revenues received. 2 
Provincial revenues applicable to highways are included separately but deducted from total. __ 
Rawway AvupDITorR’s OFFIce, 
- Department of Transport, 
May 25th, 1938. 
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; EXHIBIT No. 57 
E _ Estimate by C.P.Ry. Co. of savings in car and train miles by re-routing of 
eight traffic. 
oS (Not printed.) 
g | EXHIBIT No. 58 
Dertamep DEVELOPMENT or Ratpway OprrraTING Expenses, MAINTENANCE OF WAY AND 
STRUCTURES—BASED ON YEAR 1930. (SupriremenTING STATEMENT APPEARING 


AT Tor oF Pace 423.) 


Exursir ‘‘A’’ 


a 
MILEAGES—DEcEMBER 31st, 1930 La 
_ , Miles Miles 

= WAnacianseackic Vall waves seeks Lee lakes ld Sante ae 15,106 
Canadian, Paciensubsiciariegecn i a0 lao .leaeete oe tis ke oe cae cand 1,552 

j | 16, 658 

‘i Canadians NationalWHallway.Gr cassis webs Meh cee Cae Lote et ea ny 23,768 

SP NOLGHeMeAl bertaallwaychevc ten aate ee ia. oie cece dae ns pad eet aol 878 

ROCA COM INCAMRGORGS teem aera) Ae a cahe? sth ie einen cn SUR es 41,304 

ey 4 Less—Duplicate Mileave—sRunningeRig nts acch anus fcicy dike nels ae ok oh ieee 345 

: 40,959 

Wess— lines .o.be abandoned: (loxhibit (OA?) ) sued sialdas deine con ced sinec eh oeene 5,013 

35, 946 


if Total Combined Mileage—35, 946 Miles=215-79% of total Canadian Pacific mileage of 16, 658 miles. 
5 Total Lines to be abandoned—5,013 = 12-24% of total. 


Exureit ‘‘H”’ 
7 : Page 2 
=. (a) | 


ee Ramway Orrratinc Expenses 


Superintendence—Maintenance of Way—Based on Year 1930 


Canadian Pacific 


Estimate for Combined 
Systems Operated as a 


Railway Unit Remarks 
No. of No. of b 
Oise rpencs 3) ON. Tiepenee 
Units oe Units P 
$ $ J ‘ 

1 148,824 1 256,930 |Increased in proportion 16,658 
miles Can. Pac. System to 
35,946 miles of combined sys- 
tem, less 20%. 

2 202,176 4 404,352 |Increased in proportion to number 
of office units. ; 

8 104,000 13 247,416 |Increased in proportion to number 
of office units plus 46-4% account 
increase in district mileage from 
average of 1,888 to average of 
2,765. 

27 822,000 52 1,956,725 |Increased in proportion to number 
4 of office units plus 23-6% account 
increase in division mileage from 
average of 559 to average of 691. 

D4 SGOT Sarco. seaeee nears lee 

1,371,601 2,865, 423 
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_ Ramway Orerammna 


wae Puinay Maintenance $4,017,802 

 (c) Bridges, Trestles and Culverts.. 1,739, 212 

MN KAMELTIES SUA ah ais « 2,715,035 

1G AA) Batok Fs - 670,414 
_ (e) Other Track Material 1, 203, 860 
te USC bl SCS GR MRR ORR ek AIO dl ng MMM ye (7 meh 618, 380 

, (9) Track Laying and Surfacing. . 8,146,059 


$19, 110, 762 


Raitway Oprrratine Expenses 
Station and Office Buildings—Based on Year 1930 


Me 


Estimate for Combined Syste 


Canadian Pacific Railway Opetitied'as a Wait 


Cost. ~ Total Cost 
per Mile Mileage per Mile 


$1,374,022 16, 658 $82 -484 


Shops and Enginehouses—Based on Year 1930 


hg | 
ach 


Total Bapentes eee $736, 809 | 16, 658 | $44- 232 | 35, 946 | $44- 232 | 81,5 89, 
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EXHIBIT No. 59 


At 
DEVELOPMENT OF aad OPERATING eave nee re venen OF Equrpment—Basep on ‘ 
YuarR 1930. (Surrrementine STATEMENT APPEARING ON Pags 423) ' 


Bway. OPERATING EXPENSES 
Steam Locomotive Repairs—Based on Year 1930 
Canadian Pacific Railway Estimate for Combined Systems Operated as a Unit 


ig 


ot: al Expense $ 9,350,038 Total Locomotive Miles combined 
‘? Systems 119, 089,299 at 16-75c. per : ‘ "Ibs 
il $ 19,947,458 — 


55,821,040 
15: Decrease in unit costs account higher 
percentage of modern power in , 
service and use of most efficient Me es iN 
508, 521 shops for repairs (5%) 997,373 — 


$ 9,858,559 Total Expense $ 18,950,085 


Locomotive Miles 1930 


Passenger Freight Yard Total 


dian Pacific Railway 20,976,588 | 26,808,801 | 8,035,651 | 55,821, 040. Reis 
Subsidiaries 1,469,387 | 1,969,958 217,319 | 3,656,664 3 
26,829,978 | 35,665,378 | 18,158,947 | 75, 654, 303. 
168, 636 845,079 30,139 54 
64,789,216 | 21,442,056 
Percentage Reduction 16-2% 9:2% 12-2% 12-2% 


Revised Total........sc00.......00...+. 41,434,566 | 58,828,608 | 18,826,125 | 119,089,299 


; hd 
Exar “H” 


RAILWAY OPERATING EXPENSES 
Freight Train Car Repairs—Based on Year 1980 
Canadian Pacific Railway Estimate for Combined Systems Operated as a Unit 
9,923,157 fie Freight Train car miles— 


1,953,563,435 (Exhibit ‘‘C’’) at 
1:238¢. per freight train car mile..$ 24,185, 115 ae 


" 


Decrease in unit costs account higher 
265, 223 percentage of modern steel freight 
car equipment available and use of aa: 
most efficient shops 1,209,256 — 


- Total Expense....... .$ 10,188,380 Total Expense 22,975,859 


RAILWAY OPERATING EXPENSES. 


Passenger Train Car Repairs—Based on Year 1930 


Canadian Pacific Railway 


4,901,876 Total Passa Train Car Miles— 


iY 296,465,192 (Exhibit 
ie Passenger Train Car 3-247c. per mile. . 
nae 150,978, 250 


5,000, 080 ' Total Expense 


Exursit ‘“H’ 
Page §t tt 

) a 

Ramway Operatinc EXPENSES 


Work Equipment Repairs—Based on Year 1930 


Estimate for Combined Systems Operated as 
Canadian Pacific Railway a Unit 


spf 


- Total Expense $837,060 Total road rant a 946 at Rig “41 
es per mile of road.. i nA $1,991. 
Road mileage ’ 

Per mile of road ‘ 
_ Subsidiaries 40,445 


$877, 505 


Ramway Oreratinc Expenses 


Shop Machinery—Based on Year 1930 


Total 4 
Canadian Combined Reduction 


Pacific Systems ot Ra hs 
Railway Operated Car Miles 
Separately 


$ $ 
1,306, 630 $2,885, 166 


t 
pik *Proportion Loco. Mtce.—44:4% 580,144 44-4% 1,281,014 
i *Proportion Car Mtce.—55-6% 726,486 55:6% 1,604, 152 


610,975 1,392,404 
115,511 211, 748 


hie pare ? 
_——s Ratuway Operative Expenses 


perintendence—Maintenance of Equipment—Based on Year 1980 
t Canadian Estimate for 
Pacific ‘Combined Systems 
~ Railwa, Operated as a Unit 
> Remarks 


' Total 
Expense 


$165, 402 $285,550 [Increased in proportion 16,658 miles Can. 
Pae. System to 35,946 miles of combined _ 
system, less 20%. BR hoa as 
39,482 43,430 Ibi Resonde 10% on basis maximum produc- 
ion. Pavia: 
130,592 261,184 |Increased in proportion to number of office 
units. hi 
300,368 715,010 |Increased in proportion to number of office 
units plus 23:6% account increase in 
division mileage from average of 559 to 
average of 691. , 


Rye AVe), 
ane 


hi 


60,588 


$696, 432 $1,305, 174 


Ramway Oprrating Expenses 


Other Maintenance of Equipment—Based on year 1930 


Northern} Total {Estimates 
Alberta |Combined} —Total 
Canadian | Canadian and Railways|Combined| Net 
Pacific | National | Toronto | Operated Railways} Savings 
System | System |Terminals| Separ- Operated 
Railways} ately |asa Unit 


$ $ 


63 , 275 63,275 

245,339} 245,339 ; 

323,041] 314,541 8,500 PAN eh 
362,391 369,917} 369,917 $337,606 Mainten- 


164,270) 385,308 551,784) 446,648 
106,265} 1,730,951 2,357] 1,839,573] 1,839,573 


4,568] 3,392,929] 3,279,293) 113,636 


E: Canadian National figures include $1,500,832 depreciation charges, 
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ae 


ORDER OF APPOINTMENT 


res from the Minutes of Proceedings of the Senate for March 30, 


4 


ie ~ Resolved —That a Committee of the Senate be appointed to enquir 
ae Bat report upon the best means of relieving the country from its ext 
serious railway condition and financial burden consequent thereto, with 
Rito send for persons, papers and records, and that the said Committee consist | 
_ twenty Senators. 
om -. Ordered that the said Special Committee be composed of the Honda 
. Rae taiars Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandur 
Graham, Haig, Hugessen, Horsey, Jones, Hardy, McRae, Meighen, Murd 
‘Parent, Robinson, Sharpe and Sinclair. 


Fi 


MINUTES OF EVIDENCE 


_ THE SENATE, 
Wepnespay, June 1, 1938. 


__ The Special Committee appointed to inquire into and report upon the best 
heans of relieving the country from its extremely serious railway condition and 


a 


inancial burden consequent thereto, met this day at 10.30 a.m. 
Right Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 
Col. O. M. Biggar, K.C., Counsel to the Committee. 


C, E. Jerrerson was recalled, and took the stand. 


By Mr. Biggar: 


Mr. Jefferson, you already have given evidence on one of the schedules 
) Exhibt 49, but you are now going to deal with the first item under traffic 
penses. That is the third item in the top schedule on page 422 of the Pro- 
sedings, which is dealt with in detail in the schedule on the top of page 424? 
—A. That is correct. 

_ Q. Now you have, I understand, some figures similar to those we have 
ready had in connection with other schedules?—A. Yes, sir. 

_ Q. This statement consists, as before, of a single sheet separate from the 
st, which reproduces the schedule at the top of page 424 of the Proceedings? 
-A. Yes, sir. 

_ Q. And then several sheets fastened together?—A. Yes, sir. 

Q. They will be Exhibit No. 60. Now, will you go ahead and deal with 
e particular items? I think all the members of the committee have copies 
f Exhibit 60 before them, and you might go ahead and tell us about these 
ig Are you going to deal with page 1 first?—A. I was going to refer to 
e sheet first. 


Q. That is really just the first item?—A. No, but I think it would be 
ier for everyone to follow me if they would add at the bottom of this loose 


_ Q. Now, the Canadian Pacific system rail expenses were $6,459,699, and | 


he difference between that and the $10,275,856, at the bottom of the first 


olumn, is the steamship expenses?—A. That is correct. 

_ Q. And there are no corresponding figures in the second ‘column to these 
teamship expenses?—-A. Neither the second nor the third. But in the fourth 
olumn the rail expenses would be $15,151,086. 

_ Q. That is when it is confined to the railways?—A. Yes. And the estimated 
otal combined railways operated as a unit, the rail would be $9,375,569, and 
» net saving is $5,775,517. 


By Right Hon. Mr. Meighen: 


7 Q. That does not include anything in relation to steamships?—A. No sir. 
at net saving of $5,775,517, is 38 per cent. 
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By Mr. Bavae 


Q. It is 38 per cent of what?—A. A saving of 38 DE cent in the Pil 
expenses. 

Q. You mean it is 38 per cent of the $15,151,086?—A. Yes sir. 

Q. Now, to have those figures convenient would it not be wise to add 
line to that loose sheet and make it part of Exhibit 60, so that if we § 
“Railway only,” then we have a line of figures below anything that is on tk 
loose sheet? 

Right Hon. Mr. MricHen: How would it. be to read those figures for railway 
only? 

Mr. Biacar: The first column is $6,459,699; the fourth column is $15,151 08 
and the next column is $9,375,569. And then under the last column, the caval 
column, that equals 38 per cent of $15,151,086. 

Hon Mr. DanpuraNnp: The savings are what? 4 

Mr, Bicaar: They are 38 per cent of $15,151,086. ¥ 

The Witness: Yes. And I might mention, so as to be clear, that th 
“Steamship ” means ocean steamships, not inland. Now this saving may k 
compared with the estimate of savings as made by the Canadian Nationa 
system, as contained at page 486 of the record. 4 

Mr. Biacar: We have the comparison right before us, have we not, on th { 
page of Exhibit 60 that is numbered 1? B 


By Right Hon. Mr. Meighen: 


Q. What is the saving in respect of this item of traffic?—A. The Canadia 
National estimate is $6,800,000, that is 45 per cent. 


By Hon. Mr. Haig: 7! 
Q. You do not show as much as they do, then?—A, No sir, not quite. 
Ps. 


By Mr. Biggar: 


Q. What is the basis for the distribution on the loose page of Exhibit 6( 
between steamship and rail? Are the rail expenses kept in different account 
or what?—A. I understand they are kept in different accounts, yes sir. | 

Q. Quite separate from the steamship?—A. Yes. And they have a differen 
basis for different items. 

Q. But the point is, what is the basis for the distribution of these fig 
between rail and steamship? How do you arrive at it?—A. That is an accot 
ing basis; but as I understand it, it is the actual expenses of the rail and 
steamship, by dividing each item ‘of expense in a different percentage. Tha 
some expense might be divided between the rail and steamship 50-50, " 
might be 10-90, and some might be 40-60. 

Q. Is this done as a matter of routine?—A. Yes. It is not done by me. 

Q. Is it always done? It is not done for the purpose of this inquiry? 
A, No sir. . 

Q. It is always done?—A. Yes sir. 


By Hon. Mr. Calder: 
Q. Your books of account show these figures?—A. Yes. 


By Hon. Mr. Robinson: 


Q. You are furnished these figures? You do not have anything to do w 
the books?—A. That is right. 


[Mr. C. E. Jefferson.] 
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By Mr. Biggar: 


- Q. Does that dispose of the page No. 1 in Exhibit 60?—A. I have not 
erred to page 1 yet. 

_ Q. I thought that was what you were giving us?—A. Sheet No. 1 is merely 
comparison under the four major headings of Superintendence, All Agencies, 
vertising and All Other Expenses, of the savings as estimated by the 
madian Pacific in Exhibit H, page 424, and by the Canadian National, at 
age 486 of the record. ; . 


By Hon. Mr. Calder: 


we 

_ Q. That is under unification?—A. Yes sir. It is to show that we estimated 
mnder Superintendence, if you will, a saving of 39 per cent, that is the Canadian 
vacific, and the Canadian National estimated a saving of 40 per cent. In All 
Agencies, the Canadian Pacific estimated a saving of 37 per cent, and the 
yanadian National, 47 per cent. In Advertising the Canadian Pacific estimated 
saving of 45 per cent, and the Canadian National estimated 58 per cent. 
n All Other Expenses the Canadian Pacific estimated a saving of 29 per cent, 
ind the Canadian National, 20 per cent. In other words, in every item except 
he last one, the Canadian Pacific estimate was a little less than the Canadian 
National estimate. 

_ Hon. Mr. Buacx: That sheet explains itself. 

§ Hon. Mr, Danpuranp: When figures explain themselves, I think we need 
ot ask the witness to explain them to us. 

4 Hon. Mr. Buacx: No. 


i ' By Mr, Biggar: 


_ Q. That disposes of sheet numbered 1. What about the sheet numbered 
t—A. I might say that the rail traffic expenses include the cost to the railways 
f supervision and solicitation of freight and passenger traffic, including adver-. 
ising and industrial development. The estimate made by the Canadian Pacific, 
s of 1930, was determined after a careful and detailed study. 


o Q. We have heard that. Go ahead and tell us how these figures are arrived 
t on sheet 2A. Sheet 2 is the item of Superintendence, which embodies the 
xpenses of headquarters, regional and district supervisory officers. We took 
ae expense of the Canadian Pacific in 1930, $1,204,616, and determined the 
ount that it cost the freight department, the passenger department and 
ubsidiaries. Then the freight department was divided into headquarters, 
egions and districts, and the passenger department into headquarters and 


By Hon. Mr. Parent: 


~ Q. Will you tell me if you arrived at those figures after a conference with 
ae other people, or if the figures were arrived at separately?—A. Separately. 
La Q. Without one company consulting the other?—A. Yes. 


A 


By Hon. Mr. Calder: 


| Q. These are the figures submitted to the Duff Commission?—A. This 
}an estimate made by the Canadian Pacific. 


_ Q. For the Duff Commission?—A. For the Duff Commission, yes sir. 


By Mr. Biggar: 


: Q. But as I understand it, these details of the kind that we have been 
ssing in Exhibit 60 and previous exhibits were never before the Duff 
nmission?—A. I could not say as to that. 
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Mr. Biccar: I might tell the Committee that i have ued and 
never found that they were laid before the Duff Commission. I would 
they never were. 

The Wrrness: My understanding is that that aehibit at the top of page 


424 was filed with them. - A 
Mr. Biccar: Yes, that was. But none of these details that we are now 
discussing. q 


The Witness: No sir. 
Hon. Mr. Caper: The Duff Commission never analysed those figure eS | 


Mr. Biccar: I have gone through the records and I have never been a 
to find that the Duff Commission ever went behind the figures that are pri 
in our exhibits from pages 422 to 426, for instance. 

Q. Will you proceed with sheet No. 2, of Exhibit 60?—A. Under the 
heading of “Passenger,” there is no item for districts. That is because it is 
included in other accounts. 

Q. Will you tell me how you get these figures for freight and passeng 
and how you divide between the different heads under these two main hea 
Why was “Headquarters” put down as $70,000 and “Regions” at $3000! 
and so on? Tell us how you get at those figures?—-A. Those figures unde 
heading of ‘Total Expense” are the actual expense as charged to the differ 
heads in our accounts under “Headquarters,” ‘Regions” and “Districts.” N 
“Headquarters” is, we will say, the systems staff— 

Q. Yes, we understand that. But these are the figures that were actual lly 
in your books for 1930?—A. Yes. ; 

Q. Go ahead.—A. We added to the Canadian Pacific Railway total expe 
of $1,204,616 the Canadian National rail superintendence expense, as shown 
the exhibit at the top of page 424, of $2,214,273, and also the Northern Al 
and Toronto Terminals Railways, $7,140. 

Q. I think we understand that. Is this division of Headquarters, Regi 
and Districts made on the same basis as in what we have already discu 
I think Mr. Armstrong discussed them first——A. I merely wanted to say that 
we took the total combined railways operated separately at $13,426,029 and 
apportioned it under the freight, passenger and these other sub-headings 1 
I mentioned for the combined system operated separately in the same mam 
as the Canadian Pacific actual figures. 

Q. How did you get from $70,000 to $130,000 for headquarters?—A. T 
on with that, if I have made myself clear. We will take the first item, if you w 
under freight headquarters. The total expense in 1930 for the Canadian Paci 
was $70,000. That is 11:63 per cent of the total of $1,204,616. ‘ 

Q. I see—-A. Then we apportioned the expense of superintendence, th 
traffic expenses for the combined railways operated separately of $3,426,029, 
found that the break-down for freight headquarters, using the Canadian Paci 
apportionment, was $206,675. a 

Q. That figure is not here-—A. No, sir. 


By Hon. Mr. Black: 


Q. Was the same method adopted right through, the combined costs of be | 
systems, and then your results for the combined systems on the basis ot@ 
C.P.R. portion?—A. Yes. 


Right Hon. Mr. MricHen: That covers it all. 


By Mr. Biggar: 


Q. You have $206,675, Now, what did you get from that?—A. From 
we in our estimate considered that the one headquarters staff for the 


[Mr. C. E. Jefferson. ] 
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By Hon, Mr. Horsey: 
mC). According to mileage, or how did you get your unit?—A. You cannot 


 Q. Just the proportion?—A. That is all. 


By Hon. Mr. Haig: 


_ Q. Eleven per cent of the total?—A. eee Then we considered the two 
erated as one would not cost as much as operated penan ely. and we 
had to make an allowance for additional staff for the— 


By Mr. Biggar: 


_ Q. What you are directing yourself to now is how you get that figure down 
om $206,675, representing 11-53 per cent of that total of $3,426,029, to $130,000 
x last column.—A. There is no set basis for it except— 


Q. Was it a percentage or a guess?—A. It is what we considered the expense 
of headquarters staff would be for the two railways operated as one, having 
regard to the fact that we would not need as much staff as we do now. 


By Hon. Mr. Parent: 


- Q. Did you know the salaries of all these people so as to come to a deduction 
and make your figures?—A. No, sir. We knew our own. 


By Hon. Mr. Calder: 


Q. You used your own cost as the yard-stick?—A. Yes. 
_ Q. If the Canadian National Railways did this business at a greater cost, 
you did not take that into account, you merely applied your own yard- stick 
to the combined mileage?—A. Yes. 

- Q. I wonder if that is fair. 


By Hon. Mr. Murdock: 
Q. And you estimate it would not take twice as much staff to handle the 
nified system?—A. Yes. , 
Hon. Mr. Cauper: The point, Mr. Biggar, is this. On their own system the 
expense, we will say, is 11 per cent; for the very same thing on the Canadian 
National it may have been 14 per cent. Now they eliminate that 14 per cent and 
ul ae say, “If the railways are all put together we will apply 11 per cent to the 
Mr. Biccar: My understanding is that that is not what they did with the 
11-53 per cent. They found their freight headquarters expense of $206,675 
resented 11-53 per cent of the total amount. Then they took off some $75,000. 
as asking the witness why it was $76,000 and not $50,000 or $100,000. As I 
athered from Mr. Jefferson, it was simply, as it were, a conjecture that $76,000 
‘as the proper amount to take off. 
_ The Witness: Yes, sir. We figured we could do it for $130,000. 


By Mr. Biggar: 
Q. Will you go on to the next item?—A. That is regions. 
Q. Yes—A. The freight regions, of which we have two to-day, would be 
eased to four. That is in line with similar evidence of previous witnesses. 
figured the four regions could be operated for $550,000. That is not quite 
ble the expense that the Canadian Pacific had for the two regions, but it is 
ithin $50,000 of it. 
BQ. That was just a Gon ecuinny deduction too, I suppose.—A. Yes. 
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By Right Hon. Mr. Mighen: 


Q. I suppose, Mr. Jefferson, part of your solicitation, and a very fires part, 
would be solicitation of one road against the other?—A. Yes. 

Q. Which of course would be eliminated under unification?—A. That i 
right. All of that comes into the picture because with four regions instead of 
two you might not have to have as many positions as double the two regions. © 

Q. I understand that. But there is less work to be done too. 


By Hon. Mr. Calder: 


Q. And very little solicitation at all?—A. There would have to be some, 
but not as much. For instance, in Canada, we will say, if you will, from Montreal 
to Toronto you would not have the rail competition: you. would ‘have the water 
and the highway. 

Q. You would only solicit where trucks and steamboats on the lakes come 
into contact with you?—A. That is so far as that example is concerned, Montreal 
to Toronto; but take Chicago to Boston. 

Q. Oh, yes.—A. There you would have to solicit in competition with the 
American railroads. 


By Hon. Mr. Parent: 


Q. Then you have the shipping lines from Quebec to Montreal.—A. Yes. 
Q. You have their competition—A. Yes. 


By Hon. Mr. Black: 

Q. Is not the competition for traffic to-day keener than it ever was? The 
competition is not between the railways, but between the railways and other 
transportation agencies. Is not that a fair statement?—A. It is both, but the 
competition between the trucks and the water is keener than it was. 

Q. That is what I mean, it is keener and greater than the competition 
between the two railways —A. Yes. : 


By Hon. Mr. Hugessen: 


Q. Your only saving would be one soliciting organization instead of two? 
—A. Yes, sir. 


By Hon. Mr. Cété: 


Q. No railway competition and combined efforts against the common enemy % 
—A. That is true with respect to Canada, but not so true with respect to tra fic 
moving from and to points in the United States through Canada. 


By Hon. Mr. Parent: 


Q. You arrive at an estimate for the combined systems operated as a unit. 
So far as the Canadian Pacific is concerned, under the heading Regions, you 
have $300,000?—A. Yes, sir. q 
Q. Is that correct?——A. Yes, sir. 4 
Q. Then when you come to the total savings, as a unit for both systems 
operated as a unit you come to the figure of $550,000?—A. That is not the 
saving, that is the expense. a 
Q. Even so, what I want to come to is this. How do you know about 
figures of the other system if you have not consulted with their representat 
so as to arrive at a calculation of some kind?—A. We do know what t 
figures are only as to their total expense under the major headings of supe 
tendence, agencies, advertising and other expense. If you look at this ] 
sheet that was distributed, you will see what the Canadian National tr 
expenses were for those four headings in that year. 
Q. That is what I wanted. 


‘[Mr. C. E. Jefferson.] 
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By Mr. Biggar: 


_ Q. Now, the third item $231,720 for districts. How did you arrive at the 
045’—A. That item was determined in the same way, having regard to 
e Canadian Pacific cost in 1930. 

_ Q. Is your figure in the last column thirteen-eighths of the figure in the 
P.R. column?—A. Not exactly. 

' Q. How much did you take off?—A. It is not examined in that way. 

_ . How is it determined?—A. We determined it by knowing the Canadian 
Pacific expense was $231,720. Then we had regard to increasing the districts 
a eight to thirteen, and what we considered the staff that would be necessary 
in those thirteen district offices. 

_ Q. Allright. How did you come to decide about how much you took off, 
thirteen-eighths of $231,720?—A. Our district offices are generally— 

_ Q. Your answer really is, Mr. Jefferson, that it was conjecture how much 
you should take off?—A. Yes, but we built it up. 


Ss 


By Hon. Mr. Horsey: 


_ Q. Who made these figures, who came to this decision with regard to how 
much they would take off for unification? Who was the man that did it? If 
we could get him here we would know how he arrived at it. 

_ Hon. Mr, Cauper: It strikes me we had that situation explained by Mr. 
Armstrong, where he stated there would be a saving which might be 10 per cent 
or 30 per cent, but that in endeavouring to arrive at what would be a fair 
amount, they fixed it at 20 per cent. He admitted it might be 10 per cent or 30 
per cent, but he said, “We fixed it finally at 20 per cent.” 

: Hon. Mr. Parent: But he did not give the reasons why he arrived at that 
igure. 
e Hon. Mr. Catprr: He could not, as I understand. 

i Hon. Mr. Parent: That is Senator Horsey’s question. 


See | 


Hon. Mr. Cauprer: The same principle is applied in both cases. 

_ Hon. Mr. Coré: It is not applied to the same question. Eight offices cost 
$230,000 to the C.P.R., and one office would cost that much divided by eight. 
On the unified system we maintain thirteen offices, and the cost would be 
thirteen times the cost of one district. Is that the way you figured it? 

1 Mr. Bicear: Mr. Jefferson said that when they multiplied thirteen by the 
unit of one office they took something off. 

\ The Wirness: In answer to Senator Horsey’s question, we had eight dis- 
tricts that cost $231,720. We are going to have under unification thirteen dis- 
tricts. I did not make these figures myself, but. we determined on the staff that 
would be necessary in the thirteen districts, and what the expenses would be, 
and having considered all the factors that entered into it, the total result was 
at the estimated expense for the thirteen districts was $401,545. 


Q. That is just telling us what is on the sheet. We are trying to get 
behind that. 
Hon. Mr. Hate: That is exactly in proportion. 


By Mr. Biggar: 


By Mr. Biggar: 


_ Q. Then, your answer should have been that the $401,545 is thirteen- 
shths of $231,720?—A. Not exactly. 


_ Hon. Mr. Hate: It is a little more than thirteen. 
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By A Mr. Biggar: i : 

Q. Then, why do you add something? Why does it cost more per distric 
to run thirteen districts than it does to run eight? 4 

Hon. Mr. Catprer: That same question was asked before, and the additiona “ 
amount was added because there was an increased mileage of railway in each o: 
these districts. . 
Q. Was that the reason, Mr. Jefferson?—A. I would not say it is based o: 
mileage; it is based on judgment. 

Q. According to Mr. Beatty’s list of the officers who took part in the 
preparation of this estimate, you were one of the members of your conn 
who in 1932 dealt with this particular subject?—A. Right. 

Q. Now, what about the fourth item, headquarters for passenger, which q 
$55,000? Is it arrived at in the same way?—A. Those items were arrived at in 
a similar manner as I mentioned for freight, but they were actually computed by 
our former passenger traffic manager. 

Q. Here you have deducted something as far as the regions are concerned 
as you did before?—A. Right. ) 

Q. And the subsidiaries were neglected, and the result is you get a She 
expense for the unified system of $2,102,117, and deduct that from the 
$3 ,426,029?—A. Yes, sir. 

Q. That is the addition of the two railways; and you get a saving on the 
loose sheet of $1,323,912?—A. Yes, sir. 


Q. Now, can you go to the next sheet, numbered 3?—A. This sheet No. 3 
is the rail traffic expenses for the outside agencies. 


By Mr. Biggar: 


By Hon. Mr. Hugessen: 


Q. What do you mean by “outside gencies”?—A. Sheet No. 3 shows Canada, 
the United States, Europe and the Orient, In Canada, for instance, under 
this statement No. 1, that includes only the headquarters and the regional and 
district organizations. “Outside” covers all agencies. : 


By Hon. Mr. Horsey: 


(). It means outside of Canada?—A. No. In Canada. Take Ottawa, for 
instance. We consider that an outside agency, because it only has charge of 
an immediate district. Edmonton is an outside agency. 


By Hon. Mr. Hugessen: 
Q. Outside what?—A. Outside headquarters. 


By Hon. Mr. Coté: 


€. Do you mean outside of Montreal headquarters or district headquarters? 
—A. The Montreal office comes under headquarters—that is the system offices. 
Q. But the general heading is “outside agencies”?—A. Yes. . 
Q. And under that you have agencies in Canada as well as in foreign 
countries?—A. Yes, sir. q 
Q. What agencies in Canada do you described under the title “outside 
agencies” ?—-A. To give an example, in Montreal part of the staff is outside 
agency. The soliciting organization is in the outside agency account. 


By Hon. Mr. Calder: 


(. Outside the headquarters account?—A. Yes, sir. 
[Mr. C. E. Jefferson.] 
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By Mr. Biggar: 

 Q. This is, as it were, the work apart from superintendence, outside of 

headquarters. 

a Hon. Mr. Coré: Then only headquarters are inside. Everything else is 
utside. 

: Mr. Biacar: Yes. The headquarters may be the system, the region or the 

district, but this is outside. 


; By Mr. Biggar: 
_ Q. Now, go ahead, Mr. Jefferson—A. The outside agency account is the 
preest item of traffic expense that is incurred in connection with the maintenance 
of soliciting and sales agencies, not only in Canada, but also in the United 
States, Europe, the Orient and Australasia. It should be made clear, however, 
that the account “all agencies” does not include the expense of ticket offices 
located in railway stations. It does, however, include uptown ticket offices 
r city ticket offices, as they are termed, Particularly in the United States and 
Gena, under the ‘separate operation of the two systems there is necessarily 
involved much duplication in agency expense. In other words, there exists 
an economic waste in competitive effort which could be avoided. This could 
e accomplished with a much smaller agency organization which would 
BP iecuately meet the situation under unified management without loss of traffic 
or without being detrimental to public requirements. 
_ Following the survey made by the Passenger Traffic Manager and myself, 
through the medium of our traffic officers and outside agencies, an estimate 
ps made of the cost under unification of such agencies throughout the world. 


‘ By Hon. Mr. Buchanan; 

QQ. Speaking of those outside agencies, is it the custom for both roads to 
have agencies in Japan, China, India or Europe?—A. Yes, sir. 

: Q. Or in cities in the United States?—A. Yes, sir. 

i 


Q. They are competing in centres in those countries and in the United 
are Yes, sir. Take Cincinnati, if you will. The Canadian Pacific 
has a freight office and a passenger office, and the Canadian National has a 
freight office and a passenger office. 

- Q.I1 know. But if the Canadian National Railways have an agency in 
Hongkong or Shanghai, what is it competing for if they have no steamships? 
fe. A. It is competing for rail haul on import and export traffic. 


By Hon. Mr. Calder: 
Q. After the steamboats arrive?—A. Yes, sir. The Canadian National 
have not any Atlantic or Pacific steamers but they have an organization in 
Europe to solicit traffic for rail. 


By Hon. Mr. Horsey: 
Q. And in Asia, too, in Japan?—A. Yes, sir. 
fm Hon. Mr. Ha: W ee the curlers came out from Edinbureh the C.P.R. 
fellows over there gave them all the particulars, and they got the business. 
W Ye tried to divide it, 
Hon. Mr. Horsry: That is the Atlantic, of course. 


is By the Chairman (Right Hon. Mr. Graham): 

— Q. All railways have a system, apparently, which culminates in New 
ork, and other large cities, under which there is one office in which you can 
a ticket to any railway ?—A. Yes. I do not know if it is any railway. 


2 


_ responsible party as to why they have not removed these duplications of ticket 
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Q. I am saying “any” because it includes both our railways. But it 
really no use; you are not getting value for your money. I have gone through that 
office once or twice. They have men in that. office who have no knowledge of 
the Canadian Pacific Railway or the Canadian National Railways or the 
Dominion of Canada. If it were not for fear of hurting the feelings of Senatoy ; 
Parent, I would tell him that I had to go in myself and ticket a passenger that 
they could not ticket to Three Rivers. If it had been to Quebec, of course they 
would have rebelled. “ 

Some Hon. Senators: Oh, oh. q 


The CuHamman (Right Hon. Mr. Graham): I do not think you are 
getting value for your money. 


The Wirness: You are speaking of consolidated ticket agencies. 


By the Chairman (Right Hon. Mr. Graham): 


Q. I do not know what they call them. They would sell a ticket to any 
place, but the young man I speak of was unable to buy a ticket to Three Rivers” 
or any place where the name was printed in French_—A. The Canadian Pacific 
was not part of that office. 

Q. Oh, yes. I must say now that I routed him over the Canadian Pacific 
connections myself—A. Quite right. ; 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Have you any share in the agency of which Senator Graham speaks?—_ 
A.’ No, sir. 


Q. It must be a private agency—A. We are not a part of any of the con- 
solidated ticket agencies. For instance, if it was Chicago, and they had a 
consolidated ticket agency, the Michigan Central would sell the ticket. to a& point 
on the Canadian Pacific Railway, but the Canadian Pacific would not assume 
any expense in connection with it. 


The Cuatrman (Right Hon. Mr. Graham): I am pointing out that they 
gave this man “the hook” in that office. I am not asking for any commission. — 
Having sold tickets for the C.P.R. once in my life, I routed this man to Three 
_ Rivers. 

By Hon. Mr. Gordon: i 
_ Q. In New York each of the companies has an office of its own?—A. Yes, 
sir. é 
Q. Has each company got an office in Chicago?—A. Yes, sir. q 
Q. Evidently the Chairman did not go to either of those offices in New — 
York—A. If he had gone to the Canadian Pacific or the Canadian National 
office he could have bought a ticket. 4 

Q. He did not go to either of them. 

Hon. Mr. Cauper: I am afraid he went to a Yankee ticket office. yi | 

The Cuamman (Right Hon. Mr. Graham): I was prowling around the — 
ticket agencies and I saw this one advertising tickets to everywhere, and I found 
a Canadian trying to buy a ticket, but they didn’t know where his destination — 
was. 4 

Hon. Mr. Brack: I have a question that I want to ask at some stage, 
but I do not think this is the witness who will answer it. I do not think we need 
question the fact that there are duplicate agencies of both roads all over the 
world. That is one thing that has been brought out many times in the discussion: 
of railway matters. These duplications should be cut out in the interests OL, 
_ economy, perhaps not necessarily under unification. I want an answer from a 


[Mr. C. E. Jefferson.] a 
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reight offices and soliciting bodies all over the world. I think there is a 
at saving to be made there under unification, and I think there would be 
large economy under co-operation. 

Hon. Mr. Cort: But not competition. 

_ Hon. Mr. Brack: It seems to me the companies should get together on this 
unnecessary duplication. I want to question Mr. Hungerford and the Vice 
President of the C.P.R., maybe, on this point. 

The CuHarrMan (Hon. Mr. Beaubien): Let us go on with this witness, 
gentlemen. 


_ The Wrrness: I just wanted to answer Senator Black’s question. 
' The Cuamrman (Hon. Mr. Beaubien): He says he wants to have it 
answered later on, by someone else. 


5 Hon. Mr. Brack: If this witness wishes to answer it, all right. I think I 
know what he will say. 


_ The Wirness: I can answer it. So long as you operate separately and 
you compete, you have to have your separate offices. How would a joint office 
route the freight over a competitive area? Take an office in Kansas City, for 
instance. If you have a shipment going to Montreal, which way would it be 
routed, over the Canadian Pacific or the Canadian National? Then you have 
to remember that with regard to business moving, say, from Kansas City to 
Boston, you are soliciting that business in competition with all the American 
Toads. 


a5 
y 


By Hon. Mr. Black: 


Q. Would it be possible to zone your areas and allocate certain areas to 
the Canadian National and certain areas to the Canadian Pacific, so that one 
railway would solicit in some areas and the other in other areas?—A. I 
would say it could not be done, under competition. 
_ Hon. Mr. Roxstnson: I do not think there is any warm desire to do it. 
; Hon. Mr. Haic: Take this case as an instance. In Edinburgh twenty-one 
curlers want to come to Canada, to land at Halifax and go through to Edmonton 
and a number of other places and return to the Old Country. 

Hon. Mr. Parent: And lose a game in Quebec. 


Hon. Mr. Rogrnson: It would be a simple matter to have them travel west 
by one road and return over the other. 

Hon. Mr. Hate: We curlers in Canada wrote to them and suggested that 
they come out by Canadian Pacific and go back via Canadian National. 
i in the meantime they had been solicited by the Canadian: Pacific agent 
at Edinburgh, who told them all about the beauties of the Canadian Pacific 
route. They cabled us to cancel all arrangements, that they were going and 
pains by Canadian Pacific. This could not be done under a joint organization. 
Hon. Mr. Rostyson: I do not think that it is any use for Senator Haig 
and myself to argue that question. Or, is he chairman? 

_ Hon. Mr. Hata: My honourable friend has raised a question. If the 
Chairman will give me a seat elsewhere, I shall be glad to sit there. I asked 
him to give me a seat. 

~The Cuamman (Hon. Mr. Beaubien): No quarrel. 

Hon. Mr. Hata: I would ask the Chairman again to give me a seat, Will 
Senator Robinson let me have his seat? 


The CuHatrmMan (Hon. Mr. Beaubien): Let us proceed. 
Hon. Mr. Hate: I do not think that is fair. The honourable gentleman 


has raised a question. I will tell the honourable gentleman that I asked the 
shairman to give me a seat, and Senator Graham said “I cannot give you 
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mine,” and Senator Beaubien said “I-cannot give you mine. Will 3 you pleas 
sit down there and stay there.” Is that clear to my honourable friend? — 
Hon. Mr. Rosrnson: Well, why don’t you stay there? 
Hon. Mr. Hata: I am staying there. 


The CuainmAn (Hon. Mr. Beaubien): We are losing a lot of time. 


By Hon. Mr. Hugessen: 4 


Q. Like Senator Black, I should like to ask you, Mr. Jefferson, or some: 
one else, why the Canadian Pacific and the Canadian National cannot have 
consolidated ticket offices in the big cities of Canada, and save money thereby 
when the United States railroads have consolidated ticket offices in New 
York and other big cities. 


Hon. Mr. Cauprer: Pardon me for putting an aside. In the city of Regina 
for instance, there is one ticket office at the Union Station, but there are both 
Canadian Pacific and Canadian National representatives in that office. ] 
daresay that so far as the building is concerned, what you refer to could 
be done. } 


Hon. Mr. Hucressen: That is Just what I refer to. In some of the big 
towns in the United States, where they have a consolidated ticket office, each 
railroad has a department of its own, There is a label on the outside, showing 
that such and such a railroad is in one section of the office and such and 
such a railroad in the other section. I do not see why that cannot be done in 
this country. ; 


By Hon. Mr. Buchanan: 


Q. You would save rent, anyway, would you not, by that system?—A. i 
the Canadian Pacific and the Canadian National had a joint ticket counter, 
we will say—they have in the Toronto Union station, they have each a separate 
part of the concourse, where they sell Canadian National and Canadian Pacifi 
tickets. They have separate staffs selling Canadian Pacific and Canadia 
National tickets. If you had consolidated ticket offices, you would still have 
to have your independent offices in all the cities, your administration and 
soliciting offices. I do not see, so long as the railways are operated separately ; 
that you can have consolidated ticket offices where you compete in passenger 
traffic throughout Canada. 


4 


By Hon. Mr. Hugessen: 


Q. They do in the United States—A. Not so much so with competitive 
railways. ‘Take in Boston, if you will. They have a consolidated ticket offie 
for the Boston and Maine, the Boston and Albany and the New York ané 
New Haven Railway; but it is all divided off, with the Boston and Maine stafi 
here, and the Boston and Albany staff there, and the New York and New Haven 
staff in another section. 


Hon. Mr. McRan: There are enough men in those two ticket offices in th e 
Union station at Toronto to sell all the tickets in Canada. 


Hon. Mr. Cork: In either one of them? 
Hon. Mr. McRaz: Yes. 


By the Chairman (Hon. Mr. Beaubien): 


Q. In either case, you say, you would have to keep separate staffs, and t th 
only thing you could economize on would be the rent of the buildings?—A. Y 


[Mr. C. E. Jefferson.} 
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we Bay Mr, Biggar: 
Q. Shall we go on to sheet numbered 3 of Exhibit 60? Will you tell us 
w you get at those figures, and the estimate for the combined systems 
erated as a unit?—A. The estimated cost for the combined systems operated 
a unit was determined separately for passenger and freight by taking each 
fice in the countries that I have shown in the left-hand column, and knowing 
what our expense was; and knowing what staff the Canadian National had, 
and with our knowledge of their general business, we determined what the cost 
would be in each place, as an estimate for the two roads operated as one. 
 Q. What considerations did you have ih mind in getting at these figures?— 
A. The number required in each office, based on what our own staff was and 
what we considered would be necessary "under unification, and of course also the 
abolition of some offices. As with regard to evidence given by Mr. McNeillie 
o's we do not want to disclose the details of that statement city by city. 

Q. But you went through the places, city by city, and determined what 

stati you would need there for the combined railways for the purpose of carrying 
mM your competition with road and water and railways outside the country ?— 
. Yes. Our position in that respect is not without precedent. Very often 
juestions are asked in the House with respect to the Canadian National, and 
he answer is that the information is of such a character, either competitive or 
private, that it would be prejudicial if it were furnished. 
©). Quite. And the result of adding up the figures that you got in the way 
that you speak of, was to show that you would want for passengers a total of 
$2,347,000 and for freight $1,643,000?—A. Yes. 
_  Q. Then, where do you get the figures in the last column?—A, The figures 
in the last column are just an addition of the figures in the fourth and fifth 
columns, the two preceding columns. 
_ Q. Then you added them and they came to $3,990,000, and you deducted 
from the $6,328,688, in the loose sheet opposite “All Agencies "2A, Yes. 
 Q. And you arrived at the saving of $2,338,688?—A. That is right. 


By Hon. Mr. Calder: 


Q. Do those figures include rentals at all?—A. Yes. 
_ Q. They include your cost of rent for buildings?—A. They include our 
rental costs for outside agencies, yes sir. 


By Mr. Biggar: 


at here again the larger portion of the expense incurred by each company is 

licated or partially duplicated by the other railway. This statement, I may 
y, was prepared by our General Publicity Agent, and the exhibit shows that 
e Canadian Pacific advertising expense for the year 1930 was divided 57 per 
t duplicated advertising, 32 per cent partially duplicated advertising and 11 
cent exclusive advertising. 


By Hon. Mr. Parent: 


Q. Do both companies use the same advertising agencies?—A. I do not 
ink so. 
Q. How do you come to know the figures of the Canadian National for 
st of advertising?—A. It is the third item on the loose sheet. 
- Q. I have that. But I want to know how did you come to know what it 
the Canadian National to advertise?—A. It is published in their annual 
port. 


Q. What about the sheet that is numbered 4, Advertising?—A. I would say” 
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Q. And then?—A. And knowing the total amount of the Canadian Nati 
advertising in the year 1930, we added the total for the Canadian Pacific 
the Canadian National together, amounting to $3,412,546 and apportione 
Q. You took the total of the exclusive advertising for both railway; 
$393,467, you reduced the duplicated total by 60 per cent and got $776,013, and 
reduced the partially duplicated total by 35 per cent and got $701,381?— 
A. That is right, 4 
Q. So that you get an estimated expenditure for advertising for the unified 
systems of $1,870,861, which you deducted from the present total of $3,412,546, 
and got a saving of $1,541,685?—A. That is right. a 


By Hon. Mr. Cété: . 

@. What is an example of exclusive advertising? Give us just one example. 

—A. Exclusive advertising to-day is advertising resorts at Banff, advertising in 

Australia; those are two examples. ; 
Q. In Australia?—A. Yes. 

@. That would be for shipping?—A. And for rail too. 


By Mr. Biggar: ; 

Q. Can we take up page No. 5 now? There are savings here on only four 
items, are there not?—A. Yes. @ 
Q. Will you take those successively? The first one is traffic associations, 
rail. How did you get at the $88,251?—A. This sheet of all other traffic 
expenses covers traffic associations, industrial bureaus, and so on. This saving 
of $88,251 in traffic associations, rail, was arrived at in this way. We con- 
sidered that the combined expense of $220,627 could be reduced to $132,676, 
but there is no unit on which that was determined. It is an estimate of what 
we think by unification the figure could be reduced to, knowing what we pay into 
the maintenance of different traffic associations. There are a number of them. 


By Hon. Mr. Calder: ; 


. You would have one representative instead of two?—A. Yes, sir, that 
is right. 
By Mr. Biggar: 4 
Q. The next item is industrial bureaus. Is that arrived at in the same 
way?—A. That is arrived at in a similar way. We both maintain industrial 
bureaus in different offices in Canada, Montreal, Toronto, Winnipeg. Under 
unified operation we would only have to have one office in each place where there 
are now two. 
Q. What about stationery and printing, rail?—A. That item covers largely 
freight tariffs, passenger tariffs, timetables, things of that kind. Under unified 
operation there would be a very large reduction in the size of those publications. 
Q. How did you arrive at this particular figure of $467,127 instead of the 
present expenditure of $778,5452—A. We did not think the printing expense 
of the two railways operated as one would exceed the combined by more than 
60 per cent. a 
Q. Is it 60 per cent you took?—A. Not exactly, it is pretty close to it. 
Q. That is the way you got at it?—A. Yes, sir. 
Q. You took approximately 60 per cent?—A. Yes, sir. - 
Q. I was rather interested in the fact that the expense is not to be $460,000, — 
or even $460,100, but exactly $467,127. I wondered if that had been got at on 
a percentage basis—A. Not exactly, but we figured, taking our business com- | 
petitive and non-competitive, that about 60 per cent was competitive movement | 
and 40 per cent non-competitive. _ 
[Mr. C. E. Jefferson.] a 


ae ee gp Bd Ae BS a | ‘ ‘ a! 
Te een eeag ay: epee 2) 4s 


RAILWAY CONDITIONS 863 


Q. You told me you did not take 60 per cent—A. No. 

_ Q. The fourth one is other expenses, rail. What do those represent, and why 
is estimate of $118,730 instead of $197,884?—A. I don’t know just what that 
item includes. 

© Q. You do not?—A. No, sir. 

QQ. Who will be able to tell us? 

’ Hon. Mr. Parent: It may be a party fund. 

_ The Wirness: Mr. Liddy can tell you just what that item includes. 

a 


» Hon. Mr. McRas: Mr. Liddy can probably tell us why there is a wide 
discrepancy between the two railway companies, and also why he reduced the 
expense to $118,000 under unified management, which is less than the National 
Railways are now paying by about a third and more than four times what the 
C.P.R. are paying. It seems to me that this item of reduction is hardly in 
keeping with the preceding one. 


By Mr. Biggar: 


_ .Q. Then you have $571,232 of total savings there, and you bring that into 
the loose sheet, and your result is a saving on the traffic expenses of $5,775,517? 
—A. Yes, sir. Cc aee 

_ _Q. Is there anything further you have to add in regard to that economy ?— 
A. No, sir. 

__ Hon. Mr. Danpuranp: When we have some representatives from the Cana- 
lian National to explain their activities in respect of colonization, agricultural 
and natural resources, totalling $541,110, we shall be interested to know some- 
hing about the. Canadian Pacific’s activities under this head. I see nothing 
n the Canadian Pacific column. 

_ Right Hon. Mr. Mzicuen: I do not agree with what Senator Black said as 
0 the number of ticket agents in Toronto. I am at the Union Station a great 
leal—I suppose, like many others, I am there just before the train goes—but 
lot once in twenty times have I tried to get a railway ticket or berth accom- 
nodation that I have not had to wait. They are all quick, courteous and efficient ; 
md I do not know the name of one of them. 


— Hon. Mr. Buack: I made no comment with respect to their efficiency and 
ourtesy. I directed attention to their number. 
— Right Hon. Mr. Meteuen: I am sorry if I misunderstood my honourable 
tiend. I have found both the Canadian National and the C.P.R. staffs equally 
ourteous and efficient. 

_ Hon. Mr. Mourpocx: That is my view too. 


By Hon. Mr. Buchanan: 


~_ Q. I notice you have no amount under the item of colonization, agricultural 
ind natural resources, for the C.P.R. You have a department of that kind. Is 
lot that to be considered under unification?—A. That is to be dealt with by 
Mir, Liddy. 


a By Hon. Mr. Hugessen: 

o Q. Have you made, Mr. Jefferson, an attempt to bring this estimate of 1930 

ip to 19372—A. No, sir, I could not do that without making a complete resurvey. 

_ Q. I understood from a previous witness that there had been certain co- 

iperative economies already effected by joint advertising since 1930.—A. That 

S right, yes, sir, but I understand that item is not a large one. It is $13,000 
rear. ‘That is all that is involved in that joint advertising account. 

Q. Have you made any investigation as to whether the railways separately 

e not effected a considerable economy under railway operating expenses be- 
25 —2 } 
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tween 1930 me 1937, apart ie unification?—A. They aver, yes, sir, vie ne 
of much lighter traffic movements. 

Q. I notice, for instance, in 1980 the Canadian National expenses on thi 
item were $8,600,000; in 1937 they had gone down to $4,900,000 odd.—A. Whi 
item is that, sir? 

Q. You show on your loose sheet that in 1930 the Canadian National traf 
expenses were $8,600,000 odd.—A. Yes. 

Q. I see by their annual report of 1937 that those traffic expenses for 19: 
have gone down to $4,900,000 odd. Take advertising, for instance; the 
expenses for advertising in 1937 were $580,000, as against the figures in 193 3 
of $1,800,000.—A. In connection with advertising, in 1930 they had a radi 
expense, in 1930 they did not. That is one item. 

Q. That should come off then in the revised estimate?—A. Yes, sir. 

Q. But you have not made any attempt to revise your estimate of 1930 u 
the light of present day conditions, taking all those things into account? 
A. No, sir. My view on that is this, that with traffic movements back to 193 
the traffic expenses would undoubtedly be increased. They might not be incre 
right back to the 1930 level, but the Canadian Pacific traffic expenses would 
increased pretty close to what the 1930 figure was. . 

Q. Would the advertising expenses increase proportionately ?—A. The Cam 
dian Pacific, yes; the Canadian National, perhaps not. But whatever the fi 
would be of ‘the combined systems operated separately, my view is that the sa uN 
ings from total expenses will be anywhere from 35 to 40 per cent. 


i 
a 


By Hon. Mr. Robinson: 


Q. There is a very large saving shown already?—A. Yes. 
Q. I think between three and four million dollars, is it not?— 


Hon. Mr. Hucrssen: Yes; nearly $4,000,000 on the Canadian National. 


By Hon. Mr. Robinson: 


Q. Nearly 4,000,000 already on the Canadian National alone.—A. 
but even if you unified on the 1937 organization, I think you would save at lea 
from 35 to 40 per cent. q 

Q. Over 1930?—A. No. 

Q. But it has already saved a good deal apparently.—A. You save ah 
much more. 


By Hon. Mr, Hugessen: 


Q. What I was getting at was that a good deal has been already?—A. © 

Q. And should be taken out of any estimate you make to-day?—A. — 

have to bear in mind that in 1937 the wages were not on the 1930 level. 
is one item. 


By Hon. Mr. Horsey: 
Q. It means $75,000,000 could not be saved on the 1937 account?—A. _ 
sir. 

By Hon. Mr. Murdock: 


Q. Mr. Jefferson, were not wages lower in 1937 than in 1930?—-A. Ye 
that'is what I said. But the restoration is now back. 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Mr. Jefferson, there have been economies by both railways betwee! 
1930 and 1937?—A. Yes, sir. 


[Mr. C. E. Jefferson.] 
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_Q. But I understand that your testimony bears on economies that could be 
ade by the suppression of duplication?—A. That is right. 

_ Q. Those economies of course could not have been made by the two rail- 
lys separately between 1930 and 1937 because duplication still exists: is that 
ht?—A. That is right. 


Hon. Mr. Hucrssen: I was pointing out, Senator Beaubien, that with re- 
ect to one item on the Canadian National, radio, which is reflected in the 
930 figure, that economy has already been made, and cannot be made again. 


Right Hon. Mr. Murcuen: That is right. 


By Hon. Mr. Calder: 


- Q. But in addition you make this statement, as I understand you, Mr. 
efferson. If we take into account what was actually expended in 1937 on both 
Iways your evidence is that, no matter what that figure is under a system 
unification, you feel there can be a reduction on those figures of from 35 to 
per cent?—A. That is my statement, yes, sir. 

Q. That is, no matter what has taken place during the years 1934, 1935 and 
6, the expenditures last year are “A” plus “B”, and if the lines are thrown 


ether and managed together there can be a reduction of from 35 to 40 per 
t?—A. Yes, sir. 


By Hon. Mr. Horsey: 


Q. But the total would be much less than $75,000,000?—A. The amount 
saving would be less. 


Hon. Mr. Cauper: It is not $75,000,000, it is only part of that. 


By Mr. Biggar: 


~Q. At page 710 of the Proceedings, Mr. Jefferson, you were dealing with 
ther schedule, and you said that there was a certain tonnage, for which I 
ed you, but that you hadn’t got it here—A. Yes, sir. 

Q. Have you got those figures now?—A. Yes, I have. 

Q. Have you that in the form of a statement?—_A. Yee. sir. 

@. This covers the information about the number of tons, the amount per 
and the gain in revenue, on which you based the evidence you gave the other 
2—A. Yes, sir, that is right. 


ails are there. This short memorandum will be Exhibit No. 61. 
Thank you very much. 


The CuHarrman (Hon. Mr. Beaubien): Next witness? 


_ E.G. O’Brien was recalled as a witness, and took the stand. 
4 By Mr. Biggar: 


QQ. Mr. O’Brien, you were going to deal with another of these schedules 
y Exhibit 49°—A. Yes, sir. My submission will be in connection with the item 
t $23,000,000 of savings in transportation rail line, based on the year 1930. 

Q. That is the fourth item in the statement at the top of page 422 of the 
ceedings, and the details are given in the table at the bottom of page 424?— 
Yes, sir. 

While the sheets are being distributed I should like to explain the manner in 
ich they are grouped. It might save time. 
Q. We have here, as usual with these statements, a loose sheet reproducing 


bular statement at the bottom of page 424, and then we have a large 
2h 


~ Q. I think it would suffice if we just marked this as an exhibit. All the 


) 


explained?—A. Yes. 
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number of added sheets which constitute the new material, and eae Wa b 
Exhibit No. 62.—A. Right. ! 
 Q. This is a formidable looking document, Mr. O’Brien. I think yo 
might summarize what you have to say about it. new I think I can give it i in- 
very short time— q 
Q. Good.—A. —if you will accept the statement that the figures are com 
piled very much on the same basis as those explained by Mr. Armstrong ani 
Mr. Newman yesterday. We have identified them with the exhibit, and j 
would point out the manner in which these sheets are put together. # 
The top sheet is what might be termed a master sheet, and shows the Cos 

on the Canadian Pacific, on the Canadian National and on the combine 


railways. ; 
Q. That is a reproduction of the tabular statement on page 424 of th 
Proceedings?—A. Yes, sir. 3 


Q. We are not going to reprint that—A. Then each item in the left 
hand column has detailed sheets attached below. Those sheets are group 
so that they can be identified with each of the items on this master shee 
Exhibit “H”, page 9. 

Now, to come immediatey to the details, under the headings of superinten 
dence we have to assume or to provide for a set-up, and this was explained o) 
Mr. Humphrey yesterday. It is Exhibit “F”. We had to have some organiza 
tion on which to base cost. That organization is shown on the series of shed 
Exhibit “F”, pages (a) to (d). 

Q. It is "called ‘Page 9,” isn’t it, “(a), (b), (c), (d)”, and so on?—A. 
sir. Exhibit “F” is the present and proposed supervisory units. 

Q. I follow.—A. With this organization, which had been decided upon % 
that which would be necessary for the operation of the combined railways, 1 
took the units which it was figured would be required, and we calculated 
cost. This is shown on page 9 (a). In other words, in Exhibit “F” there we 
shown one system headquarters, four regions, eight districts, twenty-sevé 
divisions, and three subsidiaries. In connection with headquarters, the cos 
of the Canadian Pacific was known, and this was increased on the basis 0 
mileage, less 20 per cent. That is indicated in the remarks column. + 

Q. And I think those, roughly speaking, correspond to the remarks in th 
same position on the statement Mr. Armstrong gave?—A. Exactly. P 

If you will come to regions next, sir, that is covered on the same basis 


four regions. q 
Q. That whole sheet No. 9 (a) was done on the basis Mr. Armstrong ha 


Q. Yes?—A. The next sheet is 9 (b), the cost of despatching trains. The 
is not very much detail in this sheet, but possibly I had better explain. Tha 
is to say, the information as to the 20 per cent reduction has no connec 
with any arbitrary 20 per cent reduction, but a survey was made under 
general superintendents of transportation, all of whom were despatchers, ane 
the information was available in the working time-tables. This actual reductio 
was 19.9 and some per cent, and it was taken arbitrarily at 20 per cent. 


By Hon. Mr. Parent: 

Q. You mean that in 1930 it was arrived at arbitrarily?—A. No, sir. 
exact calculation was 19 and a decimal per cent, and the round figure was ta 
as 20. But that is not the 20 per cent that is used in some other calculati 
This is indicated clearly in section “F”. : 


By Mr. Biggar: 4 4 


Q. What is section “F”?—A. Exhibit “F”’, page (d). 
[Mr. E. G. O’Brien.] 
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~ Q. I think all we want to know is how you made a survey with respect to 
question of despatching, and how you arrived at a reduction of 199 and 
ething per cent?—A. No, sir, it is 19.3. In 1930 there were 452 despatchers 
both systems, and after a study of the increased mileage as described by Mr. 
mstrong, we estimaed that it could be handled with 365 despatchers, and 
is a reduction of 19.3 per cent, and 20 per cent was taken as a round 


re. 

.Q. Right.—A. The next sheet is Exhibit “H”, page 9 (c), transportation, 
tion service. The information in this sheet was devoloped by a very extensive 
tudy. The general managers instructed the general superintendents to have 
he superintendents make an estimate of the amount of what it would cost to 
perate stations that were duplicated in any town. The superintendents 
ecured as much information as they could from their co-workers in the 
Janadian National, and where we were able to secure information as to the 
ost _of operation, it was used as a basis, and the total expenses at these 
pecific stations for the Canadian National and the Canadian Pacific are shown 
mder the heading “total,” in the first line. Then the superintendent, who is 
ery well qualified to know the local conditions, made an estimate of what it 
vould cost to operate those stations as a combined unit. The details for each 
tation are shown on the sheets underneath. 

_ Q. Numbered—?A. On sheets 9 (d), to 9 (d-12). 

4 You will note on these sheets that the specific stations at which the study 
yas made are shown first; then the stations which would be eliminated due to 
ine abandonment, and the balance of the stations at which no studies had 
een made, and as to which we did not have the information. 

ik By Hon.'Mr. Coté: 

‘ Q. Did you estimate what it would cost to merge these stations, to unite 
hese stations?—A. The superintendent made an estimate of what it would 
ost to operate. 

~ Q. No, but to merge them. If you use one station instead of two, in 
my locality, you have to make connections for the two lines—A. That is a 
0-operative matter that was handled by another witness, sir. 

& 

rc By Right Hon. Mr. Meighen: 

~_Q. Was this on the basis of maintaining the present station services?— 
\. Retaining them? 

_ Q. On the basis of no new capital invested for union stations?—A. It is 
n estimate of what it would cost to handle the business in the various towns 
ith a unified system of railways. 

 Q. But not involving new capital investments in union stations?——A. Not 
ecessarily, not at all. There would be no capital investment. If there had 
een a necessity for capital investment, they would have told us, but there 
ras none. 


M By Mr. Biggar: 

_ Q. And this is based upon using the facilities that exist?—A. The facilities 
nat exist and are available on either one road or the other. 

% Q. And not necessarily making union stations all over?—A. Under unified 
nagement there would be no question of unified stations. They would select 
most suitable station for the handling of the business of the unified railway. 
Q. But the difficulty that I think Senator Meighen and Senator Coté feel, 
that I feel, is this. There are a great many places in Canada where you 
Id not possibly make a union station without very considerable capital 
ense. What happened in those?—A. If you still had the two facilities 
ilable, sir, I cannot conceive of any place where you would have to make 
apital expenditure. 
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Q. That is whe I want to know. Was it on the ie of using both stations 
—A. In some cases they would use both stations; in other places it would n 
be necessary. But the local superintendent estimated what he could operat 
the combined properties for, on the basis that he could use the facilities of th 
combined properties. F 

@. And without capital expenditure? 
expenditure. 


A. Necessarily without capita 


By Hon. Mr. Hugessen: 


Q. Let us take one example—-A. There is another witness who cover 
that. There might be some track connections, or conditions of that kind— 


By Mr. Biggar: 


Q. But I mean, no substantial expenditure?—A. The question of mainte 
nance and buildings and that kind of thing has already been covered by Mr 
Armstrong. This covers only the station services and is limited to the station 
employees, station supplies and expenses and matters of that kind. 


By Hon. Mr, Calder: 


Q. It does not cover buildings at all?—A. No sir. It just covers personne 
and supplies. . 


By Mr. Biggar: 


Q. It may be that I am stupid, but I do not follow you yet. You have 
got two conditions. You have got the condition that obtains at a given plac 
where if there was unified management of these two systems you could run 
the trains into one station and make it a union station and let the other go 
you have another extreme situation, where it is very difficult to put. the trains 
of either system into the station now operated by the other, and it woul 
involve a very considerable capital expenditure to do so. a 


Hon. Mr. Murpvocx: Take Montreal, for example. 


Mr. Biacar: Or Winnipeg. 4 
Q. Now what we really want to know is, take these two conditions, ¢ 
what basis with respect to places of those two kinds was this estimate 1 
service made? Was it made on the basis that in the first class of case y 
only had one station, because it was easy to use one, and in the other el 
of place that you continued to use both stations, because you would have 
do that without making a capital expenditure? Or, was it on some other bas 
—A. The estimate of the cost of operation was made by the local superintende 
and he, knowing the facilities available, had in his mind how the busin 
would be divided. In the case of Montreal, the local superintendent wot 
know that possibly under the schedule maintained he might not run all 1 
trains into one station, but he had in mind that he had both facilities availa 
and they would be used. As to the cost of buildings or other facilities— 
@. Never mind the cost of buildings. But what were the instructions qe 
the superintendents on which they made their reports? Were they that th 
were to let you know what would be the expense that would be incurred if y 
had unified management, without any substantial capital expenditure?—A. 
No sir. The superintendents were asked to supply information as to the e 
under unified management under the heading of station employees and ee 
supplies and expenses. 
Q. But that does not answer my question. 


Right Hon. Mr. Mertcuen: I think it does. 
(Mr. E. G. O’Brien.] 


nit 
i Ie 
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By Hon. Mr. Hugessen: 
- Q. On this item, your total saving was about $790,000, of which nearly 
thirds is for Montreal alone, $537,396. Can you give us any idea as to 
y that was arrived at, how you were dealing with the different stations at 
ontreal in making that estimate? 

Hon. Mr. Parent: What page is that? 

Hon. Mr. Hucnssen: Page 9 (d-3) of Exhibit H. 


_ The Wirness: There is no capital expenditure involved in this study. 
And secondly, the expenses for station employees and station supplies on each 
yi the railways for each of the separately operated railways, was ascertained, 
and we then secured the combined expense. An estimate was made by the 
superintendent as to what staff would be necessary if all of the freight or the 


assenger service could be distributed as he would do it were he in charge of 
he unified railway. He then gave us the figure that he thought would cover these 
wo items of station employees and station supplies and expenses, a total cost of 
R2,184,770. 


ia 
: 


A 
’ 


‘ By Hon. Mr. Calder: 

Q. Bearing in mind that he is only dealing with personnel and supplics?— 
1. Personnel and supplies. 

 Q. Not with buildings at all? No matter where the personnel was located, 
this is his estimate of the cost?—-A. That is all that is considered. 

' 


ss 
By Mr. Biggar: 
Q. That is really as far as you can carry us on that point, is it not?— 


A. Yes. That is the basis on which we worked out the general question of 
station service. 


By Hon. Mr. Parent: 


Q. May I ask a question with regard to Quebec city? I understand the 
ation there is common to both railways. Can you give us any explanation 
as to how you can make savings there, when you are presently using the same 
station?—-A. There are separately operated freight stations. Therefore there 
s there an opportunity for co-operation and saving in cost. 

 Q. And two ticket offices? 


By Mr. Biggar: 
Q. How far have you got with page 9 (c)? Have you finished with the 
b3,470,950?—A. Before I tie that in I would like possibly to correct something. 
The net saving on page 9 (d-1) is shown for three specific stations. Then the 
ving for the stations on lines to be abandoned is shown. You will note there is 
ttom line showing “Unallocated.” In the case of these unallocated stations, 
w stations for which we had no information, there is no saving shown; that was 
not calculated. That covers the stations for which no savings could be effected, 
dividual stations. 
Q. You mean you examined all the stations, but as to the remainder of 
e stations you thought that no savings could be effected by unification, and 
erefore you made no entry with regard to them at all and limited your figures 
hose in respect of which there was a saving?—-A. Right, yes, sir. 
Q. Does that complete sheet 9 (c)?—A. There are a number of sheets 
ched in that group and they are all on the same basis. 
 Q. But have you now said all you want to say in support of that figure 
-$3,470,950?—A. The only point I would like to call attention to, on the 
mary sheet, 9 (c) is that under the Canadian Pacific heading the savings 
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are almost equally divided between stations for which studies have been m 
$6,264,346, the third column, and the unallocated stations, for which no sa 
is shown, are about equal. In the case of the Canadian National, the 
column, the total for specific stations is $6,184,956, whereas their total for un 
cated stations is $12,288,141. The study was made of only about one-third 
We feel that if we had further information, it would have increased the total 


savings. 
By Hon. Mr. Dandurand: 


Q. But these are the result of your own studies, made by the Canadian 
- Pacific?—A. The result of studies made by men located in different territories, 

Q. But belonging to the Canadian Pacific?—A. Belonging to the Canadian 
Pacific, but they had very definite information as to costs. 


By Mr. Biggar: 


Q. Perhaps we are trying to deal with too many points at a time. The 
point that you were seeking to make there was, as I understand it, that wh 
you looked at the unallocated and other figures with regard to Canadian Paci 
stations you had reports and knew of the savings in something more than fi 
per cent of all the Canadian Pacific stations, whereas with respect to t 
Canadian National you only had reports in respect of places that had 33. 
cent of the Canadian National stations, and there were 66 per cent of t 
Canadian National Stations that were unallocated and in respect. of which yi 
thought you might have further information? Is that the point you were 
making?—A. These studies of specific stations were only made where we had 
the information— . 

Q. Is that the point that you were making, in calling attention to the 
difference?—A. Yes, and the savings might have been greater had we further 
information. J a 

Q. That disposes, then, of that figure, which is carried into the loose 
sheet? # 
Hon. Mr. Caper: ‘Colonel Biggar, I should like to get some explanation 
regarding that figure 11 per cent, at the very tail end of page 9 (c). q 


By Mr. Biggar: a 

€). With regard to the figure at the lower right-hand corner of sheet 9 (¢) 

11 per cent, I gather that it represents a saving of 11 per cent of the to 

combined expense of the railways operated separately, $31,664,976. Am 

‘ right?—A. Eleven per cent is the derived percentage which is applied to 
total of the combined railways. 

Q. $31,000,000 odd?—A. Yes, sir. 


By Right Hon. Mr. Meighen: . 

Q. Did you apply 11 per cent, or ascertain what you thought you could da 

the business for and found out it was 11 per cent?—A. If you refer to th 
page 9 (c) you will note the savings are all shown opposite the stations f 
which specific studies were made. a 


By Mr. Biggar: 

Q. The $3,470,950, and then you found it was 11 per cent of the $31,000,000 
odd?—-A. Yes. That was put down on our working sheets for information only. 

Hon. Mr. Carper: It seems to me there is only one point there to be made 
absolutely clear, and that is the correctness of the $31,240,655 of combined 
expenses. 

Mr. Biccar: That, of course, is a Blue Book figure. 

[Mr. E. G. O’Brien.] 


, 
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Hon. Mr. Cauper: Yes, the total expenses of the two roads joined together. 
e total saving of that is only 11 per cent. It seems to me it is beyond question. 
_ The Cuamman (Hon. Mr. Beaubien): If the total saving turns out to be 
only 11 per cent of what is now the expense of operating the railways separately. 
_ Mr. Bracar: As far as stations are concerned. 

Hon. Mr. Cauprer: Yes. 

Mr. Biecar: You are pointing out that 11 per cent is quite a small portion. 
Hon. Mr. Cauprr: I would anticipate a very much larger saving than that. 
_ The Wrrness: The 11 per cent is the relation that the savings we were able 
definitely to establish bear to the total expense; but had we information from 
additional stations it would have increased this saving of $3,470,000 odd, and 
therefore have made that percentage higher. Consequently it is very conservative, 


: By the Chairman (Hon. Mr. Beaubien): 
Q. Mr. O’Brien, I understand your study of this covers between one-third 
and one-half of the total of the two railw ays: is that right? <A little more than 
half of yours and only a third of the Canadian National?—A. It is one-half 
of the expense of such stations. There may be a good many large stations. It 
is not one-half of the stations, it is one-half of the expense. 
' Q. Say 40 per cent of the whole; and that after calculation shows you 
can save 11 per cent?—A. Yes, sir. 
— Q. Well, now, it leaves an open field of 60 per cent, which of course you | 
have not examined? 
Hon. Mr. Danpuranp: But I draw attention this fact— 
_ The CuHatrmMan (Hon. Mr. Beaubien): I want to get an answer from the 
witness. + 

Hon. Mr. Danpuranp: I should like the answer to be quite clear. I draw the 
chairman’s attention to this fact. The Canadian Pacific total unallocated is 
$5,781,601—not very far from half of the amount. Has that been tested? It is 
C.P.R. property that has been left as unallocated. Is it because there is no 
saving there? 
Right Hon. Mr. MricHen: Yes, I think in the main it is on the C.P.R. 


By the Chairman (Hon. Mr. Beaubien) : 


Q. That is not it, Mr. O’Brien. It is easy to understand. You have studied 
a little more than half of your own railway as far as stations are concerned.— 
. As far as expense of stations is concerned. 

Q. Is that right? The balance, say 49 per cent, you have not studied or 
you could not study: is that right?—A. There would be a great many stations at 
which there is no duplication of separate lines, and therefore there was no 
opportunity of consolidating stations. In so far as we could get where there 
are duplicate stations, we took the expense at those stations, which represented 

$6,000,000 in so far as the Canadian Pacific was concerned, or half of our 
station expense. Then we secured so far as was possible the Canadian National 
expense at the stations in those same towns where we could get it. In other 
. where we could compare stations we compared expenses. 


— Ree ORR 


By Hon. Mr. Parent: 
'..° . That is all over the country?—A. We could not get it all over the 
co untry. There were some places where we could not get it. We got it where 
ye could. 


W 


By the Chairman (Hon. Mr. Beaubien): 


__Q. Do I understand there was a large portion of the field in that respect of 
oth railways that was not explored?—A. Quite a large portion of the field was 


872 ik SPECIAL COMMITTEE — 


not explored. The extent of that study is indicated in the sheets, which show fc 
example in the Maritime Provinces there are three stations in that comparison ¢ 
$6,000,000. 

Q. What page?—A. Page 9 (d) 1. Under unification we made a study 
stations at Saint John, Fredericton and Edmundston. There are a great man 
other stations at which there were duplicate facilities, yet they are not include 
in that study. 


By Hon, Mr. Hugessen: 

- Q. What other stations?—A. In that district there would be Grand Falk 
St. Leonard—all on that line north. From Edmundston south a great many c 
those stations are duplicate. 

Q. That has been done?—A. Not so far as 1930 is concerned. I should lik 
to come to that later. 


By Hon. Mr. McRae: 


Q. Mr. O’Brien, does not the unallocated largely cover non-competitiv 
stations where you could not find any chance for saving? 
Hon. Mr. Hata: I think Senator Dandurand covered it. . 
The Cuarrman (Hon. Mr. Beaubien): We -will find out. 
The Wrirness: Apparently my remarks were not clear. The expenses a 
Canadian Pacific stations are definite expenses. At the Canadian Nationa 
stations we secured, in so far as we could get it, definite information. At some o 
these cities where we were making comparisons we had to estimate the cost 
where we could not get the figure definitely. Therefore the point I wanted ti 
bring out in connection with the $6,000,000 and $12,000,000 was that that estimat 
was very conservative. ; 
Hon. Mr. Canprr: I think the main point, if you could justify it, is briefly 
this. According to the official figures, as shown by the Blue Book, the on 
cost for these services was $5,305,785. 4 
Right Hon. Mr. Mretcuen: For what services? 


By Hon. Mr. Calder: 


Q. I want that cleared up. Where is the $31,000,000 carried forward on th 
front sheet?—-A. Under the fourth column. “a 

. The official figure is that for these station services,—I was talking of 
superintendence—the expenditures for the year 1930 were $31,664,976, operate 
separately. Now, then, the total savings are represented at. $3,470,950. That i 
a saving of 11 per cent of the total actual expenditure in the year 1930?—A. 
Correct. 4 

Q. I do not think we shall ever get anywhere if we attempt to analyse these 
figures and break them down. Our own common sense tells us that if the tw 
railways are thrown together and operated together, there will be a saving In 
the operation. It may be 11 per cent, 9 per cent or 15 per cent, but there will 
be a big saving. There is no question about that. To attempt to get at ¢ 
actual figure, or to attempt to find out how these officials got at that figure- 
well, we shall never be able to do it. That is my opinion. _ 


By Hon. Mr. Parent: 


Q. Mr. O’Brien, following Senator Calder’s remarks, I understand the figu 
you arrived at are based on the year 1930?—A. Yes. . 

(. Does it mean that you have made your calculations up to date based 
1930, that is, what is cost in 1930?—A. All of these studies are based on. de 

[Mr. E. G. O’Brien.] fF a 
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aC): They are not of to-day?—A. Traffic is changing. We have taken 1930 as 
/normal year. 


~ By Hon. Mr. Calder: 


a 

Q. But, Mr. O’Brien, I come back to what I said in reference to another 

tem. No matter what the figures are for the year 1937, and no matter what 

avings have taken place between 1930 and 1937, if the two combined railways 

re thrown together in 1938 there are going to be savings on the 1987 figures — 
. There must necessarily be. 

q Q. Sure. 


} By Hon. Mr. McRae: 

— Q. Mr. Chairman, I should like to get my point cleared up. The unallocated 
tation services of $5, 310,928 on the Canadian Pacific include practically all 
lon-competitive stations. I presume that because in following it we go along 
n detail here with the competitive points where economies are effected —A. That 
s correct, sir, because— 

e  Q. Then I want to ask this question. While we can work out 11 per cent 
mn the total, as a matter of fact on the competitive points it would appear to me 
0 work out around 20 per cent saving instead of 11 per cent. 


The CHatrMAN (Hon. Mr. Beaubien): On the C.P.R. 
Hon. Mr. Cauprr: On the basis of their figures. 
Hon. Mr. Hata: That is true of Montreal and of Winnipeg and Toronto. 


is 

P 

| By Mr. Biggar: 
j @. Mr. O’Brien, you had better go on to the next item.—A. The next item, 
ir, is covered by Exhibit 9 (e), transportation, yard service. 
_ Q. Yard service?—A. Page 9 (ec). There is a summary of the sheet at 9 
Bm) 1 to 9 (f) 6. 

~ Q. I see. Will you tell me generally how this sheet 9 (e), yard service, is 


A. That he could get, 


q By Mr. Biggar: 


_- Q. And it worked out, apparently with regard to each of these classes or 
heads of expenditure, at exactly the same percentage reduction?—A. I am 
mformed, sir, that works out at 15 per cent for yard services. 
Q. You ‘said that these figures had been based on figures obtained by the 
superintendents from the information they could obtain—that is the figures in 
e last column but one. Now, in between that and the figures with regard to 
e combined systems operated separately, you have a column in which 12-2 
r cent occurs ‘uniformly with respect to every item. I wonder how it happens 
all those gave you the same percentage reduction—A. These detailed 
ies were summarized, and the average for all the studies was worked out 
he basis of 12-2 per cent, and that was applied to these accounts. 
Q. That is to say, you took all your returns and found that you got a 12-2 
cent decrease, and then you applied that to each of these figures in the first 
umn?—A. Yes, sir. 
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Q. And you got to a net saving of $3,535,110 in respect of yard service?— 
A. That is correct, with one qualification. That 12-2 per cent study wa 
developed in connection with the four major accounts which are shown on page 9 
(f-1)—“Yardmasters and yard clerks,” “Yard conductors and brakemen,” “Yare¢ 
enginemen,” and “Fuel.” The study was made on those four items, and the 
percentage of reduction which developed was applied to the balance. ; 

Q. And what do you say with respect to the calculation about the other 
big item of $758,412 for fuel for yard locomotives? I see a note to the left that 
perhaps deals with that—A. This is an additional amount which was shown 
as a saving. That was information that the Superintendent would not have, and 
we took it independently in the head office. f 

Q. Did you apply this 12-2 per cent to that big figure with regard to fuel 
for yard locomotives?—A. Yes, sir, that is the sixth item, 3 

@. Was that an applied percentage or a calculation included with the other 
four?—-A. That is a derived percentage. 


y 


By Hon. Mr. Coté: 


@. Mr. O’Brien, I want to ask»you the same question in connection with 
yard services that I asked in regard to stations. Do these savings involve the 
abandonment of some yards at present used, and the joint user of the remaining 
ones, or do they simply involve the savings you can make by all the facilities 
being available under one management?—A. It involves the operation of the 
terminal in the manner in which the Superintendent would handle it if he were 
in charge of both properties. a 

Q. Retaining all facilities?—A. The question of facilities is covered by the 
study of the maintenance of way engineer. But whether they were abandoned 
or not, does not affect this study. a 


By Hon. Mr. Calder: 


@. Your figures take into account only personnel and supplies?—A. Only 
personnel and supplies; in other words, rail line transportation in this case covers 
superintendence, despatching, station service, train service, telegraph and express. 

Q. But it has nothing to do with buildings?—A. It has nothing to do with 
buildings. = 
Q. If there is a saving on terminals, it is not included in this at all? — 


A. No. % 
By Hon. Mr. Murdock: : 


Q. There is $3,535,110 to be saved in yard service, is there?—A, That ig 
$3,944,466, isn’t it? BR 

Q. Is it correct to say, taking the first items on that page, that $3,441,468 
is to be the result of turning men loose on the country?—A. Not at all, sir. 7 
_ Q. How do you analyse that reduction and so forth? There is a net saving 
in yardmasters and yard clerks of $494,669; yard conductors and brakemen, 
$1,055,583; in yard switch and signal tenders, $135,243; in yard enginemen, - 
$751,665, and in yard motormen, $4,308, or a total of $3,441,468. — 

Hon. Mr. Hate: That does not total up to $3,000,000. That includes fuel. 


By Hon. Mr. Murdock: a 


Q. Yes. $2,441,468. That is correct, is it?—A. As far as labour is concernet 
I have not covered that question. It has been covered by the President, But 
in so far as this estimate is concerned, the Superintendent would take all the — 
power and all the men he would require. 3 
Q. But more than half of this saving is in disconnecting men from thei 
positions. A 


[Mr. E. G. O’Brien.] e 
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on. Mr. Hare: Sir Edward Beatty told us it would take from five to 
years—_ 


_ Hon. Mr. Murpocx: That is all the bunk, and it can be proved. 


By Hon. Mr. Robinson: 


_ Q. I want to ask one question. All this is based, of course, upon maintaining 
ie efficiency which the C.P.R. has at the present time. Is there any doubt in 
our mind as to whether under a unified system there would be a let-down in 
ficiency? You need not answer unless you want to.—A. I certainly feel that 
e C.P.R. service will never let down. 

Q. That is optimism. 


. By the Chairman (Hon. Mr. Beaubien): 
Q 


. . Mr. O’Brien, have you interpreted that question in this way? Consider- 
ing the operation, unifying the two properties, and at the same time making 
the economies you mentioned here, do you think the efficiency would be lower? 
A. Not at all, sir. The efficiency of the two properties of the combined units— 
_. Q. Operated as one property. 

Hon. Mr. Rostnson: Without competition. 


ie. By the Chairman (Hon. Mr. Beaubien) : 

4 ~Q. Making the economies mentioned, do you consider that the making of 
these economies would have the effect of reducing the efficiency of the railways? 
Hon. Mr. Parent: That is suggesting the answer. We can anticipate the 
answer. 

_ The Cuarrman (Hon. Mr. Beaubien): If you do not mind, I will get it 
from the witness. 

i The Witness: I consider that under unified management, properly super- 
vised, as we see it, there would be no decrease in efficiency; and I can see 


ersonally many places in which there would be better service to the public, 
Hon. Mr. Hate: I move that we adjourn. 


By Hon. Mr. Robinson: 
a Q. Without the stimulation of competition?—A. Necessarily so. There 
are many telephone companies— 
_ the Cuamrman (Hon. Mr. Beaubien): Gentlemen, for a special reason we 
have to adjourn now until a quarter past three. 


The committee adjourned until 3.15 o’clock this afternoon. 


The committee resumed at 3.35 p.m. 
_ E.G, O’Brien was recalled as a witness, and took the stand. 


By Mr. Biggar: 


Q. Mr. O’Brien, I think we got to the set of figures on page 9 (g) of this 
Xxhibit 62, did we not?—A. Yes sir. Page 9 (g) is the expense for train service, 
covered by the fifth line on the master sheet, page 9. The first item of sheet 
(g) is Train Enginemen, passenger and freight. And this has been computed 
the basis of the combined cost of the Canadian Pacific and the Canadian 
tional, and that figure applied to the train or locomotive miles of the combined 
stem. That is, there was a reduction in locomotive miles, and the combined 
of both railways was applied. 
_Q. Are you speaking of the whole sheet?—A. No sir, the first two items. 
uel for locomotives is covered by a special study, which is self-explanatory. 


cs. 
we 


876 ae SPECIAL COMMITTER ea 


The cost of fuel is divided on the usual formula, in the case 3 passenger s ser 
40 per cent variable with locomotive mileage, and 60 per cent variable ee Car 
mileage, that is to take into account the heavy and light trains. F 

Q. ‘Are you not going a little fast? That figure that you gave us occu 
in one of the subordinate sheets, does it not?—A. Yes sir, 9 (h). 

Q. I think you had better explain those percentages by reference tae a 
place at which they appear in this statement. Perhaps you had better dea 
with Train Enginemen first. The two figures of $6,767,330 and $12,403,576 
opposite that, represent the figures for both systems taken together?—A. Yes 
The heading ‘here is somewhat different to that on the other sheets. In ot 
words, the amount of the first lot of figures, $6,767,330 and $12,403,576— 

Q. What is the fact about that? The $6, 767 330 and $12,403, 576 represef nt 
together the figures for both systems, do they not?—A. Yes. That is sho I 
in the blue book. 

Q. Tell us where you get the 18-687 cents and the 19-145 cents, in the: next 
column?—A. The 13-687 is the average cost for both railways. 

Q. How ascertained?—A. Ascertained by dividing the locomotive miles in 
the total cost as published. 

Q. And how have you separated passenger and freight?—A. We had the 
Canadian Pacific separation, but we did not have the Canadian’ National; bul 
we used the same percentage. 

Q. And then you applied those costs?—-A. Applied those costs to the tre 
or locomotive miles that we anticipated would be operated by the unified syste 

Q. On the basis of the figures that we have had, the percentages that a 
given at pages 417 and 418 of. the proceedings—16-2 per cent, 9-2 per cent a 
3°3 per cent, I suppose? y 


By Hon. Mr. Parent: | 


Q. Mr. O’Brien, if a locomotive runs on a roadbed which has a better grade 
than another, does it cost the same amount? If the roadbed, for instance, of 
the Transcontinental is on a better grade than the Canadian Pacific, does 
cost the same thing to run a train on the better grade as on the poorer orad 
A. On a better grade you would have a heavier train. You cannot take as 
train on one line and a heavy train on another and compare the cost. The 
are the two factors: the weight of the train and the distance. And we com! 
those things when we take into the study both the train and car miles. 

Q. You have taken all that into consideration to come to the average th 
you mention in this report?—-A. If you take the combined figures over all th 
roads, it takes in all these figures. q 


By Mr. Biggar: 


Q. Those figures of 41,484,566 and 58,828,608, in the third column figure 
are derived for the unified system from those percentages that are given 
pages 417 and 418, namely, 16-2 per cent, 9:2 per cent and 3:3 per cent, 
they not?—A. The locomotive mileage passengers— 

Q. I asked if you were basing those figures on those percentages of 16: 
per cent, which appears at page 417, near the bottom, and 9-2 per cent 
3°3 per ‘cent which appear on page 418 at the bottom of the table?—A. 
16-2 per cent reduction is correct, reducing 49 million odd to 41 million o 
the 9-2 per cent is correct, reducing 64 million odd to 58 million odd. Th 
two items cover it fully, do they? 

Q. Then you applied the same cost per mile to this new unified train 
locomotive mileage and you got the figures in the last column?—A.Yes. 

Q. Now, will you deal with Fuel for Train Locomotives?—A. That is s 
on sheet 9 (9) as $10,000,000 odid and $20,000,000 odd. 
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. How do you derive the figures of $7,825,412 and $17,847,0112—A. If 
ill refer to sheet 9 (h) you will find the costs of the Canadian Pacific system 
he combined systems are shown separately. 
Q. At the top of the page?—A. Yes. 
_ Q. Then, you have broken down that $13,000,000 odd?—A. Yes, and divided 
as between passenger and freight—passenger $4,288,286 and, lower down; 
ght $8,746,019. 
Q. And you have got the proportions of the total that those figures represent, 
9 per cent and 67-1 per cent?—A. Yes. 
' Q. Where do you get that division into 32-9 per cent and 67:1 per cent?— 
In the case of the Canadian Pacific we have the actual figures. | 
- Q. You take the actual figures?—A. Yes, for the Canadian Pacific. 
- Q. And then you have broken down the $4,288,286 into two figures, and you 
40 per cent variable with locomotive mileage and 60 per cent variable with’ 
yar mileage. Why is that?—A. That is a recognized statistical formula for the 
urpose of giving effect to light or heavy trains. It is generally accepted by 
way organizations. : 
Q. You have got to do that in order to apply the proper percentages in the 
d column of figures that we are coming to?—A. Yes. : 
Q. Then you have broken down the freight in the same way?—A. That 
n the same formula, except that instead of car miles, as in the case of 
senger trains, we have gross ton miles in the case of freight trains. 


By Right Hon. Mr. Meighen: 


Q. I should like to understand that, if I can. Your total passenger fuel 

ense, Canadian Pacific, is divided into two classes, one of which is denomi- 

ed variable with locomotive mileage, and when you apply the cost of the 

anadian Pacific to the total you make a reduction of 16:2 per cent, in order 
et. at what it would be under the combined systems. But in respect of the 

er class you make a reduction of 14-9 per cent, this being a class which is 

ominated variable with car mileage. Could you make clear to a layman 

t+ why a different percentage applies? 

_ Mr. Biaaar: Senator, you will find those percentages at page 417. 

- Right Hon. Mr. Metcuen: I know. But I want to find why there are those 

ercentages. . 
Mr. Biccar: They are worked out on the basis of the estimated reduction of 

senger car miles. It all depends on this old Exhibit B that Mr. McNeillie 

ave evidence upon, where they say the percentage reduction is 16-2 per cent 

the steam train miles and 14.9 for passenger and motor car miles. You will 

those two percentages at the bottom of page 417. 

| Hon. Mr. Cauper: They have that many less miles to run, consequently 
hey will have that much less fuel. 

_ Mr. Bicear: It is actually a reduction in miles run. One is car miles and the 

er is steam train miles. They have calculated they could reduce their train 

2s by 16-2 per cent. 

' Right Hon Mr. Mricuen: Their train miles? 

_ Mr. Bicear: Yes. That is in the first column of Exhibit B at page 417. That 
that Mr. McNeillie gave us. 


By Right Hon. Mr. Meighen: 


~ Q. What is the difference between ‘variable with locomotive mileage” and 
variable with car mileage?’”—A. If you reduce your entire fuel bill by 16 per 
;, which is the reduction in train miles, you would not give effect to the in- 

d car miles that are transferred to the other road; but when you reduce 


er 
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your fuel consumption on both a locomotive and a car mile eet you give eff ae 
to the additional cars that are transferred to the retained line. — 

Q. That is, you would have on the average a longer train?—A. If the fue 
is divided as between weight and distance, then you reduce the distance by 1 
per cent, which is the actual reduction in the route of the train, and you reducé 
the weight factor by 14 per cent, which is the reduction in car miles. 


Hon. Mr. Murpocx: ihere might be ‘sixty cars in a train, running up yout 
car miles, and only one train running up your train miles, 
Right Hon. Mr. Metcuen: I have it. { 
Mr. Bicear: The next set of corresponding percentages is to be found on the 
next page, 418, in regard to freight. It is 9-2 per cent in the case of freight trair 
miles and 3-3 per cent in the case of freight car miles. 


By Right Hon. Mr. Meighen: | 

Q. Why are the percentages so much less in respect of freight car miles ; 
broadly speaking?—A. The car miles are very much less because the only cai 
miles that would be reduced are those due to abandoned lines, namely, 2 
the loaded freight cars would have to be transferred to the other line; but in 
the case of the passenger cars, in a great many cases all the traffic would 210 
in the cars now running. In other words, the passenger train service would 
require double the cars to the extent that the car service does not affect it te 
the same extent. 
Q. The freight cars bear a closer proportion to the business done?—A. Yes 


By Mr. Biggar: 

Q. Then having taken 16-2 and 14-9, you get the figures in the last ling of 
$3,352,754 and $5,107,151?—A. Yes. 
Q. Totalling $8, 459, 905.—A. After having reached the figure of $8,459, 905 5, 
which is the cost of fuel at prices which were charged in 1930, they consideret d 
there was a further reduction in the cost possibly on account of the purchase of 
fuel in larger quantities from most favourable sources, which would account ie 
a reduction of 25 per cent, and there would also be a reduction due to the use 
of most efficient power and improved operating practices, which would 
possible under unification, amounting to 5 per cent, making a total reduction’ 
74 per cent in the price of fuel, or a total of $634, 493, in passenger services only. 
That reduction in the price and use of fuel was ‘then taken from the total cost 
of fuel for passenger services, or $634,493 subtracted from the total cost ot 
$8,459,905, giving us a net cost. for passenger services of $7,825,412. 
Oy Right. Then you have gone through the same process with regard t to 
freight?—A. Mostly the same process, except that the locomotive miles and ¢a 
miles are on a different percentage basis. 
Q. I observe that instead of 3-3, which is the figure given on Exhibit C, 
page 418, for the percentage of freight car miles reduced, you have a percentag 
of 2-9. Can you tell me why?—A. That is a calculated percentage of gross to} 
miles, which is always used in the formula for dividing fuel consumption between 
route or locomotive mileage. That is the distance and the weight of the trail 
As we are using that formula, we reduced car miles to a gross ton mile basis 
through an established formula. It has a somewhat smaller number of car miles, 
due to one factor we had included in our study, a heavier loading of cars. 


By Hon. Mr. Calder: 
Q. You used that formula for the 2-9?—A. That is the result, not the 
formula, sir. d 


By Mr. Biggar: 

_ Q. The formula by which you transferred the 3:3 percentage of freight 

miles into the 2-9 percentage of locomotive mileage?—A. It is a calcula 

taking into consideration that we expected heavier loads. 
[Mr. E. G. O’Brien.] 
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enator -Calder’s question was, what about that formula, is it one 
sive to the C.P.R. or is it common?—A. It was a special calculation. I 
not think I could use the word “formula.” It was a special calculation 
ing into account the reduced car miles due to factors in the study of train 
ition and the reduced car miles due to heavier loading. In other words, 
have got 3-3 car miles, but in those cars there was more freight. There- 
e when you equate that it gives you somewhat less than 3-3, or 2-9 per cent. 


By Hon. Mr. Calder: 
Q. Used solely for this calculation?—A.’ Yes, sir. 


By Mr. Biggar: 


_ _Q. The same remark applies to the $1,447,000 odd for coal savings? 
A. Yes, sir, that is on the same basis as we explained for the passenger service. 
_ I have been asked to explain the meaning of gross ton miles. That is the 
tal miles that the car and contents travel, that is, one ton one mile. A car 
ith 30 tons weighing 24 tons tare would give you 54 gross ton miles. 

i Q. Will you tell us where those net figures of costs for the systems as com- 
med in the last column are carried to before being carried into the loose 
1eets?—A. The total cost of $17,000,000 odd? 

_ Q. That is for freight only—A. No, freight and passenger, sir. That is the 
ial of $17,847,011 for freight and $7,825,412 for passenger. 

_ Q. Where are they carried for the purpose of being ultimately transferred 
to the loose sheets?—A. At page 9 (g) $7,825,412 is shown as the third 
em in the right-hand column, and the freight item is $17,847,011, immediately 
low the first figure. 

_ Q. I follow you. That disposes, then, of the second item of (g). What 
yout the third, water for train locomotives?—A. That is worked out in exactly 
le same formula, 40 per cent passenger variable with locomotive mileage and 
) per cent variable with car mileage. There is shown there a proportion of the 
tal, which is the C.P.R. figure. In other words, 33 per cent of our water is 
ipplied to passenger locomotives and 57 per cent to freight. 

_ Q. The separate sheet which deals with that is 9 (i), is it not?—A. Yes. 

_ Q. Very good. That will cover the water for the train locomotives. We 
going on to lubricants for train locomotives.—A. There is no detailed 
et, but that figure is computed in the same way as the cost for train engine- 
m. ‘That is, the combined cost of both Canadian Pacific and Canadian 
ational averaged per mile is -339 cents. That cost is applied to the same 
re for train enginemen, 41,000,000 miles, giving a cost for the combined 
em of $140,463. This train service expense includes items of supplies 
t are used in both passenger and freight trains. 

Q. You do the same for freight lubricants?—A. Yes. 


By Hon. Mr. Calder: 


Q. At the top of page 9 we are dealing with water for train locomotives. 
total expense of the Canadian Pacific system is $743,000 odd, for the com- 
ed systems $1,817,269. Then the estimated total for the combined systems 
1,658,802. My question is this: is that $1,817,000 made up from the Blue 
ik statement?—A. Yes, sir. _ 

Q. That is from the Blue Book statement?—A. That is from the Blue 
k statement published annually. 

Q. So your saving there on this total item would be somewhere in the. 
hbourhood of $200,000, if your estimate is correct. 


“Mr. Biccar: Not quite. 
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By Hon. Mr. Calder: ! Ritaoe 
Q. There would be a difference?—A. Tevactly: a 

Q. That is on water?—A. Yes, sir. 
Q. And the locomotives used on both systems?—A. Yes, sir. 
Q. Whereas in 1930 they had $1,817,269 for water, your estimate chow 
you could reduce it by somewhere between $100,000 and $200,000?—A. ‘ g 
sir. 


By Hon. Mr. Horsey: 
Q. Those are the items paid the municipalities ?—A. Paid the munici 
palities, or for pumping it ourselves. The actual cost is right here. 


By Mr. Biggar: 

Q. In the other statement for locomotives the procedure is exactly th 
same?—A. Yes, sir. 

Q. Actual ‘costs?—A. Actual costs. 

Q. “Enginehouse expenses.” Would you refer to page 9 (j). Can yor 
explain how you get at these figures?—A. On sheet 9 (j) the first item wi 
show is expense. 

Q. What we are really concerned with is the explanation—A. The expll F 
nation is that we applied Canadian Pacific costs for passenger and freigl 
services of 5-695 cents per mile. 

Q. That is on 43-8 per cent— —A. Yes, sir. 

Q. —of your total expenses?—A. That. happens to be the same in botk 
cases, both freight and passenger. We have applied the Canadian Pacifi 
costs to. the mileage of the unified system. 

. You first divide your total expense 43-8 per cent to passenger an 
56:2 per cent to freight?—A. Yes. 

Q. I want to make the actual process clear. Then you took the passengt 
locomotive miles and applied C.P.R. costs to that, and worked it out on th 
same basis on the unified mileage?—A. Yes, sir. 

Q. And the same thing with regard to freight, and you got a total expense e 
I presume, of $3,340,288. Is that right?—A. That is correct. 

Right Hon. Mr. Meicuen: Is that the saving? 

Mr. Bicear: No, sir. 

The WrNEss: $3, 340, 000 is the cost for freight, and $2,370,000 for passenger 
They are both shown on sheet 9 (g). 

Right Hon. Mr. Mricumn: There is nothing here to indicate what your 
saving would be. | 

Mr. Biccar: I think we go back to 9 (g) for that. I am not sure. 
we haven’t got the saving at all; it just gives the total cost. 


By Mr. Biggar: j 

Q. Now, “trainmen.” Is that the same thing? You take the C.P.R. cos 

of 14-014 cents for passenger, and 24-242 cents for freight, and apply itt 

the new mileage-—A. That is combined cost. 4 

Hon. Mr. Haic: What page is that? 

Mr. Biacar: We are going back to 9 (g). The last one we dealt with wa 

enginehouse expenses. Now we come on to trainmen, and I think the mod 
of calculation is the same as it was in the top item. 

Right Hon. Mr. Mrtcuen: There is an enormous item there. 


By. Mr. Biggar: 
Q. Yes. It is worked out in the same way as the one at the top? — 

A. Yes, sir. 
{[Mr. E. G. O’Brien.] 
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_Q. Then, “Train supplies and expenses”. You get the details at 9 (k)?— 
Yes, sir. On sheet 9 (k) the costs are worked out on a somewhat different 
as the train supplies are not variable with train miles to the same 
ent as fuel would be, where we had 40 and 60. The number of passenger’ 
rs on a train affects that cost more than the mileage of the train, so we 
ivide the train supplies on the basis of 10 per cent variable with train miles. 
nd 90 per cent variable with car miles. 


~ 


By Right Hon. Mr. Meighen: 


 Q. What is meant by “train supplies”?—A. On passenger trains it means 
oap, paper cups, cleaning material and all that sort of thing; icing, watering, 
leaning and heating the cars. It is mainly icing, watering, cleaning, heating 
nd lighting. 

_ So, as 10 per cent is variable with train miles, we take 10 per cent of the 
ost and determine the cost per mile. Then, 90 per cent of the cost is applied 
gainst car miles in the same manner. This, applied to the total train and car 
les, gives the cost of the unified system as $4,137,176 for passenger service. 
 Q. And in getting at it you take into account the reduction of the car 
ules due to unification?—A. Yes, sir. It applies to a greater extent. In 
assenger service car miles have a greater effect than in freight service. That 
| teflected in this formula of cost for working out train supplies. 

_ In the case of freight there is a different basis used as the supplies are 
urgely used in the conductor’s van, and therefore are not variable with car 
iles to the same extent as on passenger trains. The train supplies for freight 
re therefore made variable 50 per cent with train miles and 50 per cent with 
ar miles. 


' 
t 
; 


. By Mr. Biggar: 


; Q. And worked on this basis— —A. You get $3,145,930 for freight, which 
again transferred to sheet 9 (q). 

e' Q. Then you have only one item left “Other.” What is “Other’?— 
. “Other” is the expense chargeable to transportation covered by a great 
mber of detailed items—weighing, inspection and demurrage bureaus. These 
re all found in detail on sheet 9 (1). 

: Q. That is the sheet which follows (k)?—A. Yes. Other transportation 
spenses based on the year 1930. All the details are there. 


By Hon. Mr. Haig: 


_ Hon. Mr. Buacx: They have more trackage, and probably more crossing 
gnals and that kind of thing. 

The Witness: Senator Haig, our cost of crossing protection was $728,347, 
‘ reduction of $101,000. That is what you have reference to? 


By Hon. Mr. Haig: 


Q. Yes. And in the seventh item your charge is only $6,322, and theirs is 
42,703. You practically use their figure in the combined figure. 
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Hon. Mr. Back: There are car ferries between Prince Edward 
the mainland. : EUR UR aN 
| The Wrrnuss: It is just merely a question of the number of services, t 
number of units in operation. The Canadian National have included in th 
I presume, their ferries in Lake Ontario, ferry services at Detroit, and so ¢ 
whereas in the case of the Canadian Pacific a great many of these servic ar 
operated by other companies, and they merely pay the operating charge. 
will notice that there is no saving calculated in that. The total for the combines 
systems is carried into the right-hand column. q 


By Hon. Mr. Murdock: 


Q. The ferries on Lake Michigan would come in there too, wouldn’t 
and the ferries across the Straits of Northumberland?—A. I presume the fig 
are in there. This is taken from the published blue books, so I didn’t have th 
detail. As there is no saving, I didn’t go into it in detail. y 


By Mr. Biggar: a 

Q. I do not know where you get that figure—A. In regard to the total ¢ 

the bottom of page 9 (1) the cost of the unified system is $10,082,326. If 
deduct that from the costs of the combined railways of $11,603,685, you ge 
difference of $1,521,359, which is not shown. 4 
Q. Will you give me that figure again, please?—A. $1,521,359. 

Q. Yes?—A. That $1,521,359 1s carried to the master sheet, page 9. a 

Q. Nine what? There are a lot of nines.—A. The original 9, page 41% 
Exhibit “H”, the bottom item. | 
Q. I see. a 


By Hon. Mr. Hag: : 

_ Before you leave 9 (1). Why is your figure for operating sleeping | 
$2,001,015, and theirs $1,291,801?—A. Sleeping cars? 7 
Q. The third item.—A. The Canadian Pacific operates their own slee] 

car service, whereas a large part of the cars used by the Canadian National a 


leased from the Pullman Company. 


By Right Hon. Mr. Meighen: 


Q. And they have a larger item somewhere else. Where would th 
One would expect their figure to be greater than yours, but it is much smalle 
A. On the item “sleeping”? 

Q. Yes.—A. While our costs are greater, of course our revenue is gf 
The Pullman Company retains the inside earnings on the cars they operat 
the Canadian National. I do not know the details of the agreement, b 
reduction in operating cost reflects itself in the revenue. a 

Q. Let me get this clear. You own your own sleeping cars?—A. Ye 

Q. The Canadian National rent sleeping cars, in part. I do not se 
why the matter of title would affect the operating costs. That is to say, 


our revenue. In the case of the Pullman cars, operating on the C 

National, the Canadian National have some expense, but the porters ar 
by the Pullman Company, and the linen is supplied by the Pullman C 
and a great part of the cost of the operation of those sleeping cars ( 


[Mr. H. G. O’Brien.] 


i Os, he Canadian Ayaonnl operating costs. In. ie manner, a part of 
leeping car ticket earnings goes direct to the Pullman Company. I have 
the full details of that, but it is on that basis. 


By the Chairman (Right Hon. Mr. Graham) : 


bo, The Pullman Company would have to look after the upkeep?—A. Yes, 
the repair of the cars. 


By Mr. Biggar: 


; aC). When you come to “Other,” on page 9 (g), which is the sheet. we were 
, you have got a series of figures across there opposite “Passenger” which 
to an estimate for the combined systems of $181,143. 


_ Hon. Mr. Murpocx: Is that not Northern Alberta and Toronto Terminals? 
_ The Wirness: This “Other-Passenger” is the motor car operation. 


By Mr. Biggar: 


_Q. In other words, you jump that to lead us to page 9 (1), which has 

ce to do with page 9 (g) at all, has it?--A. No sir, but when you said 
ayy pace 

Q. I was referring to that “Other” on page 9 (g).—A. I am sorry, I thought 

1 were referring to the “Other” on the master sheet. 

Bu), -Y OU have. a total of $76,554,663, which you carry into the fifth column 

‘the loose sheet?—A. Yes sir. The difference between $76,554,663 and $89,- 
12 gives you $13,215,549. 


By Hon. Mr. Murdock: 


Q. I wonder if everybody would have patience with me while I just make 
further little reference to the human element involved. Take the first 
of figures, Train Enginemen, passenger. For the total combined systems, 
ed separately, the amount is $6,767,330. Train Enginemen, Freight is 
3,076. Down a little further we come to trainmen, passenger, $6,775,522, 
Trainmen, Freight, $14,008,289. And going over to the estimate for the 
ed systems operated as a unit, we find that the passenger train enginemen 
d get only $5,671,149, and the freight train enginemen would get $11,262,- 
also that passenger trainmen would get $5,677,403 and freight trainmen 
3,055. There is a contribution there of $4,620,373 which the passenger 
eight enginemen and trainmen are to make to these savings.—A. Yes, 
a corr ect computation. 

. That is, the passenger train enginemen and trainmen and freight train 
men and ‘trainmen would make a contribution of nearly $5,000,000?—A. 


omplished fact, which would be possibly five years after the start. It 
d mean, as you said, eventually that the expenses for these items would be 
wn in this statement. 

There is a great deal of other expense there too where the human 
t is involved, but those four items stand out very clearly—A. The 
ent has covered that very clearly in his statement, sir, and I do not think 
hould be expected to discuss it. 


. By Right Hon. Mr. Meighen: 


Q. Why is there such a wide variation in injuries to persons as between the 
tems? The last item on page 9 (1) shows $1,202,693 for the Canadian 
al and $443,510 for the Canadian Pacifie. One is three times as much. 
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s not an immediate contribution. This is the expenses when unification is. 


” taken from the blue book. As to what brought them about, it may have b 
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By Hon. Mr. Parent: 
Q. Does that come from the cies babe ek These are Vane fi 


in this particular year that someone— 


By Hon. Mr. Calder: 

Q. That there were one or two bad wrecks?—A. One or two bad wrecks 
may have changed the situation. But we are taking a normal year. We are 
taking the figures that were published. ; 


By Hon. Mr. McRae: 


Q. The same indemnity applies to both roads, I suppose?—A. Yes, under 
the Act; and we are both subject to the courts. 4 


By Hon. Mr. Murdock: 
Q. Does that item include the contributions made by the Canadian Pacific 
under the Workmen’s Compensation measures?—A. It does, in so far as 
applies to transportation. i 
Right Hon. Mr. Metcuen: In respect of injuries to persons, I should judge 
that 90 per cent of the cases would be settled without going to court. 
Hon. Mr. Murpock: Under Workmen’s Compensation regulations, near! 
all of them. 
Right Hon. Mr. Mereuen: Yes; it would be a way over 90 per cent. — 
The Witness: I have not the details of that; I could not tell you wh 
percentage. 
Right Hon. Mr. Mretcuun: Mr. Flintoft would know pretty well. 
_Mr. Fuinrortr: I would not be able to give you a percentage, but I sho 
say that in so far as employees are concerned to-day practically everything 
pay them is regulated by the various Workmen’s Compensation Acts. Th 
are occasionally cases where we have actions at common law against us, wh 
verdicts are given in excess—considerably usually—of what the man is_ 
titled to. under the Workmen’s Compensation Act. 
Right Hon. Mr. MrtcHen: But this not only includes i injuries to your work c- 
men? Does it not include injuries to others? 
Mr. Fuintorr: And passengers, but not a man who is killed on a hgh uy 
crossing, for instance. 


Right Hon. Mr. Mrtauen: Where does that come in? He is still a pera 
Mr. Furntrorr: I am incorrect in that, sir. That includes all perso: 

injuries arising out of transportation. 
By Right Hon. Mr. Meighen: 


Q. Would the great bulk of that be to employees? 
Mr. Furnrorr: Oh, yes. Our personal injury claims from employees wu 
to be a very heavy part of the work of the Law Department. Now they are 
settled by routine with the Workmen’s Compensation Board. We deal witl 
practically nothing. 
Right Hon. Mr. MricHmn: And the amount that you suffer by reason of 
collisions with outside persons is really a very small one? 


Mr. Furnrort: Oh, yes, relatively small. 


By Mr. Biggar: 4 

Q. Mr. O’Brien, we have covered everything on the loose sheet of Exhibit 

62, which corresponds to the tabular statement at the bottom of page 424 of une 
proceedings? 

[Mr. HE. G. O’Brien.] 
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Mr. McRa : Mr. ‘CHatanan’ there i is one point that is not clear to me. os 
me 9 (1) there is an item “Operating ge Tracks and Facilities,” and there _ g 
a debit and a credit. ] 
‘The Witness: That i is the total cost, not a debit and credit. " 
~ Hon. Mr. McRaz: Well, it says it is a debit and credit. a 
Hon. Mr. Murpocx: Would that not include that item which Mr. Fair- é 


eather referred to, of the nice arrangement they had with the Great Northern 
I entering Vancouver and getting a rental there, and some other similar items? 
_ The Wrrness: I misunderstood you, Senator McRae. The debit is 
there we pay out money to other companies for joint facilities, and the credit 
where we have facilities that are operated jointly and other companies pay 
he Canadian Pacific or the unified railways for the use of their tracks. 

Hon. Mr. Murpocx: The Delaware and Hudson, and the Rutland running 
ato Montreal, for instance. 


By Hon. Mr. McRae: 


 Q. These figures do not change the totals at all; they could have been 
mitted?—-A. Yes, but it is in order that our figures might tally with the 
lished costs. There are other things included that have not very much 
earing on this question. 


4 By Mr. Biggar: 


_ Q. That covers everything on the loose sheet which corresponds with the 
ular statement at the bottom of page 424. But I notice that there is another 
fe, No. 10, to which we have not referred at all yet—-A. That covers the item 
the operation of inland water lines, which is almost exclusively the cost of. 
perating the boats on the Okanagan. 

-Q. You get a saving of $41, 500. Can you tell me where, shortly?—A. That | 
developed by a special survey and represented largely the cost of duplicate 
nger services on Lake Okanagan. 


_ Mr. Bicear: That is all I have to ask Mr. O’Brien. 


By Hon. Mr. Robinson: 3 * 


5 Q. While Mr. O’Brien is on the stand I should like to put a question to 
m based on a letter I have received. He gave evidence with regard to ; 
tting off the line across New Brunswick. I have received the jolla es 
mmunication:— SRECk | 


Mr. O’Brien, Assistant General Superintendent of Transportation, 
Canadian Pacific Railway, in his evidence before the Senate committee, ag 
made the statement that about a trainload of traffic moves over the ee 
Transcontinental westbound daily and that they could use half of this 
train, particularly during the winter months, to fill out their westbound 
trains ex Saint John and the other half could move by the Intercolonial 
Railway. 

If he were asked what would happen in the event of the eastbound 
traffic of the Transcontinental being treated in a similar manner, I wonder . 
what his answer would be as this traffic has reached the extent of 368 
loads and 166 empties in one day, and, on another occasion, 345 loads and 
39 empties. If he is operating trains light westbound, it is only natural 
to assume that, eastbound, they would be fully loaded, and the condition 
metered to by ‘him would be seriously aggravated. In other words, hes 
uld have half the number of cars mentioned above to move eastbound, ay 
a addition to his already fully loaded trains, and, assuming that a train- 


" 
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load contained 33 cars of loads and empties, to move the number of 
referred to, would necessitate approximately 8 additional trains in 
direction on that particular day in addition to their own traffic. 


IT should like an explanation. —A. The first part of the explanation is thas’ ow 
figures were taken in 1930. As has been explained during the hearing, the 
traffic has increased tremendously. Reference is made to the very heavy move 
ment of coal. It fluctuates from year to year. Some years we have a movemen 
of grain, m other years it is not very much. During the winter months 
traffic is light. To the best of our information, we figured that what was mov 
over that line was an average. This movement which is referred to here, | 
think, is the heaviest movement during a period of heavy movement. 
other words, it is a maximum. You would have to get the complete figures fo: 
the year in order to give a definite answer as to how it would be affected. Thi 
study was based on the best information we could get in 1932 of the operate 0 
1930. Your conditions have changed since very much. : 
Q. That is the answer probably. 
Hon. Mr. McRag: Mr. Chairman, it seems to me it might be interes 
to the committee if Mr. O’Brien could in a few instances explain the consolida 
tion which is contemplated to effect the savings of some of these outstanding 
divisional points. For instance, take Vancouver, I notice a saving of appro 
mately $52,000. It would be very interesting to me if Mr. O’Brien would outl 
in a general way what program they have in mind for Vancouver, and no do 
several other senators from points with which they are equally familiar as I 
with Vancouver would like similar information. It would at least give us 
opportunity to understand what these economies are that are going to res 
in these concrete instances with which we are familiar. 
Right Hon. Mr. MeicHen: What is the $52,000 referable to? 
Hon. Mr. McRar: Page 9 (d)-12. Vancouver is shown with a net saving 
of $52,062. The saving is not as great as I anticipated it would be. Neverthel 
it would be interesting to me to know just what the contemplated rearrangem: 
would be to effect that saving. 
Hon. Mr. Huaessen: I asked the same question this morning with regard 
to Montreal. 
Hon. Mr. McRaz: I have no doubt Senator Haig is equally interested 1 in 
regard to Winnipeg. " 
Hon. Mr. Hac: The saving there is $280,000 odd. 
The Wrrnsss: Sir, I am sorry I cannot give you the details. We asked 
man who knew the situation thoroughly, who was located on the ground at t 
time, to make an estimate. After studying the yards and the entire termin: 
of both roads he said that in his estimation he could operate those roads as 0 
unit, with a terminal as one unit, and save $52,000. 


By Hon. Mr. McRae: ; 
Q. I should think we could. I suppose he contemplated closing the Cana- 
dian Northern terminal, which would be the logical thing to do.—A. I do 
know just what he considered, but these things change from year to year. 
possibly may have had that or some other scheme in mind when he estim 
In other words, he staked his reputation on the fact—I mean he gave us his 
estimate that he could save $52,000 in the operation. 
Q. Then you could not give us any of the details in any of these 0 ot ut- 
standing divisional points of the proposed consolidation? a 


By Right Hon. Mr. Meighen: N 

Q. First of all, Mr. O’Brien, is not that $52,000 referable only to the sta 
services?—A. In that particular case 9 (d) the entire lot of sheets deal 
station services. i 
‘ [Mr. E. G. O’Brien.] 4 
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nS By Hon. Mr. McRae: 

- Q. That would include city stations?—A. Yes, and freight sheds. 

Q. Yardmen?—A. Yardmen would not be included in the station services. 
ansportation, yard service, is covered by sheet 9 (e). 


By Right Hon. Mr. Meighen: 
_ Q. This is all station terminals?—A. Yes. 


By Hon. Mr. Calder: 

- Q. Under the heading, station services, you include only the service given 
the station. So the saving would be just so much in the station?—A. What 
ou include under station services is laid down for us in C.R.C. regulations. I 
ill give you all that is included in station services. The account covers the 
llowing: agents, clerks and attendants: the pay of agents, clerks and attend- 
ts in charge of or engaged in operation of stations, wharves, piers located 
n the carrier line. It also covers customs inspectors and the definite employees 
hose cost is included in that account, both passenger and freight. It covers 
e labour at stations in the physical handling of freight, truckers, checkers, 
nd the handling of mail, baggage, and express. Also the disinfecting of 
stations, the handling of stock yards and stock pens, and weighing. Then also 
under that item we have station supplies, which covers heating, lighting and 
Sher expenses, those “other expenses” being miscellaneous station supplies. 
hey are definite on all roads, and we followed the usual method because we 
had comparable figures under those headings in the published data. 


By Hon. Mr. McRae: 

Q. But, Mr. O’Brien, that saving of labour is going to depend on unifica- 
on. Take, for instance, Vancouver, which is the outstanding point in this 
egard. It must mean the abandonment of the Canadian National terminals and 
king everything into the C.P.R. terminals. I am satisfied that applies to 
he point.I am particularly interested in, but I think, Mr. Chairman, that is 
omething on which there should be a report to show what these savings are 
ased on. If it means the closing of the Canadian National terminal at 
Vinnipeg, I think it is important for the committee to have that and similar 
nformation before it. 

_ Mr. Furntorr: May I intervene with the permission of the committee? 
enator McRae is suggesting that we go into details of the same character 
s those which we stated would be embarrassing to the company if they were 


faig what I was proposing to do in detail in respect to these matters.” 


these days? 

' Mr. Fuintort: I was just going to say that while Mr. O’Brien fortunately 
does not have to go home to Vancouver— 

" Hon. Mr. McRasz: I do. 

_ Mr. Frrvtorr:—at the same time he might meet with a stormy reception 
on his return home if he gave such details with regard to Montreal. If the com- 
ittee approves, I should like to withhold details of that character. As Mr. 
fferson explained this morning, there is ample reason for withholding such 
etails as might prejudice the Canadian Pacific or the Canadian National if 
either were asked to give similar details. 
Hon. Mr. Brack: Is it not a fact that neither the C.P.R. nor the C.N.R. 
decide alone what terminals or what different parts of their lines shall be 
doned until, if, and when an agreement for unification 1s reached and 
et together? 


one into. As Mr. Pyne said, “I should be afraid to go home if I told Senator 


Hon. Mr. Danpuranp: Would you not be in danger of going home one of : 
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Hon. Mr. Cauprer: It can only be done then. 


Mr. Fuintorr: It would be ies la, in the discretion of the new company 
when formed. 

. Hon. Mr. Catprer: I can see that side of the question, and also the other 
- side. The purpose of this committee is to crystalize public sentiment on this 
important question. I do not see how we are going to do it without getting 
the facts out for the public to judge. I understand there will be lots of con- 
troversy and difference of opinion. But here is a statement showing $3,400,000 
savings, and nothing has been presented to the committee in detail to show 
how those important savings are made, except with respect to personnel; 
and there is no information with respect to the readjustment which is going 
to affect. five or six, maybe a dozen, important rail centres. I do not think 
we are going to get all the essential facts if we do not get any information 
with respect to that. I appreciate the difficulty in giving it, but there are 
going to be lots of difficulties before this case is settled. 
Hon. Mr. Murpocx: Cannot we afford to save anxiety until they have 
made out their case? 
Right Hon. Mr. Mricuen: In other words, there is no way to economize 
except to economize. 


Hon. Mr. McRaw: I appreciate that; but the public do not. 

Hon. Mr. Hata: There is only one ihiee about the exhibit. Senator McRae 
has only to economize to the extent of $52,000. I take it that his is only a a 
small place.— q 

Hon. Mr. McRan: And prosperous. 

-Hon. Mr. Hate: The little town I come from has to accommodate itself 
to a saving of $280,000. 

Hon. Mr. Hucessen: I have twice as much. q 

Hon. Mr. Haig: You are bigger. In proportion to population my town has 
to accommodate seven times that much. 

Hon. Mr. McRaz: We have not made as many mistakes in Vancouver as 
you have in Winnipeg. 

Hon. Mr. Haic: You have not had the chance. I think your man ought Pe 
investigate that $52,000 further. a 

Hon. Mr. McRasz: I am satisfied. 

Hon. Mr. Hare: I think if he investigated the Winnipeg situation further 
he might seriously consider cutting down the $280,000. If you abandon the 
Transcontinental line— 

Hon. Mr. Catprer: There will be war. 4 

Hon. Mr. Hata: Then the only way the transcontinental train coul d 
come into Winnipeg would be at the C.P.R. station. The effect of abandoning 
_ those lines must be considered. 
The Wirness: There are frequent crossings both east and west of Winnipeg. 
Hon. Mr. Murpocx: The old Canadian Northern is still running. 
Hon. Mr. Hata: It does not run very far. 

@. Your suggestion was to abandon the line from there to Winnipeg?— 
“A, Yes, sir. 

@. Then the Transcontinental will come in this way (indicating on map). 
That would bring you to the C.P.R. station. Is that correct?—A. It would, 
except where the lines cross. 

Q. But you have abandoned the line. 


Hon. Mr. Catper: Build a cut-off, and shove it into the other station. Bs 
[Mr. E. G. O’Brien. ] : 
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~ Hon. Mr. Hata: You would have a lot of building to do if you keep the 
Janadian National and abandon the C.P.R. : 

Hon. Mr. Murpocx: There is the connection at Transcona. There is track 
where. 

Hon. Mr. Hate: No, there is no track. 

Hon. Mr. Horsry: You make all the savings explicit and clear to the 
public as far as abandonment is concerned, and then you stop. 

Mr. Furntort: We did not dictate the policy. The information in regard to 
rack abandonment was furnished to the Duff Commission in confidence, under a 
efinite understanding that it would not be made public. Unfortunately, how- 
ever—no, it is not right to say unfortunately, because | would not say any action 
taken by this committee was unfortunate—but I may say that we objected 
to making information of this sort public, because we thought it might be 
prejudicial to both sides. However, it was the desire of the committee that 
‘the information should be made public, and notwithstanding the fact that it 
was furnished in confidence to the Duff Commission and was not made a part 
of their public record, we did furnish it to the committee at their special request. 
‘We have already experienced unfortunate repercussions from the fact that that 
information was made public, and that strengthens our view that it is unwise 
‘to make this information public, which may, and does undoubtedly, prejudice 
the company that reveals it in its day-to-day business. The same position 
has been taken time and again on behalf of the Canadian National. 

Hon. Mr. Horsny: I was wondering why you made the difference. 
i Mr. Furxtort: It was at the urgent request of the committee in regard to 
that 5,000 miles, though we felt it really should not be made public. 


By Hon. Mr. Robinson: 


_ Q. I presume the saving at. Winnipeg is contingent upon the abandonment of 
‘a large trackage and one station—A. I could not give you the details of that. 
Tt is a study made at Winnipeg. 
- Hon. Mr. McRaz: I have only this to say, that these savings which seem to 
be quite carefully worked out Jose a great deal of their value without a supporting 
“plan as to how they are to be effected; in other words, without more evidence to 
that effect. That is the point I am trying to make. 
~The Cxatrman (Hon. Mr. Beaubien): Senator, does it not simply come down 
to this. The different items that Mr. O’Brien has proven he has proven in detail. 
“You want him to go behind that and say whether there are not other economies 
to be made, perhaps of a very large size, and of which he probably knows nothing 
atall. Surely you cannot ask the witness to tell you that. 
- Hon. Mr. McRaz: I may state it in another way. So far as Vancouver is 
concerned, where I know the situation, I am satisfied that the $52,000 saving can 
be easily effected; but I am entirely in the dark with respect to all the other points 
across Canada with which I am not familiar. 
Hon. Mr. Catver: It strikes me from a slightly different standpoint. If we 
“were all certain that unification was going to take place, there would not be any 
trouble at all about disclosing these things; but for either company at the present 
“time; not knowing what is going to happen, to indicate what it would do in the 
“city of Montreal, Quebec, Moncton, Winnipeg or any place else, would create an 
tmosphere against the company that gave out the information at the present 
ime; and it would create an impression that would last a long time. And when 
are through with this committee we may never hear of unification again. 

As I understand Mr. Flintoft, he simply takes the view that after all, if 
nification is going to be worked out, it must be by the representatives of both 
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companies, and that anything done will be done as the result of the com : 
efforts of both companies. So, while I quite agree that we would have a. bei 
idea of what is going to happen from a disclosure of the information—I think we 
all realize that there will be savings if unification takes place and if there is a 
joint terminal used instead of two terminals—but the point is whether they should 
at the present time disclose which terminal is going to be used. 4 
Mr. Fuintorr: We can’t. 


Hon. Mr. Catprr: You can’t. You have no authority to decide. .That is 
only used as a basis for an estimate, and it is only an estimate; and if unification 
takes place it has got to be brought about by the directors representing both the 
properties. So I do not think we are getting anywhere. a 
Hon. Mr. Rosrnson: They would have to travel around the country in an 
armoured car. q 
The CHairman (Hon. Mr. Beaubien): Shall we proceed? a 
Hon, Mr. Canper: There is just one thing I want to point out, if I ma 
with Mr. O’Brien’s assistance. Take the master sheet, as it is called. The 
items are all there, superintendence, despatching trains and so on. This is the 
estimated saving on transportation rail lines based on the year 1930. The total 
estimated saving on the two systems for all these items in connection with 
transportation is $23,994,376, or roughly $24,000,000, which is well over three 
times the amount that would be saved by the abandonment of 5,000 miles. 1 
Hon. Mr. Murpocx: And the train, engine and station employees are 
individually going to contribute $20,630,000 of these savings, according to these 


ies 


figures. 
The Cuairman (Hon. Mr. Beaubien) : No, no. a 
Hon. Mr. Murpockx: The train, yard and station employees are going to 
contribute $20,630,000 of that saving. _ 
Hon. Mr. Hata: What is the use of the honourable gentleman saying that 
when the committee have the statement from Sir Edward Beatty that the 
personnel will be protected from start to finish. As an engineer in the Winnipeg 
division dies or retires, his place will not be filled. It will take seven years 
to do that, and in the shops it will take less than that. = 
Hon. Mr. Murpocx: I think you believe what you are saying, but you are 
all wet. ‘g 
Hon. Mr. Haig: I am not. It is easy to say that. The condition is that 
nobody in his sober senses would ever suggest that the men be discharged from 
the railway, and nobody is suggesting that here. Neither Sir Edward Beatty 
nor any of his witnesses have suggested that, and it is no use saying that savings - 
are being made by engineers being let off, and that therefore they are being 
discharged. We were told that it would take five to seven years for death, 
resignation or superannuation to bring about that change. W 
Hon. Mr, Murpocx: That is quite a speech, but you do not deal with the 
actualities involved. Here we have been talking all the time about a combined 
railway operating as a unit, and we are given figures. We are told that with’ 
the combination of station service there can be saved $3,470,950; that with the 
combination of the two railways there will be saved in yard service, $3,944,4 
and in train service, $13,215,549. Now, please do not give me at this time 
life any buncombe about employers, who are looking out for the almighty 
dollar-+ a 
The CHarrman (Hon. Mr. Beaubien): Will you please sit down? 
Hon. Mr. Murvocx: —protecting the rights of employees that they 
going to unload in that way. I am too old at the game to swallow any 
_ statement, and I don’t give a damn where it came from. : 
__[Mr. E. G. O’Brien. ] 
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my honourable friend became emphatic when he rose from his seat. 
Some Hon. Senators: Oh, oh. 


5 By Mr. Parent: 
‘a 


 Q. I want to put a few questions, Mr. O’Brien. Did you hear the evidence 
of Mr. Fairweather?—A. I didn’t hear it, but I think I have read most of it. I 
do not know that I have covered it fully. 

— Q. Do you recall a statement made by him to the effect that the Canadian 
Pacific Railway had recommended the abandonment of the line, say, from Amos 
o Edmundston?—A. I cannot recall. 

_ Q. Or from the place called Diamond, which is near the city of Quebec, to 
Edmundston?—A. I am sorry, sir. I cannot give you anything definite about 
rack abandonment. I was given a definite set-up. 
 Q. I asked if you had read the evidence of Mr. Fairweather. I do not want 
0 misrepresent what Mr. Fairweather may have said, but as I understood him, 
he said that the C.P.R. had recommended, either in a private document or 
therwise, or perhaps to the Duff Commission, the abandonment of a line running 


i 
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don’t remember having read that, and jannot comment upon it. 

' Q. As a matter of fact, has the C.P.R. recommended anything of the sort? 
—A. I don’t know. 

Hon. Mr. Horssy: It is indicated on the map as being an abandonment. 


By Mr. Parent: 
Q. Who recommended that black line as an abandonment?—A. I couldn’t 


give you any information as to that, as I was not here when this was done. 


~ Q. Do you know anybody who recommended it?—A. I do not. 

_ QQ. Who could answer the question?—A. I am not in a position to do so. 
’ Hon. Mr. Cauper: I think it is answered already. It is included in the 
list of abandonments furnished by the C.P.R. 


an answer. ba 
The CuarrMan (Hon. Mr. Beaubien): All right, Mr. O’Brien. 
Hon. Mr. Danpuranp: I draw my honourable friend’s attention to Exhibit 


ixhibit 49, C.P.R. study of economies possible by unification. He will find 
there the whole list. 
Mr. Biccar: Thank you, Mr. O’Brien. 


ready, I have to draw the attention of the Committee to an oversight on my part. 


yesterday. That document really should have been marked as an exhibit after 
sxhibit 56, but we have gone on and have got to Exhibit 62, so that I shall have 
30 ask to have these details marked as Exhibit 63. 

Hon. Mr. Buacx: To what group of documents did you just refer? 

Mr. Biccar: Documents with regard to reduction in passenger train miles. 
_ Hon. Mr, Buacx: Did we get any separate list of particulars? 

_ Mr. Bicear: No, simply calculations. . 


rom near Quebec city to Edmundston—A. I didn’t hear Mr. Fairweather, and — 


Hon. Mr. Parent: That is the question I am asking, and I cannot get 
30, which is details of track abandonments as summarized in Exhibit “A” of: 


Mr. Biacar: I am going to call Mr. Liddy. While Mr. Liddy is getting r 
I did not attribute an exhibit number to the details that Mr. McNeillie gave us 4 
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S. J. W. Lippy appeared as a witness and took the stand. 


By Mr. Biggar: 

Q. Mr. Liddy, you are at present Assistant to the Comptroller of the Cand A= 
dian Pacific Railway, are you?—A. That is right, sir. 

Q. How long have you been in that position?—A. Three years. 

Q. And before that were you long with the company?—A. I have a total 

of 24 years of railway service. For eight years previous to my present position I I 

was General Statistician of the Company. 

.Q. And therefore had to do generally with the results of the operation of the 
railway?—A. That is right. 

Q. In figures?—A. Yes. 4 

Q. You have handed in a document, similar to those that have been handed 

in by the other witnesses?—A. Yes. I have seven exhibits that I would like to 

file. 


Q. Had we better mark them all together?—A. I would prefer to have them 
marked singly, so that I may refer to them. ‘ 
Q. Will you tell the Committee, before you go on, which of the matters you 
are going to deal with? I understand that you are dealing with the general 
expenses in the tabular statement at the bottom of page 425 of the proceedings?— 
A. That is right, sir. § 
Q. That is the first thing you are going to deal with? That is the subject?— 
A. General expenses, that is the first exhibit, yes sir. 4 

Q. And that is the last item, I think, that we have got to deal with of the: 
total of $64,268,000, which is part of the item in the general summary on page 
416 of the proceedings?—A. It is part of item 2 on page 416, reading “Decreased 
railway operating expenses $64,268,000.” On page 425 of the record, at the 
bottom— , q 

Q. That is the tabular statement?—A. Yes, but you referred to page 416, 

Q. But I understand that that tabular statement on page 425 is one of the 
items that enter into item 2 on page 416—A. You are right, sir. Now I would 
like to file the tabular statement which appears at the bottom of page 425, and 
the next succeeding sheet to it, which has been distributed. These pages are 
numbered Exhibit H, page 12, and Exhibit H, page 12 (a). I would like to file 
those as one exhibit. Could I have a number for that? 

Q. Yes. Is there any difference between that first sheet which you havi 
just handed in, Exhibit H, page 12, and the tabular statement at the bottom of © 
page 425?—A. They are identical, sir, 

Q. Then we need not bother with reprinting that tabular statement that is 
already in. You told me that Exhibit H, page 12, was exactly the same as hg 
tabular statement on page 425, at the bottom?—A. Correct, sir. 

Hon. Mr. McRas: As a matter of convenience, would it not be well to have i it 
printed again? 

Mr. Bicear: We have not done it with any of the others, Senator. : 

Q. Then Exhibit 64 will consist only of the sheet marked Exhibit H, page 

2 (a) ?—A. For convenience I have distributed the master sheet— 

Q. You have told me twice that the master sheet is a reproduction of the 
tabular statement on page 425.—A. That is quite agreeable to me, sir. All I 
want to file are the details of the master sheet. I prefer to file them all together 

Q. I thought you said you only wanted those two pages, one of which is 
already printed, referred to as this exhibit?—A. I wish to have a separate 
exhibit number for each of the seven exhibits which I wish to file. | 

Q. Will you deal with them as we come to them?—A. I would prefer to file : 
them all together now, sir. | 

Railway Operating Expenses, General Expenses—based on year 
1930, Exhibit “ H,” page 12 (a), filed and marked Exhibit 64. 
[Mr. 8S. J. W. Liddy.] 
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| ica: Mr. PARENT: Mr. Biggar if we had the two sheets printed in the record 
ould make it unnecessary for us to go back all through the documents +o 
nd out these particular figures again. The two pages are not long. 

_ The CuarrMan (Hon. Mr. Beaubien): But we have followed a regular proce- 
dure with all the rest of the documents, not to reprint any, 


By Mr. Biggar: 


Q. And then Exhibit 65 will be what?—A. The sheet numbered page 13 (a). 
4 Q. What is page 13?—A. That is the master sheet, which appears in the 
record at page 426, at the top of the page. 
i) Railway Operating Expenses, Dining and Buffet Car Service—based 
: on year 1930, Exhibt “H,” page 13 (a), filed and marked Exhibit 65. 
i 


_  @. And what will be Exhibit 662?—A. It is captioned “Miscellaneous Income 
Items.” On the right-hand side of the sheet is marked “Summary, Item 3.” 
The total of this page ties in to page 416 of the record. 

__ Q. We can deal with these papers as we come to them, so far as their 
substance is concerned.—A. Yes, sir. 


t. Miscellaneous Income Items, Summary, Item 3, filed and marked 
f Exhibit 66. 

_ Q. And Exhibit 67?—A. The sheet numbered “Summary, Item 7.” 

4 Miscellaneous Departments, Colonization, Development and Insur- 
i ance, Summary, Item 7, filed and marked Exhibit 67. 

— QQ. And Exhibit 68?—A. The sheets marked “Summary, Item 8 (a), Item 
8 (b) and Item 8 (c).” 

t Three sheets: Interest on Released Stores and Track Material, 
¥ Summary, Item 8 (a); Salvage Value of Released Track and Station 
¥ 


Material from Abandoned Lines, Summary, Item 8 (6); and Materials 
4 and Supplies—Based on year 1930, Summary, Item 8 (c), filed and 
marked Exhibit 68. 


~ Q. What about that sheet marked “Summary, Item 8 (a)? Ig that 
reproduced in the record already?—A. Only the total is. 

_  Q. Then you have got a sheet marked “Summary, Item 9”? Will that be 
Exhibit 69°?—A. Yes, sir. 

Y Interest on Reduction in Investment in Equipment, Summary, Item 9, 
5 filed and marked Exhibit 69. 

_ Q. And then the last one is, “Estimated Savings Foregone if mileage not 
abandoned”?— That is Exhibit 70?—A. Yes. 

‘ Estimated Savings Foregone if Mileage not abandoned, filed and 
marked Exhibit 70. 
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Q. Will you tell us shortly what is involved in these general expenses, or 
oe you anything to add to the description that is in the left-hand column of 
the summary on page 425?—A. General expenses are our expenses of admin- 
stration charged to the railway as a whole. They include the accounting, 
financial, law, real estate, tax and claims departments. The principle of 
xhibit No. 64 is familiar to you, as the primary accounts of supervision under 
maintenance of way and structures, maintenance of equipment and transporta- 
tion have been presented to you in an identical form. The Canadian Pacific 
general expenses for 1930 were taken by certain primary accounts listed on 
hibit No. 64, and they were set up in proportion to the increase in mileage 
mm the Canadian Pacific system to the unified system, and 20 per cent was 
ken off the figure so produced. 
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There is only one comment that I want to make about the result 
calculation. Where you have two presidents, two secretaries, two trea 
two vice-presidents of every description and two accounting offices with al 
auditors, the factor produced by this method of calculation certainly in 1x 
‘opinion does not over-state the amount of savings possible in an item of gene! 
expenses. While the superintendence items in the various primary accounts 
been dealt with by past witnesses, it appears reasonable on a basis such as 
as I think anyone can see clearly, that in the consolidation of two headqua 
staffs there is a great deal more scope than there is in a consolidation of outl 
points where increased mileage, and so forth, has to be taken into account. The 
are numerous examples of overlapping effort that can be cited. Both railwa 
are repeatedly appearing before the Board of Railway Commissioners; t 

officials of the two railways are members of the various railway associati 
both in Canada and in the United States; both railways have a department 
dealing with labour matters; both railways keep practically identical books of 
accounts and statistics. 4 
The second item on the page is that of salaries and expenses of clerks and 
attendants. B 
Q. You are covering really the first three lines by what you have just dealt 


+ 


with because you have a credit there? L 


By Hon. Mr. Robinson: 


Q. Before leaving the first one, in charging up salaries and expenses you 
have a lot of salaries in the C.P.R. which, I suppose, would divide between t 
railway and other services?—A. Yes, sir. We make a distribution of our account 
between our activities railway and non-railway. ; B 

Q. What other activities?—A. Ocean services, hotels, and so forth. 

Q. Do you carry out the same principle of division every year?—A. I thi 
so, sir. If conditions radically changed we would change our distribution. I do 
not recall any change recently. q 

Q. It is a little difficult to arrive at your cost. It is just a question of am 
arbitrary division. These superintendents are not all railway superintendents, at 
least the general officers and employees are not purely railway employees?— 
The C.P.R. is a pretty broad system carrying on many activities, and we attem 
to give you rail figures and non-rail figures—proper accounting. That is all th 
calculation means. 


By Mr. Biggar: 


Q. Is that the $111,000 that you have deducted here?—A. Yes; becau 
unification would not permit any saving in supervision of ocean services, f 
example, and we did not take off any savings. If we had applied this fact 
of reduction to all the Canadian Pacific expense of general officers, we wow 
have obtained greater savings than what we felt properly applied to 
railway. | 

Hon. Mr. Buacx: I gather Senator Robinson’s question arises from 
ereat difference in the figures of the first two columns in the first two | 
salaries and expenses of general officers. Those for one company are $517 
odd for the other company $1,103,000 odd; and the salaries and: expense 
clerks and attendants represent in one in round numbers $2,000,000, an 
the other $4,000,000. It is a question whether those two items for the C. 
and the C.N.R. include just the same elements. Does the Canadian Nati 
charge $1,103,000 for a different class or percentage of service than thai 
which the C.P.R. pays $517,000? I should like to know. “¥ 


(Mr. 8. J. W. Liddy.] 
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z By Hon. Mr. Calder: 
a Q. Are those blue book figures again?—A. Yes, these are the published 


_ Q. According to the instructions issued to the railway companies?—A,. I 

presume both companies follow the instructions. 
- Q. Whose instructions are they?—-A. There is a classification of accounts. 
Q. Is that issued by the Railway Board?—A. I am not quite clear who 


_ _Q. What does it say on the outside?—_A. This happens to be an I.C.C. 
book that I have. By whose authority the classification was issued is lost 
in the past. I think the classification was issued by the Board of Railway 
Commissioners. 
— Q. In any event it is followed by both railways?—A. Yes ; unless there 
a different interpretation of the language, both railways follow the same 
rocedure. I cannot tell you if two accountants sat down whether they 
aud make always identically the same distribution. 
i 


| By Hon. Mr. Parent: 


_ Q. You are called upon by the Board of Railway Commissioners to file 
s, and I understand both companies file the same kind of reports giving 


ards to be found in the blue book; and your figures have been gathered 
om the blue book in question?—A. Correct, sir. 


2 By Hon. Mr. Hugessen: 
¢ 


__. Before you leave that item, Mr. Liddy, I wonder whether those figures 
in the first column having reference to 1930 for salaries and expenses of general 
officers and the savings which might be effected by unification bear any relation 
to the present position; for in the Canadian National, for instance, where 
their figure was $1,103,000 in the year 1930, I see for the year 1937 it is down 
to $400,000; and with reference to the second item, salaries and expenses of 
clerks and attendants, in 1930 their figure was $4,000,000, and for 1937, 
$3,039,000. Those are exactly the same items as in the Canadian National 
reports, which I suppose are prepared for the purpose of the blue book. 

_ Hon. Mr. Carper: How do the C.P.R. figures stand in 1930 and 1937? 
_ Hon. Mr. Hucessen: The C.P.R. do not give such details of their items. 
They give only eight items of working expenses, while the Canadian National 
fives details of every single item in its annual report. The items in the 
Badin National annual report are almost exactly the same as we have 
een going through the whole day and yesterday—the different items of 
Xpenses of all kinds. 

_ Hon. Mr. Caper: It seems to me the only thing we could do would be 
0 get the blue book for 1937, if it has been published. Those are the figures 
ve ought to take. We do not know just what they include in that annual 
eport, whether they cover the whole ground that is covered by the other. 

_ Hon. Mr. Hucessen: They are exactly the same item by item as this 
atement Exhibit H, which has the same heading as under this item H of 
he C.N.R. Obviously it is a general system which is being enforced upon 
he railways for their methods of accounting. 


_ Right Hon. Mr. Mrtcuen: What year? 

_. Hon. Mr. Hare: 1937. 

" Right Hon. Mr. Mricuen: Are they in the report just out? 
_ Hon. Mr. Hucessen: That came out a month ago. 


896 | JON SP EGEAD COMMITTEE Be 


Hon. Mr. Parent: These figures are for 1930. oo Wy oy 


Hon. Mr. Buack: That report shows there has been a very Pinter re 
tion between 1930 and 1937 as regards salaries and expenses of general offi 
It does not show there has been such a great reduction in the salaries and expe 

of clerks and attendants. 


Hon. Mr. Rosrnson: About 25-per cent. 


The Witness: For the year 1930 the Canadian Pacific figure for salari 
and expenses of general officers was $587,000. It dropped to a low point in 193 
of $419,000. It has increased since 1934 and in 1937 stands at $428,000. Th 
corresponding figure for the Canadian National in 1980 was $1,104,000. Tf 
dropped to a low in 1936 of $381,000, and increased slightly in 1937 to $400,0 0 
In that drop from $1,000,000 to $400, 000 I note there is a very decided drop 
the year 1923. For 1932 the figure stood at $806,000, and for 1933 it 
$451, ‘000—almost a 50 per cent drop in one year. 

Right Hon. Mr. MrricHen: You must have had a good president then. 

Hon. Mr. Buacx: At all events it means that at the present time the whole 
expense is getting closer together. 4 


By Hon. McRae: 

Q. Does it not mean that the expense for the Canadian National for las 
year was practically the same for the Canadian Pacific? —A. Yes; a comparison 
of $428,000 with $400,000 odd for that one item. a 


By Hon. Mr. Hag: 

Q. All those figures to my mind prove that your estimate of cost is abs 0. 
lutely correct—A. These are official figures, yes, sir. 
Q. Or too high; one or the other. That is all it proves. The two figures 
$428,000 and $404,000. You have $975,000 for the whole thing. Your figu 
apparently are too high for the operation—A. I think the committee whi 
handled this estimate did not overstrain themselves in— 
Q. In cutting down?—A. In setting the amount of savings. 


By the Chairman (Hon. Mr. Beaubien) : j 
Q. They were being very conservative concerning the amount to be saved? 
—A. That 1 is my impression, yes, sir. 


By Mr. Biggar: 4 

Q. That covers the first item. You have nothing more to say about taae 
salaries and expenses of general officers—and you were going on. 
f By Hon. Mr. Robinson: - 
Q. A saving of $677,000 on $800,000 would be rather large, would it not? 
Right Hon. Mr. Mricuen: There must be some special explanation. a 


By Mr. Biggar: ; 

Q. Yes?—A. The next item, salaries and expenses of clerks and attendants 

Q. Yes?—A. In many respects the consolidation of the staffs of two off 
makes possible economies of a nature parallel to those possible in a consolid 
of executive positions. Each office would have a chief clerk, a secretary, a 
clerk, and the various specialized positions depending on the character o 
work being done. It is a fact that more individual clerks would be r 
to run an office in which a larger volume of work has to be handled, but 
stantial reduction in staff could be effected by the increased opportun 


[Mr. 8S. J. W. Liddy.] 
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ization of work and by the elimination of positions purely duplicate in 
n. Then again, the clerical work involved in settling accounts between 
wo railways both as regards revenues and expenses represents a considerable 
nditure, all of which would be eliminated with a common treasury. Also 
work of the two railways overlap in many ways in their various settlements 
1 other railways. - 

Take the accounting for pool train service. Our car accountant follows 
» record of the car at each movement it makes; our auditor of passenger 
eipts records the revenue that is accrued; the auditor of disbursements passes 
vouchers. And the other road must keep identical accounts in order that we 
aay check each other. That is just one type of saving in clerical expense that 
ou can get only through unification. 

_ Now, these reductions that have taken place in respect to the expenditures 
a toto are savings of a character almost entirely different from those envisaged 
nder unification. There has been no consolidation of the C.P.R. and CNR. 
have not touched that type of economies. All that has been done is to say 
hat if in 1930 we spent $100 on a certain kind of work, and in 1937 spent $80, 
he possibilities for economy through consolidation are only 80 per cent. That is 
ue. Perhaps I may expedite your case by saying I know there is a question 
ou want to ask, namely, What is the situation for the future? 


| By Hon. Mr. Horsey: 

_ Q. Here you claim that under unified management you can do this $700,000 
heaper than the Canadian National do it alone; that the salaries and expenses 
nder unified management would be $700,000 less— 

_ Right Hon. Mr. MeicHen: After 1930 they reduced that $1,000,000 them- 
IVES. 

- Hon. Mr. Horsey: I am taking the figures as they appear. 

Right Hon. Mr. Meicuen: Senator Hugessen brought that out. 


The Wirnsss: It is very difficult to say what the cost of general expenses 
be when average or normal conditions again return to the railways. Many 
he economies that have been made have been effected under distress condi- 
The figures I have cited by years during the depth of the depression almost 
my point without further comment. But if salaries have been cut 
tically under the stress of the depression, I do not think they are in the class 
vhat we might call “ permanent economies.” 
To the extent that such reductions are a temporary expedient, they will 
tually disappear. I believe, however, that some permanent savings have 
n made. 
In 1930, for the two railways combined, the general expenses totalled 
556,000; in 1937 the total expenditures for general expenses of the two rail- 
were $13,957,000. The difference is not very great. The reason for that 
hat some of the items have gone up. Pensions have gone up substantially. 
g those items of expenditure which are listed in Exhibit No. 64—only 
items for which economies have been computed—the expenditures for 
ar 1937 represent 74 per cent of the expenses for the year 1930. On the 
of wage rates in effect since April 1, 1938, I would judge that these items 
eral expenses at present are running approximately 78 to 80 per cent of 
1930 level. For the year 1937, the total revenues of the Canadian Pacific 
the Canadian National represented 78 per cent of the revenues for the year 
, and the total operating expenses 79 per cent. The total revenues for the 
1938 may or may not equal those of 1937, while it would appear that total 
Ing expenses will exceed those of 1937. It will thus be appreciated that 
ms in General Expenses for which savings have been computed are to-day - 


ut the same position in relation to 1930 as are the total revenues and 
es of the two companies. 


ie 
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By Hon. Mr. Hugessen: F y me 
Q. But the distribution is very different. The only item of the Can. 
National which has gone up between 1930 and 1937 is pensions. In 1930 1 
$2,158,000, and in 1937 $3,865,000. You do not anticipate making any s 
on pensions under unification?—A. That is not one of the items I have ine 
in the items I have aggregated for you. If you will refer to Exhibit 64 yo 
see that the only items computed are those of salaries and expenses. Those 

which have not been computed have been ignored. a 


By Hon. Mr. Horsey: ; 


Q. Do you assume that under unification the salaries and expenses ¢ 
clerks and attendants would be less than they were under the Canadian Natio 
for 1930? You made these calculations in 1932 on the basis of 1930?—A. I th 
I am coming to your point. I will be only one more minute. If it be assu 
that when revenues again return to 100 per cent of the 1930 level these it 
of general expenses will have returned to 90 per cent of the 1930 level, a 10 
cent permanent saving would be indicated if they could be held to that 
centage. On the basis of this assumption, the estimate of 1930 would be redu 
by $428,900. That is to reflect future conditions. 


By Mr. Biggar: 


Q. The estimate of savings or of outgo?—A. The estimate of savings. 
taking 90 per cent— 


By Hon. Mr. Calder: 


Q. That is if it can be held?—A. That is the qualification, sir. 

Q. That is very important.—A. Sir Edward Beatty, in his testimony 
page 584 of the record, seemed to indicate that there had been some econor 
of a permanent nature in general office reorganization. I cannot tell you 
the level is going to remain at 90 per cent. All I know is that to-day it is in 
same relative position to 1930 as are the total revenues and total expenses of 
company. If they do not go up to 100 from 80, but only to 90, and the reve 
goes up to 100, this means a 10 per cent reduction in the amount of savings 
only present that to you so you will have the import and the effect of what m 
be called permanent economies in the matter of general expenses. Does 
answer the question? 


By Hon. Mr. Horsey: 


Q. I am taking this statement that you based on 1930, and which you 
in 1932. I notice the figures here for salaries and expenses of clerk 
attendants. Here are the figures. Under the estimated total of the com 
railway operation as a unit, you have $3,330,835, and at that time the Cana 
National had for salaries and expenses $4,016,992. What I was asking w 
you expect that you will be able to operate the unified system with less sale 
and expenses for clerks and attendants than the Canadian National could ope 
for in: 1980°9—A. Let me answer you this way. In 1930 the Canadian 
general expenses for clerks and attendants were $1,929,353. The addit. 
$1,400,000 gave the figure that is in this exhibit. Now, is it not intended 
presentation of this exhibit, to take each primary item as a fact conclus 
itself. The items are all added up together and the same factor of increase 
decrease applied, so that to get a fair picture you must take the total result, an 
the total result— bs) 
Q. That comes from the blue books?—A. These figures of the Ca 
National and the Canadian Pacific are official figures, yes. a 


[Mr. 8. J. W. Liddy.] 


od 


r ua oe) td a AS ey ony 


ght ah RAILWAY CONDITIONS 899 


Q. Then if you go over two or three columns you will find that under 
ication the salaries and expenses for clerks and attendants will be $3,330,835. 
at gives a saving of $2,000,000—A. That is right, sir. 

_ Q. That means, according to you, that under unification the expenses and 
alaries would be less than what was required by the Canadian National in 
oking after their own. 

’ Hon. Mr. Catper: That is for one year only. 

_ Hon. Mr. Horsny: Yes, but that is the year we are dealing with, and the 
wings are based on that. If we are going to change the year, where are we 
sing to get to? 

_ Hon. Mr. Catper: I think the figures, if they mean anything, mean that the 
rst two items, $1,103,967 and $4,016,992 were excessive. 


“a By Mr. Biggar: 
' Q. If I have understood you, Mr. Liddy, what you have done here for the 
urpose of arriving at this saving of $2,668,672, is to assume that the additional 
ileage of the combined railways could be operated at the same cost, proportion- 
ely, as the Canadian Pacific was already operating its own mileage for. Is 
lat the position?—A. That was the general rule set up for all supervisory 
scounts,-—naintenance of way supervision, transportation supervision, and 
yon. And there we have what you might call general supervision. 
_ Q. You do not know anything about the soundness or otherwise of the figure 
| $4,016,992 for the Canadian National? That is a figure that you got from 
blue book?-—A. No, I do not know the details of that. 

Q. That is a figure that you got from a blue book?—A. That is right, sir. 
_ Q. Now, will you tell the committee exactly how you transfer $1,920,353, 
ie Canadian Pacific cost for that, into $3,330,835? You are adding several 
iousand miles, but what are you deducting?—A. Deducting 20 per cent, sir. 
he basis is indicated on Exhibit 64, in the remarks column. 
_ Q. You mean that that remark shows how you are actually getting that? 
-A. Yes. I might say I did not make this calculation myself. It was made 
y the Committee of the Canadian Pacific officers who handled the unification 
udy. ‘True, I was statistician at the time, and statisticians cannot get away 
om figures; but the committee handled this particular work, and I think you 
ust take their method as a whole. If you will look at the items on Exhibit 64— 


By Hon. Mr. Horsey: 


Q. I notice you state that the estimated total for the combined railways, 
erated as a unit, 1s $9,199,755, which is less than the general expenses of the 
anadian National system alone. That is, according to this estimate, you could 
9 all your own work of this class and the Canadian National work for less 
lan what it costs the Canadian National now.—A. That is the way that one 
em works out, sir.. May I point out that the figure of $4,289,005 represents a 
duction in total from the total of the combined railways operated separately 
40 per cent. Between the years 1930 and 1937 the railways individually true, 
) some extent, by wage reductions—were able to effect a reduction of 30 per 
mt. I submit that if one railway can make a reduction individually to the 
stent: of 30 per cent, it gives you a little measure as to what can be done 
lectively. 
_ Q. But your officers did not have that information in 1932. 
Hon. Mr. Haig: They had a little of it in 1932. That was after 1929. 
. By Mr. Biggar: 
. If you would confine yourself to how these figures are arrived at and 
e yourself to the individual figures, I think we would get on faster—A. I 
finished with this exhibit, unless there are some questions. 
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~Q. All these figures, for general office pees ee expenses, law exp 8 
aoe and printing, and insurance, are arrived at in the same way, 8 
they?—A. Yes sir, as indicated on the exhibit itself. 
Q. I think you must be wrong about that, are you not? I observe that 
insurance figure is down only about something less than $40,000 from $362, 
whereas the stationery and printing figure and the other fioures above it 
considerably up. So obviously the two colums cannot be arrived at on the s 
basis. : 

By Hon. Mr. Robinson: 7. 

Q. How are you going to carry on the insurance for the united compan 
for less than it cost the Canadian Pacific alone?—A. That is not quite right, sir. 
Perhaps I should have explained that. In 1930 the Canadian Pacific insurance 
expenses were all carried under the account of general expenses. The Canadian 
National distributed their insurance expenses among their primary accounts, so 
much for maintenance of way, so much for equipment, and so on. This savi 
here on this page is practically all due to what we consider we could reduce t 
Canadian Pacific expenses only by, and as the measure of that reduction we have 
taken the proportion of Canadian Pacific abandoned mileage, proposed, 1,708 
miles, to the Canadian Pacific system mileage of 16,658 miles. 


By the Chairman (Right Hon. Mr. Graham) : i 

Q. Does the Canadian Pacific carry its own insurance in the main?—A. We 

have an insurance department, yes sir, but we do reinsure to some extent. 

Q. Still, you are paying for it, for the reinsurance?—A. Yes sir. 

Q. The Canadian National, I understand, carries its own insurance —A 

do not know about that, sir. eS 
Q. I think you can take it from me, because I introduced it, as Ministe 

It carries its own insurance, and now has $11, 000,000 in securities. on hand, a 

paying its insurance. That is just a matter of information. I was wonderin 

you did the same.—A. Yes sir, to some extent, but we also reinsure with outsid 

companies, 4 


By Hon. Mr. McRae: ot 
Q. That is, you insure at some point where there is a big risk?—A. I wou ld 
not want to prejudice the insurance department’s business. Big 


By Hon. Mr. Murdock: 


Q. It was intimated a few minutes ago that there was a material reduct 
in salaries and expenses of clerks and attendants in 1933-34 on both railway 
The figures quoted, I think, were materially less than those we have before 
for 1930 or 1987?—-A. That is correct. 

Q. Is it not a fact that in 1933 and 1937 all of those clerks and attendants 
were receiving a 20 per cent reduction in wages?—A. I believe for a sh 
period of time they did receive a 20 per cent reduction. It was very short, 

Q. Not through all of 1933, but all of 1934, was it not? Vice-President N 
shakes his head. I should like to get that point clear—A. I could look it up 
you and give you the exact dates, sir. : 

Q. And what the deduction was. It was first a 10 per cent reduc 
then another 10 per cent reduction—A. My recollection is that it was for a very 
short period. a 

Q. And two tens make twenty. 


By Hon. Mr. Cote: 

Q. But the executive officers of the Canadian Pacific were not me 

having made those reductions?—A. No. 
[Mr. 8. J. W. Liddy.] 
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Will you go to Exhibit 65? 


By Hon. Mr. Robinson: 

Q. Were those exhibits available to the Duff Commission?—A. They did 
sk for the details. 

_Q. Were they made up?—A. At the time the estimate was made up, before 
n the figures were submitted to the Duff Commission. You will notice there 
page numbers. They were all in one book at one time, but they were never 
isked for, and that is the reason they were not supplied. 


By Hon. Mr. Haig: 


; . I see you cut down on lawyers in your estimate. That is a sad thing 
) do. 


Merion) Mr McRan: There secma to be lots of room for that. 
_. Right Hon. Mr. MrtcHen: I approve of that. 


By Mr. Biggar: 

Q. Will you go on with Exhibit 65, dining and buffet car service?—-A. The 
ster sheet supports the details. The master sheet appears in the record at 
e 426. There is only one item of saving out of the six items recorded in this 


f $918,249. 
—  Q. How is that calculation made? 


By Right Hon. Mr. Meighen: 


, Q. Before you go to that, may I ask a question? I find much difficulty 
ollowing this through. What is included in that item of all other expenses? 


0 page 422 of the printed record, sir? 

Q. General expenses is on your master sheet; it covers general expenses 
ich is a single item of Exhibit ‘““H” at page 422A. No, I have passed 
eral expenses. This is a different account. 

@. General expenses is on your master sheet; it covers general expenses 
nothing else-—A. I think if you would look at page 422 of the record, I 
help you. 

 Q. If you look opposite the item “ General” you will find exactly the totals 
‘that appear on Exhibit “H,” page 12, your master sheet of this Exhibit 64— 


_ Mr. Bicear: All that is on the next page, Senator. 


q Right Hon. Mr. MrtcHen: No, it is not. As I understand it, these sub- 
idiary sheets are explanatory of this master sheet. 


_ The Witness: That is correct, sir. 
_ Mr. Biggar: I can explain it, I think, in a minute. 


q The Witness: Have you got page 13, that is the master sheet? 

_ Mr. Bicear: You are talking about two different things. I think I can 

ae — By Right Hon. Mr. Meighen: 

_ Q. Is that your master sheet?—A. Yes, sir. | 

|. Mr. Biccar: That is the second one, but it has nothing to do with the 
irst master sheet. 


tement. The first item, dining and buffet car service, shows a net saving | 


fer me on the master sheet to “ All Other Expenses.”—A. Would you refer 
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By Mr. Biggar: a 

Q. You are going on to that item of car service $918, 249, and ‘ ie in 
regard to that begin at page 13 (a) ?—A. The two columns at the left-hand side 
of page 13 (a) showing total expenses of $2,227,656 for the Canadian Pacific 
and $4,766,299 for the ‘Canadian National and Canadian Pacific combined are 
Blue Book figures, | 
Q. This is all Exhibit No. 65—A. We break down the Canadian Pacifigl 
costs between expenses on account of food eaten by passengers and all other 
expenses. The same break-down was obtained for the Canadian National. 
Q. Not the Canadian National, the combined systems—A. Excuse me; the 
combined systems, The expense dependent upon the passengers is not reduced; ; 
_ there is no saving. In other words, we assume the passenger will eat the same | 
amount of food after unification as he did before. 


Hon. Mr. Dandurand: 


Q. The number of passengers being the same?—A. That is the fundamental 
reason, yes, sir. But the rest of the expenses will depend upon the number of 
trips and miles your dining-cars make, and that reduction was 24 per cent. We 
take 24 per cent of the expenses that depend upon the car miles, and we then 
obtain a figure of $2,845,000 as the new figure for the balance of the expenses. 

Carrying forward the new figure of dining-car expenses onto the masted 
sheet, that is page 13— 


By Mr. Biggar: 


Q. You had better say at page 426 of the proceedings —A. ode al a 
net saving for the dining-car operation of $918,249. Since this estimate was 
made there have been pooling services instituted, and a new figure of passenger 
train service has been submitted to the committee. As close as I can calculate 
that new figure, and the effect of the pooling of dining-cars, that will reduce this 
saving by one- third. a 

Q. One-third?—A. Yes. The $918,000 odd will be reduced by one-third. 


By Hon. Mr. Horsey: 


Q. What does that credit of transportation for investment mean, thee 
$1,432,000 odd?—A. When a railway company hauls freight for capital oa cel 
it is the cost of hauling of that freight in its various primary accounts, such as — 
wages of the train crews, fuel, and so on, and it credits operating expenses at 
some reasonable figure which will compensate its expenses for the additional cost 
entailed. That charge is added on to the cost of the new work being constructed 
It is not a tariff rate, it is a reasonable figure to represent cost. a 


By Mr. Biggar: 


Q. The next exhibit is 66—A. Exhibit No. 66 shows only two items. of 
savings. ae 

Q. One for hire of equipment and the other for separately operated proper- 
ties?—A. The item of hire of equipment represents a saving in the quicker 
return movement of foreign cars because of the greater number of connections 
that are available to the unified system. That, I understand, was explained to 
you the other day by Colonel Pyne. This represents a saving in car hire. He 
was dealing with savings in transportation expenses. = 


By Right Hon. Mr. Meighen: 


Q. That is your saving in car hire?—A. The rental, yes, sir. 
[Mr. S. J. W. Liddy.] 
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By Mr. Biggar: 

_ Q. It is calculated in the same way and on the same number of cars by 
ence to the time of the return instead of the distance for the return?—A. It 
r days translated into money. 

The last item on Exhibit No. 66 is a saving of $161,135. It represents a net 
ving at Montreal where the two companies have two abattoirs. The other 
m in this figure of $161,135, represents a saving due to the abandonment of 
38 miles of Canadian Pacific electric line between Port Dover and Paris. These 
= are small. 

Q. We can let that go at that. 


Hon. Mr. Caserain: Those abattoirs of the Canadian National and the 
vanadian Pacific at Montreal are no good now. The others can do all the 
yusiness. 


: Hon. Mr. Hare: That is what he says. 


; By Mr. Biggar: 
_ Q. We are going on to 67.—A. Exhibit No. 67 shows a saving of $300,000 in 
hree departments, colonization and immigration, development and natural 
sources, and insurance. The saving is $200,000 in the first two mentioned 
lepartments and $100,000 in the last one. These savings were made by the 
espective officers in charge of the departments. They are an appraisal. They 
snow the situation and they appraise it. 
Z Q. I see. You cannot tell the committee what the facts were?—A. I cannot. 
it was done by the officers in charge. 
Q. Including insurance?—A. Yes, sir. 
m=, ©. You might tell us just why you get insurance in there and also in 
uxhibit No. 64. oth Insurance in Exhibit No. 67 is the cost of administration of 
he department; the other expenses that we find in the primary account were the 
remiums charged to that department. 

Q. I see. Do you want to go on to No. 68? 


t By Hon. Mr. Dandurand: 


4 Q. I do not see how you allocate savings on insurance, unless you were 
nsuring buildings or stations that would disappear.—A. This represents, sir, 
surely administrative staffs. 

* Q. Administration? I see. 


S.- By Mr. Biggar: 

ii Q. Exhibit No. 68?—A. This Exhibit No. 68 is headed, Interest on Released 

stores and Track Material. The saving of $1,700,000 is carried forward to item 

‘@) on page 416 of the record. 

é The sheet reading Summary Item 8 (Da 

*® The next sheet?—A. —is an engineering estimate of the salvage value 

material that would be released on the abandoned lines. This sheet Summary 

ic ) shows a reduction in materials and supplies that could be effected if there 
one storekeeper, one supply depot instead of two in each case as at the 

esent time. Bringing forward the details from sheets (b) and (c) to the 

ster sheet, item 8 (a) shows a reduction. 

e Q. Exhibit No. 68?—A. Yes, sir. It shows a reduction on released stores 

d track material of $34,000,000, which at 5 per cent interest gives an annual 

; ving on the investment of $1, 700,000. 


+ By Right Hon. Mr. Meighen: 
Q. How long will it take you to effect that?—-A. I think that ought to 
scerue almost immediately. 


904 : ; f Gy SPECIAL. commrrrEn San Na - Wie 


By Hon, Mr. Dandurand: 


Q. Is it based on abandoned lines of 5,000 miles eel ak Tei is oe 
on the total abandonment. The whole $1, 700,000 will not accrue th 
year, but you will start to make savings in your supplies immediately 
start to consolidate, and it will build up. 


4 


By Mr. Biggar: 


@. Go on to Exhibit No. 69-—A. Exhibit No. 69 shows a Savi 
$4,650,000, due to a less quota of equipment that would be necessary on t 
unified property due to reduction in mileages. These figures I think probela™ 
of mileage reductions are already familiar to you. 

Q. Yes—A. The percentage reductions are: in locomotive miles, 1 
per cent; in freight train car miles, 3:3 per cent; in passenger train car mil 
14-9 per cent; in road mileage through line abandonment, 12-2 per cent. Ap 
ing those percentages of reduction to the equipment inventory produced t 
number of released units which you see in column 5. Those units releas 
due to reduced mileage were appraised at average book values, and produc 
a total reduction in investment, in equipment of $92,897,100, and at 5 per cent 
interest that produced an annual saving of $4,650,000. 

Now, there are some comments in connection with this. The first is, 
true, as the statement reads, that this is the reduction in investment in eq 
ment. But as the unified railw ay would not have to purchase new equip 
for a period, the real measure of the savings will eventually be the cost of 
equipment, not an average cost on book figures. The locomotives we: 
appraised at an average value of $59,196. You cannot buy a locomotive to- 
for $59,000. Mr. Newman said the cost would be $100,000 to $125,000. 

Then, as to freight equipment. The appraised book value, probably exten 
ing over-five years, is $1,174. 


a 1 


By Mr. Biggar: 


Q. You need not read them.—aA. $3,000. is to-day the cost of a freig 
car. And the passenger equipment would cost $60,000 instead of $40,000. 
T had used current values, instead of an investment of $92,000,000 being sav 
an investment of $152, 000 000 would be saved. 

Q. And your 5 per cent instead of being $4,650,000 would be?—J 
$7,600,000. A 

Q. So, on a strict accounting basis that figure of $4,650,000 is son 
$3,000,000 tco little?—A. That is right. a 

Now, when you purchase equipment you have the cost of carrying t 
capital, you have the cost of maintaining that equipment, and you have 
cost of the wasted capital. Some day that equipment will wear out, and y 
will have to find new money to purchase equipment to replace it. Und 
maintenance of equipment Mr. Newman dealt only with the maintenance 
the equipment itself; he did not deal with the wastage in capital. 

No.—A. This exhibit deals only with the carrying charges on the inves 
ment. There will come a time later when another $152,000,000 will have to | 
found, when this equipment wears out. If you amortize $152, 000,000 at 34 
cent, you get an annual charge of $4,560,000 in addition. 

- Q. In addition to your figure of $8,000,000 odd?—A. Yes, sir. 


By Hon. Mr. Casgrain: 


Q. What is the life of a freight car?—A. It varies, sir, but I would 
from 25 to 30 years. It varies according to the type of the car and the ser 
it is employed in. 


[Mr. 8S. J. W. Liddy.] 
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| By Mr. (es 

‘Let me know whether I have understood you about the reduction in 
tment. on equipment. Do you mean to say that the roads unified could 
along on the basis upon which this exhibit has been prepared with $92, 000,- 
) less capital invested than they could separately?—A. That is right, sir. 
Q. And do you think that figure of a possible capitalization should be 
000,000 instead of $92,000,000?—A. It would come up to that. 
2. And then you say another $152,000,000 would be required?—A, In 
- future. And each year you will have to make provision for that amorti- 
ion of equipment that is wearing out. 
~Q. You have now dealt, in what you have been saying for the last quarter 
of an hour or so, with items 7, 8, and 9, on page 416?—A. That is right. 
iQ. I think, then, you have covered everything that I understood you were 
cover, except item 3, “ Miscellaneous income.’”—A. I covered that, sir. 
oy Q. You did?—A. Yes, sir. 

- Q. Then, that is all right. Then you were going to give us some figures 
h regard to the effect on all these estimates of retaining the 5,000 miles, 
‘abandonment of which was in question. —A. That is Exhibit No, 70. 
_ Right Hon. Mr. Mutcuen: That is pretty important. I do not think we 
a ould deal with it now. ° 
Mr. Biccar: It is done in a very simple way. Instead of going over all 
estimates and making deductions, the calculation simply takes the form 
of providing services on these lines and maintaining it. You have it taken 

ff first in fifty items, and put back in one. 


By Mr. Biggar: 
@. Can you tell us shortly as to the dependability of this statement, Exhibit 
with regard to the cost of giving the service described in it?—A. The figure 

.75 per train mile, which is exclusive of the maintenance of the line itself, 

s determined from an analysis made of a tri-weekly train service that we 
d on our own line, with the stations serving the tri-weekly service and the 

fain crews as that train ran. 


) By Hon. Mr. Casgrain: 

 Q. Was that a mixed train?—A. Yes, sir, it was a mixed train, Now, that 
ludes all items of expenditure, maintenance of equipment, train crews, fuel, 
on employees, car service, general expenses—all items of expenditure and 
ting expenses apart from the maintenance of the line. 

Q. Would you be surprised if you were told that I myself ran a railway at 
cents a mile?—A. We cannot do it to-day. 


Right Hon. Mr. Meicuen: You have not got any men like that. 
Some Hon. Sznarors: Oh, oh. 


By Mr. Biggar: 

eS Yes?—A. The $900 cost to maintain the line per mile was applied by 
ie Engineering Department. 

eo Q. I think one of the witnesses gave that figure. 


, By Right Hon. Mr. Merghen: 

 Q. I understand that, but would that take care of the savings that you 
already estimated as part of your total savings under the heading, say, 
interest on salvage values of property on the lines proposed to be aban- 
ned?—A. I was coming to that. This calculation is the total cost of the train 
and of maintaining the line. There is no revenue offset against this. 
put back the service. I do not know what the revenue is on these lines. 


. nO: I see—A. Some * these are thin traffic lines, . r: 
vice is necessary will surely earn some revenue. If it is iSUbE ROMA al 
say is that it is my opinion the revenue will balance all the other item 
are not in here. 

Q. You are assuming that you are putting this back on an ante ae 
Ne That is right. If the revenue pays for 50 ue cent of the cost it would. mean 
— $2,600,000. 


By Mr. Biggar: 


Q. You cut this deduction in half?—A. Yes, sir; and if the revenue com 
back sufficiently to warrant a greater service than tri- weekly service, it wil 
_ surely pay for the whole service. 4 
Q. But if you take $7,240,000 off the $75,000,000, you are providing for a 
service that is closed entirely without a cent of return?—A. That is right, siz 
‘In addition, some of these lines on which this calculation provides for a tri- 
weekly service may very closely parallel another line that is well serviced wit. 
passenger trains, and you can easily divert some of those trains on to this line, 
and eliminate the cost of the train service I have calculated. 4 


Mr. Biacar: Exactly. Well, that covers the ground. 
The CuHatrman (Hon. Mr. Beaubien): Half-past ten to-morrow. 


The committee adjourned until to-morrow at 10.30 a.m. 


Cee Bia ‘EXHIBIT No. 60 
Yt ' 7 EXHIBIT “A” 


DI TAILED DEVELOPMENT OF RAILWAY OPERATING EXPENSES—TRAFFIC 
-EXPENSES—BASED ON YEAR 1930 


(Supplementing statement appearing at page 424) 


Estimated 
Northern Total Total 
Canadian Canadian Alberta & Combined Combined Net 
Pacific National Toronto Railways Railways Saving 


System System Terminals Operated Operated 
; Railways Separately as a Unit. 

Su yperintendence— 

eo Rail: Manel 204. Ol Op mis 2,214.2 od $ 7,140 $ 3,426,029 $ 2, 102,117 $1,323,912 
: Steamship. eh Ae aes 201,409 aii at 201,409 201, 409 csr 
All Agencies— 


Steamship. Bs Poin Sas 1,882,461 paves Ree 1,882,461 1,882,461 
A Advertising— 


Iie ie teas nee 1,539,066 Si 2.017 963 3,412,546 1,870,861 1,541,685 
Mceamship. .. -. si 1,421,000. paieke Baste 1,421,009 1,421,009 Acar 
All Other— 
TBST Sea ea 568,516 1,399,532 15,775 1,983,823 1,412,591 §) 571,232 
MLCAMSHIDS, oe, os «is Fo ll278 Aiots aes 311,278 311,278 wares 


Votale.) Wa «0 610,279,000 $8,665,652 |. $25,735 $18,967,243 $13,191,726 *$5,775,517 


Railway only.. .. .. .. $ 6,459,699 $15,151,086 §$ 9,375,569 *Namely — 
: 38% of 


a 


. COMPARISON OF ESTIMATED NET SAVINGS IN RAIL TRAFFIC EXPENSES— 
_, BASIS YEAR 1930—AS MADE BY CANADIAN PACIFIC RAILWAY AND 
7 CANADIAN NATIONAL RAILWAYS 


Canadian Pacific Railway Canadian National Railways 


Exhibit “H’”, Page 424 Page 486 of the Record 
Dollars % Dollars % 
Superintendence. . 8 SOG SoA ae ee 1,323,912 39 1,400,000 40 
Al rete teak « 1 OS OSS 37 3,000,000 | 47 
1,541,685 45 2,000,000 58 
571,232 29 400,000 20 
EO Cale ames (re hlitaas 25 fast e te DS, PIO D17 38 - 6,800,000 45) 


RAILWAY OPERATING EXPENSES 
Superintendence—Traftic—Rail—Based on Year 1930 


Canadian Pacific Railway systems operated asa unit — 
No. of office No. of office ie 
_ units Total expense units Total expense — 
reight : . : 
: EL CAMOMALLEES many es ce ee 1 $ 70,000 1 $130,000 
BEMPLVECTONS yp. deat toe Sateele. cscs 2 300,000 4 550,000 — 
BeWistrictees. . WN Mec sche es os 8 231,720 13 401,545 
$601,720 $1,081,545 
4 ssenger: f 
Headquarters. . : 1 $ 55,000 a $ 95,000 — 
PAR ESIONS. 5 4. os ss a Dy, 503,366 4 925,572 
$558,366 $1,020,572 
PRR sn fenton), $ 44,530 Pu se 


Risk Lie ee ea $1,204,616 $2,102,117 


Sater eee we eos FOU) iS LI 330 1,857 6,328,688 3,990,000 2,338,688 


$15,151,086 


Hstimate for combined © 


‘a 


oe 


“¢ a5: ove 2h Saat s Me is 
YY Oa 2 Gk ; ITT + 
ieee BS ese ry Tuite 
nm rH. ¢ oi aber male ve we mS a 2) 
| TRAFFIC EXPENSES 


BAY ; (Exhibit a 3 Bhd pape: 423 and 424 of bce? pees o\ 
OUTSIDE ‘Ketontenee Rats ered on YEAR 1930 


ee % i pe bend ae 
Beyseay est | Estimate for combin 
Sg Canadian Pacific Railway systems operated as a 
Vice eran a Passenger Freight Total Passenger Freight 
AK Get att Me heli 
Eastern Canada.. $631,175 $184,679 $815,854 $661,000 $262,000 - 
Western Canada.. 261,641 155,408 417,049 271,000 146,000 
United States.. 506,644 525,074 1,031,718 850,000 850,000 
Hurope.. 5 311,358 224,839 536,197 350,000 250,000 
Orient. 85,352 76,104 161,456 100,000: 100,000 
Commissions. . 107,089 34,851. 141,940 115,000 35,000 
te Subsidiaries... .. 21,644 21,643 43,287 cote Stelle 


; Total. : . . $1,924,903 ($1,222,598 $3,147,501 $2,347,000 $1,643,000 $3,990,0 
ie RAILWAY OPERATING EXPENSES 
bs Traffic Expenses—Rail 
ie) Advertising—Based on Year 1930 
Si! Total Estimated 
; Combined Total Combined 
ee Canadian Systems Systems oe. 
raat : Pacific Railway Operated Operated Be 
erie Amount % Separately as a Unit Remarks 
‘Rail Advertising 9 
am Duplicated. . $ 874,959 56-85 $1,940,032 $ 776,013 Reduced 609 
Partially duplicated. . 486,653 31-62 1,079.047 701,381 Reduced 359 
Exclusive Canadian Pacific we 
Railway.. Bik sats 177,454 1353 393,467 393,467 
MbotalRiaal yy 2.2) vs os) $1,539,066 - 100-00 $3,412,546 $1,870,861 


RAILWAY OPERATING EXPENSES 
Traffic Expenses—Rail 
Other Accounts—Based on Year 1930 


Total 
Combined 


Estimated 
Total 
Combined . 


Northern 
Alberta 


Canadian Canadian & Toronto Railways Railways 
Pacific National Terminals Operated . Operated 
System System Railways Separately asa Unit 
a Traffic Associations— 
Rass Re $108,746 $ 110,552 $1,329 $ 220,627 $ 132,376 
i Traffic Associations— 
ih Steamships. . TESTO: Mens hc oR oe eee coe 11,876 11,876 
2 Industrial Bureaus. . é 81,437 J4ABDSE. Cees 231,023 138,614 
Colonization, Agricultural & 
RATS Natural Resources Aa ae 545,110 10,363 555,473 555,473 
mt Insurance. . OPE ay Soya 254 17 271 271 
Stationery & Printing— 
Rail, p 353,105 421,374 4.066 778,545 467,127 
- Stationery & Printing— 
Steamship.. .. e BS 462 eri eke ce. Mae 63,482 63,482 
Other Expenses—Rail. . : 25,228 72: GSB nae ones 197,884 118,730 
Other Expenses—Steamship D3 5 OO eT enue) Ke ete one 235,920 235,920 
Birdos oN oe. 1S $879,794 $1,399,532 $15,775 $2,295,101 $1,723,869 
_ * (See Summary Item 9). 
“aids Naa 
4 , ae; ao SP, oi “ee ne ~ 
hs " by Tish on ae + c od ag oe van pens 


pi tasagt 
“g09° 
| EXHIBIT No. él 
ED GAIN. IN GROSS FREIGHT REVENUES MADE BY 
Ne hapa Mg GANADIAN PACIFIC RAILWAY 
Bae, 3 43 < (Exhibit “G’—Page 421 of the Record) ‘ 
No. of Amount Gain in 
Tons per ton Revenue 


zi. Re-routing of Canadian-National-Canadian 
Pacific and Maine Central R.R. interline , 
%, traffic through Portland, Me., instead of 
oe North Stratford, N.W., and St. Johnsbury, 
‘SS Vite: 422,000 32¢. $135,000 
az. Re-routing ‘of Canadian Pacific traffic from , 

and to New England territory served by the 

Boston & Maine R. R., Boston & Albany R.R., 

and New York, New Haven & Hartford 

RR., through the medium of the Central 
i Vermont Ry., instead of through Wells 
an River, Vt., as at present. . 820,000: 25e. 200,000 
‘ee Re-routing ‘of Canadian Pacific traffic from 
and to Eastern United States territory 
served by the Delaware & Hudson R.R. and 
connections, through the medium of the 
Canadian National System to Rouses Point,  . 
ae N.Y., instead of in connection with the 
a). Napierville Jet. Ry.. 862,000 25. 200,000 
D4. Rerouting. of Canadian Pacific traffic to and “aH 
from Eastern United States territory AM | 
through Niagara Frontier, using the Cana- 


aphand Tele- 

one Operation. 414,033 4,720,114 15,137 5,149,284 5,149,284 See Ex. “I” — 

BO OTV ICOM a. jl wouter yin 6,239,097 7,000 6,246,652 6,246,652 See Ex.“J” 
oh, age ec 4,348,868 7,206,430: 48,387 11,603,685 10,082,326 1,521,859) 94) 


make $70,076,372 $111,982,287 $1,253,367 $183,312,026 $159,317,650 $23,994,376 


= dian National System instead of the Toronto, wn ae 
Hamilton & Buffalo Ry. and Michigan We PT, 
a? Central R.R.. 1,200,000 TOC. 900,000 ae 
_ 5. Re-routing of Canadian Pacific-Great Lakes hs 
‘ Transit Corporation traffic via Windsor, “ 
Ont., to Canada Atlantic Transit Co. via gi 
Depot Harbour, Ont,. 30,000 $3.00 100,000 ts 
6. Re-routing of Canadian ’ National- Northern ; 
Navigation Co. traffic via Sarnia (Point Al 
i Edward) Ont., to Canadian Pacific Ry. a 
(Upper Taies Steamers) via Port McNicoll, SI 
Ontieed f: 209,040 $3.00 600,000: fees 
: EISO Gall pawiee, eae ik) eats oe one tee TE $2,135,000 1a 
a Oe 
% Hie: 
; | EXHIBIT No. 62 Bee: 
i 7 Exeer: “He 
| Page 9 i ‘ 
DETAILED DEVELOPMENT OF RAILWAY OPERATING EXPENSES— wes 
¥ TRANSPORTATION RAIL LINE—BASED ON YEAR 1930 i oe 
(Supplementing statement appearing at page 424) me tai? 
Estimated Ne a abt 
Northern Total Total List is 
Alberta & Combined Combined RG. 
Canadian Canadian Toronto Railways Railways aN 
Pacific National Terminals Operated Operated at ES 
e System System Railways Separately asa Unit Net Saving ~~ 
intendence .. §$ 2,454,481 $ 4,101,523 $ 40,249 $ 6,596,253 §$ 5,305,783 $ 1,290,470 — aM 
atching Trains 1,235,475 1,508,596 13,841 2,757,912 2,206,330 - 551,582 1 
Service .. 12,767,558 18,473,097 424 32'1 31,664,976 28,194,026 3,470,950) 8 
Service.. .. 10,728,525 18,588,634 205,893 29,523,052 25,578,586 3,944,466 — 
Service... .. 38,127,432 51,144,796 497,984 89,770,212 7635545663, + 13,215,549" os 
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"RAILWAY OPERATING EXPENSES ‘ 


SAME EN ENOH TRANSPORTATION UE LeHD on Year 1930 


Estimate for 
Combined Systems 


Canadian Pacific 


Ratlway operated as a Unit 
aie — Paar TDN Remarks 
i 0. 0 0.0 
: Sica | ote, | Bhisl | Bow 
Units Pp Units zpos 
$ $ 
Headquarters..... 1 275,485 i 475,597 |Increased in proportion 16,658 - 
Can. Pac. System to 35, 946 mi 
f combined system, less 20%. 
GM HUMEROLTOUS 5/00 tise s! tale 2 310,803 4 621,606 |Increased in proportion to nu 
} : office units. 
WDIStLICtS,, sess vie 8 496, 814 13 1,181,921 |Increased in proportion to numbe 
office units plus 46.4% accoun 
crease in district mileage from 


age of 1,888 to average of 2,765. 

Divisions......... 27 1,271, 468 52 3, 026, 659 Increased in proportion to nu 
; office units plus 23- ‘6% acco 
crease in division mileage fro 
age of 359 to average of 691. — 


Subsidiaries....... 3 OO O11) )| Savane aN oe Meek ades 4. 
NGO SU Laiesne ais eles citiclsieven eae $ 2,454,481 $ 5,305, 783 


Exursir ‘‘ 
On 
RAILWAY OPERATING EXPENSES 


DzsPATCHING TRAINS—BaAsED ON YEAR 1930 


Total 
Combined 
—— Systems Reduction 
Operated : 
Separately 


$2,757,912 20% 


(See details of Exhibit ‘‘F’’) 
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TRANSPORTATION—TRAIN SERVICE ExPeNSE—BAsup on YEAR 1930 


Total Combined 


Estimate for Combined 
Paes ¢ Systems Operated asa Unit 
REA paen ee Serena LM ye 
Cost per , 
Amount Train or Train or Cost 


Loco. Mile | L9¢0. Miles | per Mile | Amount 


$ Cc. Cc. $ 


Enginemen—Passenger.......... 6,767,330 13-687 41,434,566 13-687} 5,671,149 
in Enginemen—Freight............ 12,403,576 19-145 58, 828, 608 19-145} 11,262,737 — 


lfor Train Locomotives—Passenger| 10,002,252)............ See Page 9 (h) 7,825,412 
for Train Locomotives—Freight..| 20,399,731|............ See Page 9 (h) 17,847,011 
er for Train Locomotives—Pas- | 
TYEE) Rs ch aca hor ar i Beh ie 2 ae 09s O99 Wore Sates ruc See Page 9 (i) 507, 225 
for Train Locomotives—Freight| 1,217,570|............ See Page 9 (i) Pl ol oc 
cants for Train Locomotives— 
167,491 -339| 41,434,566 *339| =: 140, 463 
LSS ts ace Meester See Bhan RADIUS aes 341,599 +527 58, 828, 608 +527 310,027 
ther Supplies for Train Locomotives 
BRR e: Oe Lae eee 100, 528 +203 41,434, 566 203 84,112 
e] pplies for Train Locomotives : 
| DYRSSIG Wh mle soe gaye ye ‘ 205, 028 +316 58, 828, 608 +316 185, 898 
ehouse Expenses—Train—Passen- ; 
eA Pisce eatin at Ce, Di OSZ Olen e.teh a narhes See Page 9 (j) 2,370,057 
inehouse Expenses—Train—Freight| 3,875,576|............ See Page 9 Qj) 3,340, 288 
nmen—Passenger................. Gui Goso22 14-014 40,512, 369 14-014 5,677,403 
GMien——Preight 02h. bus ts cue ey 14,008, 289 24-249 52,483,521 24-242} 12,723,055 
Supplies & Expenses—Passenger.| 5,861,455|............ See Page 9 (k) 4,131,176 — 
in Supplies & Expenses—Freight. .. SAGE NO (Ole sot ad Ss See Page 9 |: (k) 3,145,930 _ 
er— Passenger... se. cede ese s 216,827 13-722 1,320,095 13-722 181,143 
(RSENS Se Saslioa e  Rel aie laa) |ACUPeeI ne A UR a ME  SIA Sy alte So be 
Sa Ob ea ee ae 89,770, 212 76,554,663 — 


Kine ae sige 2, aa is 
Cie. ae a rok) evn i 935 
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yl oir 5 ce AA ; Page 9 
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A 
Pan 


RAILWAY OPERATING EXPENSES 


Fur. ror Train Locomotives—BASED ON YEAR 1930 


Canadi | Cc en d 
: anadian . ombine 
—_ Pacific P aby ro Systems Reduction 
System Operated 
Separately 
$ ND. Cx $ p.c 
Total Expense.......... 13, 082/305) 8 2.65 oha8 30,401, 983]............ 
ES EE REAR CNSR 4, 288, 286 32-9] 10,002,252 
40% variable with locomotive 
mileage p UE PASH EM ae ons WUD 4,000, 900 16-2) 
60% variable with car mileage. . PaO An PALMAR © Red Shahi: 6,001,352 14-9 
Less 73% account purchase of fuel 
in larger quantities from most 
favourable sources (23%) and use 
of most efficient power and im- 
BTOV.EM ODELAtINE | PRACTICES: (Voie eae sis cuca ele lc lNaht alee SoA Al enone elo areca ee i 
yh 1 ORNUET SASS EARS IMR aa ey 8,746,019 67-1] 20,399,731 
40% variable with locomotive 
mileage.. 8,498, 4081) 6 oie sie apeleaess.« 8,159,893 9-2 
60% or with gross ‘ton mile- 
AMA ROE eee el A A A SEOUL etre pee: 12, 239,838 2: 


Less 7 1% account purchase of fuel 
in larper quantities from most 
favourable sources (23%) and use 
of most efficient power and im- 
proved operating practices (5%) 
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EXHIBIT 
Pace 9 a 
RAILWAY OPERATING EXPENSES a 


WateR FOR TRAIN LocoMOTIVES—BASED ON YEAR 1930 


Canadi Cc el d 
anadian ci ombine 
— Pacific pian Systems Reduction 
System Operated 
Separately 
PUGLALESSPONSE chi sc ieee wis daly wicate ae MAS AOG| th Mee ea ess Di ML SUR 2GO| ie aera eee 
NPD ABEN et i.) aieli Plas tio os GONE AR talene $ 245,424 33-0%|$ 599;699) iidckissaig eed eee cam 
40% variable with locomotive 
TAO ADO eH Mem nin <htu UA Uae Nyt ae QS STO aise i eine $ 239, 880 16:2% 
60% Venahte with car mileage.. LAT ROOM en SU dea tee 359,819].... 14-9% 
’ 
SE Tal TAG TIE ace aH oa oO $ 498,284 67-0%|$ MAW OGY RA ee 
40% ick with locomotive 
MOU SATE MERLE ENN we nel $ OO STAT ets eae $ 487,028 9-2 
60% WartabNS with Gross ton...... ZISSOTO ae wat ates 730, 542 2-9 


Te 


E “ce ” 
wae Senin EXPENSES Tae 


) 


Estimated 
Canadian Gotntined 
Pacific Ep 
System r 
as a Unit ans 


$ $ 
2,917,750 5,710,345 


1,277,078 1 ee 
TEPER oie altel ewe A CURA RE AE CS Ine eer, SDN) eae Qala ik 22,445,975 41,4384, 566 
abe rc Seite Aree SOTA Gate BCom Race Aone cat RMS aan Ein Ne Ce a 5+695c. 5. 695e C. 
$ 2,370,057 sii 
6392.7 7Oi is Raho Le eae 
2 BIER ge og i245 Bae ORK OGL Ry gop see vie Ib eici er Seran 28,778,759 58, 828, 608. 
da ahs co tity talon ea SUSE E EASE RIALS, Meee cP eet RUNG UE LL AUR MI at 5-695c. 6 695e. 


$ 3,940,988 
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TRAIN SUPPLIES AND EXPENSES—BASED ON YEAR 1930 


seme 
‘ 5 ota 
— eae Combined 
iamheyees Systems if 
y Operated z 


as a Unit 


3,605,503/3 7,277,106 


AIG CEL a SM Me Na ala "2,188,540 
ai ” 218854 40,512,369 Miles at 1-028c... 


hetusa Seis eet are Bepeatree ateelarctes 21, ae he 
See hots Vek NAO NEY | ATE 1-02 
1,969,686} 296,465,192 Miles at 1-253c... 


ICSI Sia 3A iy Ce IN ORR nad eas 157, 202, 581 $ 4, 131, 176 - 
1-253c. ep De a 


Ce Av RMS Lapa cia SAE ube oats he Le 1,416,963 
GURL 5 708,481 52,483,521 Miles at 2-793c... 


i es US SA OOO 25, 366, 468 
iS Moe ghee anh ALE eee 2:7930. 


708,482| 1,953,563,435 Miles at 0-086c... rs 680, 065 


elie. ON hee 824,920,321] © 8. 3,145,930 ES 
; 0-0860. Seis sh a 


a falsilels S| gels aisle alle) see ale seis S00 6 


AR Ls Te a erst 


aa 
e221 


RAILWAY OPERATING EXPENSES 


OrHER—TRANSPORTATION E:XPENSES—BASED ON YEAR 1930 


Northern Total 
Canadian | Canadian | Alberta & | Combined 
Pacific National Toronto Railways 
System System Terminals Operated 
Railways | Separately 


Reduction 


Railway: 
Operated — 
as a Unit 


Weighing, Inspection and Demurrage 


SUTOAUSH ee site oo cooe iclels ccateieres sale wie $ 35, 400)$ 84, ee $ 273\$ 120, 138 
EGU OLONWMATUCR tell cleus ic nein ete dele el cesersurletsuemvee me) cy ate WABI Ar ahy sure ser nels 42 
Operating Sleeping Cars................. 2,001,015 1,291, 801 10,774 3,303,590 
Signal & Interlocker Operation.......... 312,258 627, 588 108 939,950 
Crossing Protection...............--0.-- 147,410 677,170 5,351 829,931 
Drawbridge Operation................-. 37,717 D8 i020). is acierteter 156, 646 
Operating Floating Equipment... A 6,322 a4 2S FOS | newt aoe 1,149,025 
Stationery and Printing......... Bi 442, 892 568, 838 14,349 1,026,079 
Muhor/ Hxpensesan. a.) sciiiqce ones «cre 43,957 245, 875 53 289, 885 
Operating Joint Tracks and Facilities— 
REY Es REARS ioral sic, dine acsnaadioreesterg isis op 254, 902 255,318 4,504 SUARTZAN'S, atom acne 
Operating Joint Tracks and Facilities— 
TPR eat a ten ease rola tals, sel ela ae isis (tay 175, 846 by DAW GUA Sed aed WLS OOS ue cee tee 
MSISHTERTIOS Me OSU chat aieie bid artis ove oiule ste 8 716 75,907 1,213 77, 836 
leaving WECKS) iis Used sae cisiesme saan es 99, 283 314, 852 2,626 416,761 
Damage to Property.................... 33,979 105, 144 266 139,389 
Damage to Live Stock on Right of Way 41,626 60, 238 1,228 103,092 
Loss and Damage—Freight............. 619,054 970,935 5,617 1,595, 606 
Loss and Damage—Baggage............. 4,673 6, 653 265 1A CSOD ae oe reeds 


PMTIGH GO EL STSORS oa. gece sisceie seston sacs 443,510} 1,202,693 1,760 1, 647, 963 
BOP AL tile arses u vicie: a. cversis pte ies $ 4,348,868/$ 7,206,430/$ 48,387/$ 11,603,685 13-11%}$ 10,082, 
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TRANSPORTATION, WATER LINE—BASED ON YEAR 1930 


Northern Total Hee 
Canadian | Canadian | Alberta and | Combined Combined 
Pacific Natidnal Toronto Railways Rules 
System System Terminals Operated O ee 
Railways Separately | . 5 ye Unit 
$ $ $ $ $ : 
Operation of Vessels...:.........+..2-+ SPAY ARE On Battal Sear chr werpr etc 901, 237 859,737) 41, 500 
Operation of Terminals................ CQO TB i ctostke iareiavstel| seers besate Cheat tots 69,578 69,578). . scam as 


1029 O35 Ii. ieercteis,eietwlef Alia nie! oichare 9 Grape roosts 1,029,035 987,535 


BPW CIC OGAle tat wn tncleyfeieie)s1clt oie /eieicins)- e/r's BS O20 te ties an StU Soe area nine 58, 220 58; 220/— eee a 


EXHIBIT No. 63 


REVISED STATEMENT OF REDUCTIONS IN PASSENGER TRAIN el 
(Supplementing Exhibit B at page 417) 


1932 estimate of train mile reductions, based on service 1930.. : 
MEGA TOeTECUCHIONS OVEL-CSLIINALEG ss, «2. bey cols” anh cteote st halo uedalieeehan mer 


Duplicate passenger train miles under-estimated in 19382.. ...... 


Revised estimate of possible train mile reductions based on 1930 service... .. .. .. 


Note.—The over-estimate was caused by provision for withdrawal of trains, chiefly 
transcontinental territory, which I think should have been retained. . 

The under- estimate, 565,970 train miles, overlooked taking into the picture trains 
I am also of the opinion could have been reduced as of 1930. 


Sane might eevee old cer ite: ale 
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age reductions over-estimated in 1932— 


Inter-City: 
Montreal-Toronto.. .. . 


3 


M ileage reductions under-estimated in 1932— 
mebiocal services.) 2... 4c ods. 8 


i 


ater-City: 
- Halifax-Montreal. 


Montreal-Ottawa.. ae seeds AN 
Montreal Toronto. <n. sce s ese 
Toronto-Windsor.. .. .... 
 Toronto-Hamilton.. .. .. 

- Saskatoon-Edmonton. . 
Me oicary Hamonton, Ae sc 


uetions through ati of eg services under co-operation... .. .. .2 «+ «« «+ 


Hate Montroal. Eh iach cee R Ih tert OO a 


. Montreal-Windsor.. 1.0.5.0 ss ee ae ee 
DModvneal-Outsmacs sx 58 ek baru ay ee si! 


Toronto-Windsor. . aaa, 08 Pate i oy Gee Veueh ete. ere 
meLoronbo=Hamiltonicp sve iss stk ek 


estimate of train mile reductions based on 


BLrans-Continentalyetseeswiie rs sc se ce coe. 


Winnipeg-Saskatoon.. . Bey) 1h aa oat, 


BemlQealeservicesicm iy a. tae Meus! ire vlan wut ces 


Revised estimate of possible train mile reductions based on 1930 service.. .. .. 


DETAILS OF PASSENGER TRAIN MILE REDUCTIONS MADE SINCE 1982 — 


Saint John-Fredericton. . Ss OCCA | pe ee mare 


Passenger 
train miles 


se) (en Bn do in TAB Oa 

LP Ce ne hl a ee Ae Nog Be a 
Peate eyed. 185,258 
va Roe) aad 86,508 
Seat ee ta BO1.488 
preg 1,175,548 
pinot aa 180,312 
130,038 
180,310 
117,294 

112,640 ie 

Weeati gs) DOR 959 ig 

Aes 218,960 oF 

Hee Opk. 640 af 

Teh ae aoe o0 ein 

——— 3,275,969 eh 

2,018,787: wih 

ed : 152,440 ae 

———__ 7,574,454 

service in 1980.. 0... 6. 4, 14.4.0 7A 

DEMIR aenie Cases @ ovat ae ee ae 

ot. 

Sais heating sf DAB O30 Hs 

See een) 308 O89 ! 

——— 547,162 an 

he as 

125,826 1,490,588 


6,083,866 


565,970 
6,649,836 


Passenger : 


train miles 1s 
572; Sie 
a 
104,984 = 
35,524 
130,308 
s, A 180,312 
‘ 46,556 
; 5 3 58,560 
38,272 
Ae ae em eee 182,420 
776, enna a 
hiss 2 ok a edeenge 
2: 194 ante ie 


soe a; 


5% 


Se aay Nowe od ie: aid 
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ESTIMATED REDUCTIONS POSSIBLE IN DUPLICATE PASSENGER | 
SERVICES ON BASIS OF 1937 TRAFFIC 


iE MaMeR ont imantal Wy Aso ihe a aad ase, ORICA Net en vae Re Mi MRC eh 


- Inter-City: 
(Mo Hbre al-Obt awit Siete Miele | lea tel org) UREA DG eae enn A eee: NE a 84,680 
MoOTORCO-WANdSOP eed hele’ eteh casey ole) le we rate eee ea ede eae Sean ee 565,678 
MOTONCOSELAMAL LG sce have: (ssl Vols (celel fists.) eal ake ite eM eta lp eee: Coats hatiel | aenbubas TN nema 54,080 

PHAVSRM AS ASR COOW RG) MMS, Seo ire iy veleit aya Varae fume cha enone UNL Lea ea ee eal toe aNd 118,260 
USA POOMAH IMO GOR sie i) bls |) crore oid belo) Vora TE Mit ie Mone UMM eeE aa A Ae SLO Ue RE REy Da 230,368 
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TRAINS AFFECTED BY TRACK ABANDONMENTS 


Passenger train m 
1932 Study— Steam 
MRT TIS Ay RRTNG AIMED SL Ce! obo ds ah sh) le ptboleh aateh cons viello alors TSR. Sie eee ee ee ye Meine 
Inter-City— 
Saimowohn-Lrederictom. neu ct sie. ols Gatheee eels arae se rat coe ne 35,524 
Nea RE EY CONS Nilisy ft)" Nin argh eae ChMMTAGS MRC ah) et WIN TR Urey Bera Pcie A On 1,220,612 
1,256}136 
1988 Study— 
HO GOULASEIVACOR EY ial ilent! gral te velats) totais a ais oka NN ge Miwa 22 20 Mea 496,178 


This statement shows only trains affected by track abandonments. Track abandonme 
such as from Long Lac to Beaverton, Nakina to Paddington, Regina-Moose Jaw, betw 
Kamloops and Vancouver, or between Woodstock and Walkerville Jict. have not been + 
into account because the estimated passenger train service savings will not be altered if tra 
are not abandoned on those sections. ig 


Re 


EXHIBIT No. 64 


DETAILED DEVELOPMENT OF RAILWAY OPERATING EXPENSES—GENERAL 
EXPENSES—BASED ON YEAR 1930 ql 


Estimated Total 
Canadian Combined Rail- 
Pacific ways Operated Remarks 
System as a Unit 
‘Salaries and Expenses of General 
THLCOLA AMATI an cca ie a Th Sen OSLO Hy $1,084,519 
Less Expenses Charged to Cana- 
dian Pacific Special Income. . 111,000 
——_—— Increased in proportion 
Net Railway Expenses... .. .. .. $ 973,519 Canadian Pacific 
Salaries and Expenses of Clerks 16,658, to 35,946, mile 
peand Attendants... ioe.) 2 929,853 3,330,835 combined systems, less 2 
General Office Supplies and Ex- 
(BCLISER isin Mahalia) sire ofeoe ee arent wide 170,319 294,038 
enw MI XDEDSEB Wyse! pierre a bates. tele 279,886 ~ 483,195] 
Stationery and Printing... 6)... 155,071 267,714 


Canadian Pacific figure 
Mae ‘i , duced in_ proportion 
ROCCO EEF i ac Me's oe ose ahs) /882,829"" 326,624 Canadian Pacific aba 
boned mileage, 1,705, 

Canadian Pacific 
J mileage, 16,658. 


wh aw, 
Sate dit ligta oo 
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| _ EXHIBIT No. 65 
DLs ILED DEVELUPMENE. OF RAILWAY OPERATING EXPENSES—DINING 


AND BUFFET CAR SERVICE—BASED ON YEAR 1930 
(Supplementing statement appearing at page 426) 


e 


Total Estimated 
Combined Total Com- 
Canadian Systems bined Systems 
Pacific Operated Reduc- Operated 
4 Railway ‘Separately tion as a unit 
ood Supplies: : 
© Passengers.. .. .. plaka ne ish ey 449,339 $1,002,982 an as $1,002,982 
- *Balance of Expenses. . aU Ae AANA 1,686,024 3,763,317 24°4% 2,845,068 
Mc Lotaley warmer waniniti SOUTSh 363 
Sapautiariee ss VA iy le 92,293 
Total Expense.. .. .. .. $2,227,656 $4,766,299 $3,848,050 


Di ining Car Miles—1930: 


pcmbitied Systems Operated Separately—17,176,756 
Reduction— 4, 183, 014—24:4% 


* Includes, China, Glassware, Silver, Kitchenware, Linen, Laundry Work, Coal and Fuel, 


i Stationery and Printing, Supervisory and Commissary Wages, Crews Wages and Cost of 
Feeding Crews, etc. 


EXHIBIT No. 66 


"DETAILS OF ECONOMIES POSSIBLE BY UNIFICATION—MISCELLANEOUS INCOME ITEMS— 
(SUPPLEMENTARY ITEM 3, EXHIBIT 49, AT PAGE 416) 


Estimated 
Northern Total Total 
Alberta Combined Combined 
Canadian Canadian «& Toronto Railways Railways 
a Pacific National Terminals Operated Operated Net 
g System System Railways Separately as a Unit Saving 
Hire of Equipment See $ 645,843 Dr. $1,581,220 Dr. $197,460 Dr. $1,132,837 Dr. $1,082,837 $ 50,000 
Miscellaneous Rents (Net) . 556 ,462 734,368 238 ,845 1,529,675 1,529,675.) 0 ree ; 
R tent for Leased Roads 
meNet)i. ss Se rs 3,524; 908) Drees o4 0200 ile Del Dr. 4,771,984 Dr. 4,771,934 aTdesley 
ecellancous Rents Wane ne 556 462 734,368 238 845 1,529 675 1,529,675 Pets 
iscellaneous Tax ‘Accraals... Drs B40 DPS OTT OBD0I Me a ete Dr. 272,822 Dr. 272,822 ee alse 
parately Operated ee 
ties (Net).. .. .. ee BID; O02) VAI GSMS OMNI Yl ise. occas Dr. 398,231 Dr. 237,096 161,135 


, 


J 


y 


EXHIBIT No. 67 


DETAILS OF ECONOMIES POSSIBLE BY UNIFICATION—COLONIZATION, 
DEVELOPMENT & INSURANCE—(Supplementing item 7, Exhibit 49, at page 416) 


Estimated 
Northern. Total Total 
Alberta Combined Combined 
Canadian Canadian & Toronto Railways Railways 
Pacific National Terminals Operated Operated +) Net 


System System Railways Separately asa unit Saving 
& Immigration $830,677 $435,110 ...... $1,276,150 $1,123,150 $153,000 
oem & Natural 
(Estimated) .. 44,000 OROOO eerie crete 154,000 107,000 47,000 


Insurance (Estimated).. .. 50,600 124400 ...... 175,000 75,000 100,000 


Total.. .. .. .. .. .. Dr. $2,196,601 Dr. $3,645,295 $940,669 Dr. $4,901,317 Dr. $4,690,182 $211,135 


$874,677 $545,110 $10,363 $1,430,150 $1,230,150 $200,000 


Pt Ve eT Sa oe os Win ute eas ae bdn We Sa ge da avon eae Sent a 


DETAILS OF ECONOMIES POSSIBLE BY UNIFICATION— 
RELEASED STORES AND TRACK MATERIAL | 


(Supplementing item 8, Exhibit 49, at page 416) ® 


Detail 


(b) Material released from abandoned lines .. .. .. .. .. .. $18,000,000 
(c) Material released from stores stocks... .. .. .. .. .... 16,000,000 


ti 


$34,000,000 
linterestiatabd. per (cent; hin sserdoc) sietectel Worce sneeMeteut are enim t - $1,700,000: 


SALVAGE VALUE OF RELEASED TRACK AND STATION MATERIAL 
FROM ABANDONED LINES 


i ; Main Lines (j100-lb. Rail—Rock and Gravel Ballast—Block Signals)— i 
, Estimated salvage value per mile of track: : 


ver 2 vail s .. ue ee es = 60 tons at $30.00— $4,800 
mpiies.3. Angle Bars.. Hy nD 10 tons at 50.00— 500: E 
=e PEE OLURE Te Ret ne iia le sisson 1 ton at 50.00— 50) 2 
Baa | WNMCHOT SAG, FRI ii, vaio? « ack OO at .20— 320: 
ey MPO NEAILOS,.csieh wieiars ied 5 ea 1 O,0UU) at 30— 1,680 . 
bale BARS DUNES i Mie laths- 6 hess cia Ne 4 tons at 25.00— 100 aR 
se, TS Washers... Jo). <2 are od, O00 at = .03— 30 “* 
——— $7,480 
BB Estimated eost of labour removing same.. .. .. .. .. 1,000: 
a Net salvage per mile. . 6,480 at 
Bas Track ties, 2,880 per mile—estimate 50. per. cent. “at “A 
hs 50 cents each... 720: — 
Be Estimate salvage value of materials from stations "and pa 
ee other buildings—water tanks, ete. .. .. .. .. «2 «- 250 4 
é Sidings, switches, stands, diamonds, ebeleg, aluheeeomene 250 aa 
iN lock signals, wigwags, interlockers, ete.. 8000: il 
is Crossing ae Track er, area ‘Telegraph Wires, - 
ty CLES a a eis : OSHS Li 100 a 
¥ > . 
iy * Total per mile.. Lt ei ee crete SOULE ; 
f Grand Total-——460: ‘miles ‘at $8, 600. ah ipo ne nt ta $ 3,956,000 
‘Main Lines (No. 85 ee ‘ 
cf alee ae LaLag . .. 130 tons at $20.00— $2,600 qa 
Angle Bars.. rat AS eee ar 
BONES Me Se dn ote (tet Punta a) slates 15 tons at 10.00— 150: Re 
Spikes... .. ‘ 
epee: A Anchors and Washers.. aS ee oid ares o 50 é 
ie ref Tieplates—3, DO ate DOV COMEe Tr ema cd. ke vetis 600 i 
i MESS MAAD OUT INCINO VINE kus... Secuase ae TAG acts lites 900 
2,500 
(rack. tres—L.000ratsoOi centsins PP An sent ie niet he othe bee, 500: 
Other material.. .. . bs SF acs | ces eS aces a a ae 500 
Total per mile. ee) ome, LORE TD 
Grand Total- wp: (500 ites: at $3, 500. . Bade Vara Aion aes $ 8,750,000 
Branch Lines (80-lb. Rail or Less) — : 
Rail—125 tons at $10.00... SRR ARCA oem AT 
. Fastenings.. .. . 4 ME, Chis Ta RC GE 150 
se oud : $1,400 
Miliens labour removingnp.: 2. 7@. ww. ee gta en 800. 
Track Hee. OOO Nat 40) cents... bia. vcr yeree wat ener ” 4010 
, Other material.. .. URN ckaaat aa ae? anon a 200 
Total per mile.. an Ona Per ok WE DAS ; a 
Grand Total—2, 090 miles at ‘$1, 200. . See Nate exletia seme 2,508,000 — 
W Other Salvage Material (Total Abandoned a Rae . 
Block signals, interlockers, Rice) tenet: act spebricrsue ose 16,000 
Bridge girders and other steelwork .. .... . Be cate 2,7 70:000) as 


‘ 


Grand sPotal aya ice weirs clone Peles ae tole, voreuae $18,000,000 


$25,445,272 $42,088,695 


.. 


» 


Reduction in freight train car miles—3-3 


Reduction in passenger train car miles—l4- 


WAY CON] | 943 
AND SUPPLIES—BASED ON YEAR 1930 
aap ne Estimated 
i ; Northern Total total com- 
2 : Alberta & combined bined 
Canadian Canadian Toronto railways railways 
acific National Terminals operated operated Net 
System System Railways separately as a unit saving 
eral stores.. .. $ 5,810,457 “Sid BSH eae RNS SeenON ne el ee $12:000;000) Tannen 
Meibeperieutie TOGUGS200 coe lic e seen vo ekee yes IS TOT ORY acne ee 
> Department SPPAT TORU EN UCAS dee ye eal a ome ee Fete Nether see eaters WSL 09. 05SiKe teen 
rating Dept. COLON S5 ene Mea etr ae, MEeT cheered Eb Meercomvet 1932/8522 ea aes 
BIKES ect fous DZOZ 2S Creer Mere oe Nae a ee ek LA 694 5640 ie aks eee 
ber Mills... . TELUS No ES 2 i Oi eo ee Ca tae 150, DLO alas aera 
Beeemeeopartments sy OUW00D, 80) Siena |. ceased ese. de Veledle 2,360,943)) ane 


$67,533,967 $51,581,838 $15,952,129 


EXHIBIT No. 69 


DETAILS OF ECONOMIES POSSIBLE BY UNIFICATION—INTEREST ON 
REDUCTION ON INVESTMENT IN EQUIPMENT 


(Supplementing Item 9, Exhibit 49, at page 4/16) 


Estimate 
Canadian Canadian of average 
Class of Pacific National Released unit 
: Equipment. System System Total Reduction units values Total 
Locomotives... .. . 2,126 3,095 5/9 12-:2% 637 $59,196 $37,707,852 
Freight equipment.. 91,407 128,191 219,598 3°3% 7,247 1,174 8,507,978 
Passenger equipment 3,170 3,792 6,962 14:9% 1,037 40,710 42,216,270 
Work equipment .. .... 6,321 8,272 14,593 12:2% 1,786 2,500 4,465,000 
: Total eetidet fekvo $92,897,100 


Reduction in locomotive miles—12-2 per cent. See Exhibit “H,” Page 5 (ce). 


per cent. See Exhibit “C.” 
9 per cent. See Exhibit “B.” 


Reduction in road mileage through line abandonment—12-2 per cent. 
Interest at 5 per cent on $93,000,000—$4,650,000. 


EXHIBIT No. 70 
ESTIMATED SAVINGS FOREGONE IF MILEAGE NOT ABANDONED 


a 
(a) Cost of tri-weekly train service, including 


- maintenance of equipment, train operation, 
_ (wages, fuel, etc.), station service and other 
trarsportation expenses, supervision, general 
and other overhead expenses—3 round trips 
weekly for 52 weeks taken at $1.75 per 


BG ATM OMI. yea terey els Matha o.chld os sacs diel oo 
6) Cost of maintaining track, structures and 


a buildings taken at $900 per mile of line.. 
Total cost.. 


atty at page 583 of the proceedings. 


Notre.—See as to the effect of revenue from these sources the 


Cost of maintaining 
reduced train schedule lines suggested as 
suitable for abandonment 


2,915 miles included 


in C.P. study, 
5,013 miles included but not in O.N. 
in ©.P. study study 
$2,737,098 $1,591,590 
4,511,700 2,623,500 
$7,248,798 $4,215,090 
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OTTAWA 
J. O. PATENAUDE, 1.8.0. 
PRINTER TO THE KING’S MOST EXCELLENT MAJESTY 
1938 


ORDER of Oe 


I for persons, papers and records, and that the said Committee cons 
et Senators. 


Ordered that the said Special Committee be ompceed: of the Hono 


ae Beaubien, Black, Buchanan, Calder, Cantley, Coté, Dandu: 


MINUTES OF EVIDENCE 


THE SENATE, 


4 TuHurspay, June 2, 1938. 
_ The Special Committee appointed to inquire into and report upon the best 


ns of relieving the country from its extremely serious railway condition and 
cial burden consequent thereto, met this day at 10.30 a.m. 


Right Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 
/ Col. O. M. Biggar, K.C., Counsel to the Committee. 
The Cuatrman (Right Hon. Mr. Graham): Order, gentlemen. 


Mr. Biccar: We are to have Mr. Neal, but there are two short witnesses 
om I think we had better take first, 


| PD. L. Howarp appeared as a witness and took the stand. 


[= By Mr. Biggar: 

-Q. Mr. Howard, what is your position in the Canadian Pacific organization? 
—I am Assistant to the General Manager of Communications. 

Q. And you are going to deal with the summary of savings in Exhibit 49 that 
elated to telegraphs, are you not?—A. Yes. It is Exhibit I, on page 426 of 
ecord. 

Q. Will you tell us how you arrive at that figure which is in Exhibit I to 
bit 49?—A. Exhibit I was prepared by me in collaboration with other 
cers of our Communications Department, and the result was reached after a 
ul study of the outside plant, the functional or main offices and branch 
ces of the two systems, as well as the supervisory and general expenses of 


As will be seen, the estimated net saving in commercial service was 
133. ; 


By the Chairman (Hon. Mr. Beaubien): 
Q. Where do you find that?—A. That is in the middle of Exhibit I, page 
This figure compares with the estimated saving of $625,000 in commercial 


ce shown in Exhibit 20 of the Canadian National Railways, at pages 514 
15 of the record. 


By Mr. Biggar: 

You mean part of Exhibit 42 in these proceedings, but it is subnumber 
—A. The table is on page 515. | 

). Yes?—A. In addition to this our estimate, that is in Exhibit I, included 
sible saving of $149,635 in the railway telegraph service, for which there 


ver, that in the Canadian National estimate, the estimated saving in main- 
of outside plant, shown as $80,000, on page 515, under “Operation and 


ay telegraph service. That is shown half way down on page 514, immedi- 
nder the pole mileage and wire mileage. The item there shows that a 
n of approximately $140,000 per annum would be effected, but the com- 
telegraph is shown at $80,000. So I presume the $60,000 could be attri- 
2 945 
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10 comparable saving in the Canadian National estimate. It does appear, ~ 


nance,” would leave the sum of $60,000 as possible reduction applicable 
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buted to railway telegraphs. This $60,000 compares with our main 
figure under ‘Railway Service” in Exhibit I, shown as $71,332. . 

Q. At page 426?—A. Yes. I can find no record in the Canadian Nationa 
exhibit covering railway operations. The figure reached in Exhibit I— . 

Q. Before you go on to that next point, what is railway operation in com 
nection with telegraphs?—A. That is the operation in connection with the hane 
ling of railway telegraph message traffic. a 

Q. You mean the handling of the trains?——A. No; that is railway train ser: 
vice. The handling of the message traffic, that is the message traffic betwe 
departments, between officials in one city and another, which is known as. 
communication service of the railway and is separate and distinct from rail 
train service. There is no despatching or railway train orders, or anything 0 
that type, included in this. q 

Q. Yes?—A. The figure of $947,768, shown in Exhibit I, page 426, we 
reached, as I stated, after a very careful study among officials of this dep 
ment, that is of the Canadian Pacific Railway, and based on the informa 
available in the blue book, and full knowledge of our own plant and a very g 
knowledge of the Canadian National. Incidentally, prior to this figure b 
reached, at a joint meeting with Canadian National telegraph officials a ra 
tentative set-up was discussed, and it was felt at that meeting that a figure m 
higher than $947,000 could very easily be reached. However, after that J 
meeting was held, the officials of the Canadian Pacific were requested to m 
up an estimate based conservatively on 1930 study, on 1930 figures, and we s¢ 
up that table of $947,000, as shown. And this was, as I say, as much lo 
figure than we felt could be reached, in the original joint meeting with the Cam 
dian National. 

Q. When was this joint meeting?—A. That would be a week prior to & 
start of our study. It really happpened in December, 1931. Our study continu 
over a period of 1932, January, 1932. a 

Q. Who were present at the meeting?—A. At the original meeting? 

Q. At the joint meeting that we speak of —A. Well, I cannot remember | 
those present. I know our General Manager, Mr. Neal was there, and Mr. G 
way of the Canadian National, and other representatives of our department 
the telegraphs. I was present, as one of the representatives of our company. 
cannot tell who the others were. a 

Q. About how many all together?—A. About six, I would say; three of eae 

| 


I would say. : 


By Hon. Mr. Parent: 


i Q. Since 1932 you have never met?—A. Oh, yes. I was coming to thé 
enator. a 


By Mr. Biggar: 
Q. Let us carry on with this meeting. What was the reason for the meetit 
how did it come about?—A. It was felt that with the Duff Commission co 
into being it would be well for us to take stock. It was more a get-tog 
meeting with a view to sizing up the situation generally. I don’t know y 
could call it a meeting which was to bring in definite results. It was more | 
approach to matters which we knew were coming up in the near future. 
Q. Have you any memory of the figure that was then arrived at tentat 
at least?——A. The tentative figure—as I say, I doubt whether it could be te 
official because there was no report signed. Those at the meeting did not 
any report agreeing to that figure. 
\ Q. I understand that.—A. We tentatively considered there was a sav 
of a million and a half. i 
(Mr. D. L. Howard.] 
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Was there any dissent on either side from that figure at that time?— 
uld not say there was dissent; there might have been some doubt. 
). Reservations?—A. Reservation; but I would not say dissent. I think 
eling was rather general among us that there was a definite field that we 
wholeheartedly wanted to approach and explore. There was no opposition 
one to the other; it was rather co-operative I would say. That is the 
g I have at least. 
Q. Can you tell us how it was you reduced that figure, approximately 
00,000 to approximately $1,000,000?—A. It is rather difficult to say that 
ond the fact that in preparing our figures as shown in Exhibit I we were 
ery anxious that those figures should be low. Our approach was quite definitely 
servative. 
Q. Critical?—A. Yes. We wanted to be safe, so that if we were put in a 
tion of explaining, our difficulties would not be great. 

Q. Senator Parent asked you about subsequent meetings.—A. Yes. 


4 By Hon. Mr. Dandurand: 


~ Q. Will you indicate as you move along what were the figures presented 
the Minister of Railways upon which he based his decision to present a Bill 
) the House to bring about amalgamation of the telegraph systems?—A. No, 
ave no figures. We were not concerned with that. The committeel referred 
was a subcommittee that dealt definitely with economies. We had nothing 
do with the presentation of any figures. I presume the figures shown here 
presented to the Duff Commission were the figures used. 


i By Mr. Biggar: 
| Q. You are speaking of a time subsequent to 1932°?—A. Yes. 


a By Hon. Mr. Gordon: 
' Q. You are acquainted with the North Bay situation? There is a telegraph 
e at each station, and then in the city there is a building in which each 
pany has a telegraph office-—A. Yes. 
_ Q. Now, under unification I assume you would have only one telegraph 
ice.—A. You are speaking of unification of the telegraph services? 
 Q. Yes.—A. We would only have one office uptown. 

~Q. Would you have one office uptown and then one at the station?—A. The 
ion is the one that handles train orders and things pertaining to trains. 
Q. But they all take telegrams from the public-—A. That is a convenience 
have, but they are not considered in the full sense as exclusive commercial 
es. In a city as important as North Bay we establish separate commercial 
ses; in the smaller places we allow the agents to handle both because there 
ot sufficient business to warrant an uptown office. But in North Bay each 
npany operates a commercial office separate and distinct from the station 


Q. I have often wondered that even that was necessary, because it is easy 
end your telegram or phone it to either of those stations—A. North Bay is 
nately situated. The station is in the heart of the city and it would be 
nient. 

Q. Both are—A. There is a definite value, however, to convenience in 
aph practice. The aim of the telegraph officials is to bring the telegraph 
people, not the people to the telegraph, and that is the idea of establishing 
mech or upown offices in many of those cities. But for the operation of the 
ne of traffic we would have at North Bay, considering the transfer of traffic 
e T. & N.O. north there, we could not operate that in conjunction with the 
‘service because it is too great; there is too large a business to operate 
ly with the railway telegraphs. 
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Q. Even under unification, then, tue telegraph offices situated in the he 
of the city, the city offices you might call them, would be just combined 
one?—A. They would be made one office. 

Q. There would be no capital expenditure?—A. A very little for transfer ¢ 
equipment. 

Q. It would not amount to anything?—A. You know the location thel re 
Senator. There is only a wall between us. The transfer of equipment frot 
one place to another, the knocking down of that wall would be very minor. Tf 
would be the logical thing to do. 

Shall I proceed with Senator Parent’s question? 


By Mr. Biggar: 


Q. Yes——A. You asked if there were subsequent studies to 1930 as shows 
in Exhibit I. 


¥ 


By Hon. Mr. Parent: 


Q. Quite so.—A. Shortly after the estimate in Exhibit I was made, a join 
committee, consisting of three officers of the Canadian Pacific communicati 
and three from the Canadian National telegraphs, was set up with instructi 
to make an economic study to show the results to be obtained by (1) amal 
mating the two telegraph systems. (2) Co-ordinating the two telegraph syste 
After a study which occupied some weeks and which covered the same fie 
as that which had been considered in the preparation of Exhibit I the join 
committee made a report in February, 1933. 

Q. I take it for granted Exhibit I means 1932?—A. No. Exhibit I is 1930 
It forms part of the agreed study. I may say here before I go any furthe 
so there will be no confusion, the study we made in February, 1933, in 
report we submitted covered the year 1932, not 1930. The reason for — 
change in the study was that 1932 was a more recent year, and it was also fel 
that between the years 1930 and 1982, being depression years, a great m 
savings, at least it is claimed a great many savings, had been created during 
those two years, which the 1930. figures did not show. So it was mutual 
agreed, to bring the matter up to date, we would study 1932 and bring i 
report on that basis. Which we did. The report was submitted in hoa 7 
1933, as I have stated. The estimated saving shown on that report f 
amalgamation is $1,011,000 per annum. 


By Mr. Biggar: sg 

Q. For commercial and railway services?—A. Commercial telegraphs ¢ 

all of maintenance; but there was some railway operation that we could : 

bring into the picture, but it was very minor. 

Q. So substantially all of that was commercial services?—A. Substantia 

all of that would be commercial services. Pardon me, there would be 

real figure in there of railway services. Maintenance does ‘represent a very 

figure. 

Q. But you would thave to have maintenance for commercial services, wo uld 

you not?—A. Of course, the more services you have the more your mainten 
is. There is a large section of plant that is definitely assigned to rai 

service and. has got to be maintained. . 

Q. Right——aA. As I stated, the figure was a saving of $1,011,000 per anu 


By Hon. Mr. Parent: 


Q. Would that be by the reduction of employees mostly ?—A. That wor 
be in it. I shall deal with that rather minutely further on. 
[Mr. D. L. Howard.] 
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Q. All right—A. I will certainly cover that point. The estimated saving 
at report for co-ordination was $220,000 annually. 

Q. Is that the same as what we call co-operation, the $220,000?—A. Yes. 
carry out the proposal for amalgamation, it was estimated it would cost for 
essary capital expenditures $101,500 annually for a period of twenty years. 
carry out the co-ordinating proposal would have cost for capital expendi- 
ures $24,600 annually for a period of twenty years. 


By Hon. Mr. McRae: 


— Q. Might I ask for an explanation? How does it happen that the capital 
expenditures continue over so long a period?—A. It was just an amortization 
able set-up. We need certain capital to make these alterations, to put these 
operties together, that is, the terminals and whatever connections were neces- 
ary. We would need $1,000,000. 

Q. And you amortized that?—A. Over twenty years and carried the interest 
ver that twenty years. 


By Mr. Biggar: 


_ Q. That would be $1,000,000 for co-operation?—A. No. That is required 
for amalgamation. The $24,600 was the figure for co-ordination. 

That report, as I stated, was a joint report, agreed to and signed by the 
epresentatives of both companies. 

Before I leave that figure, and going back to that report, I want to say that 
that figure of $1,000,000 capital I spoke about, the carrying charge was 
corked out at a figure of $101,500 annually for twenty years. In other words, 
re would spend $101,000 annually to make a saving of $1,000,000. That is the 
oint I want to bring out. The same thing of course would apply under 
0-operation. 
— Q. It applies on a smaller figure?—A. Yes. 


By Hon. Mr. Buchanan: 


.. Probably if I take a specific case, Senator, the whole picture will open up. 
a place like Toronto we both operate very extensive and very complete 
elegraph offices seperately at a distance of probably three or four blocks between 
he two offices. To unify these properties, we would need to put them together, 
nd the cost of moving one office to another of that type is very extensive. 
xtended over the system that represented a large part of that capital. And the 
e thing applies to certain cut-overs of plant, where a line would go from 
line to another, and carry it to the other line, and the transfer of wires and 
he putting in of cables. It is quite an extensive proposition, but it is just a case 
Of putting the property in shape to enable us to work as a unified property 
ether. 

_ Mr. Biacar: With the approval of the Chairman, I would suggest to the 
ommittee that there is not much difference of opinion, and does not appear to be 
ny conflict about the possibility of $1,000,000 of savings on telegraph. Does 
1e committee want to hear the rest of the details? 

~ The Cuarrman (Hon. Mr. Beaubien): I do not think it is very useful, do 
you? 

- Hon. Mr. Parent: No. 

_ The Cuamrman (Hon. Mr. Beaubien): Unless the witness has some special 
gs to say to the committee. I understand that both railways have agreed as 
4 saving of about $1,000,000. 

‘he Wrrness: I should be very glad to file a copy of that joint report for 
2 information of the committee, if it is so desired. . 


 Q. What would the outlay for capital expenditure be required for?— 
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The CuHarrmMAN (Hon. Mr. Beaubien) : I think that. would be. a ‘good ide 


By Hon. Mr. Parent: 
Q. Is it a long report?—-A. About five pages of double-spaced Ly pes 
Q. Is it too long to read, so that it could be inserted in the record? 4 
Hon. Mr. Buacx: We do not need any more evidence. . 
Hon. Mr. Cort: Are your instructions from the C.N.R. that they have not 
changed their mind? 
Mr. Biacar: I haven’t any. 


By Hon. Mr. Parent: , 

Q. Could you make your statement very short so that it will be printed i in 

the record in a more concrete form than the report? { 
Mr. Biccar: There is no real difference of opinion as to the amount. The 
difference was a legal one which has already been mentioned to the committee, 


By Mr. Biggar: 
Q. Is there anything further you need to say in view of that?—A. No. I 
have some further information that I think is valuable to the committee. T 
promised you that I would deal with the labour situation, and with your permis= 
sion I will do that. Is it the wish of the committee that I file the joint report? 
Mr. Bicear: Please, yes. That will be Exhibit No. 71. 4 
The Witness: The expressions ‘‘ amalgamation” and “ co-ordination” ag 
referred to by me were contained in the instructions that the subcommittee aC 
from the executive, and were used in the report. 2 


By Mr. Biggar: 
Q. The 1933 committee?—A. Yes, sir. As I said, the instructions were 
amalgamating the two systems and co-ordinating them. o 


By Hon. Mr. Murdock: 


Q. Does that mean the same as unification?—A. Yes, sir. In point of fa 
they meant unification on the one hand and co- operation on the other, in t 
sense that those expressions have been used in this inquiry. No transfer of t 
properties to a new company was contemplated, but all that was studied w 
the economy resulting from unified management on the one hand or co-operati 
under separate management on the other. 

Hon. Mr. Parent: Mr. Chairman, I have just glanced over this propos 
exhibit. I think it should be more than an exhibit, which hardly any one of t 
committee will look at. It seems to me worthy of being put in the record, a 
I would ask that it be read. Then the committee will hear it and it will 
printed 1 in the record. 

‘The Cuarrman (Hon. Mr. Beaubien): Why do you want it read? 

Hon. Mr. Parent: Because then you might ask questions which would be 
very valuable, because it deals with co-ordination and amalgamation. : 

The Coie (Hon. Mr. Beaubien): The witness has just entered into 
the difference between amalgamation and co-operation now. 

Hon. Mr. Parent: I want to know whether he is treating the same subject 

The Witness: At the moment it is this report I am discussing. 

Hon. Mr. Cért: I quite agree that the memorandum should go in § 
evidence and not as an exhibit. 

Hon. Mr. Buacx: As I understand it, the witness is already giving 
evidence. th 

[Mr. D. L. Howard.] 
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i he Wirness: I did not propose to go over this report in my evidence. 
‘refer to it as we go along, the main features of it. 

P. Hon. Mr. Parent: I would ask the witness whether he could summarize 
is report. 


The Wirness: I do not know whether that would be the most satisfactory 


_ Mr. Biacar: Perhaps I could do that. 


The CHarrmMANn (Right Hon. Mr. Graham): We could have had it read 
le we have been discussing it. 


By Mr. Biggar: 


Q. Will you go on with the other subjects you want to deal with, and let 
me have that report, Mr. Howard?—A. Since the figures shown in Exhibit “1” 
ere prepared in 1932 there has been very little change in conditions, and what 
ange there has been would not effectively reduce the estimated saving. On the 
ntrary, however, there have been changes in conditions which would materially 
Increase the saving. For example, since 1932 both companies have incurred 
tal expenditures for broadcasting, stock ticker services and other operations, 
since that year 1932 the amount of this capital expenditure is shown by 
e Canadian Pacific as $1,200,000, and by the Canadian National at $950,000. 
s reasonable to assume that a large proportion of this capital would have 
en saved if the properties were unified. An approximate amount of $50,000 
r annum has been added unnecessarily to telegraph expenses. 


-year period from 1933 to 1937 there was a total of 335 employees who left 
the service of this company’s Communications Department on account of 
retirements, resignations or decease. In the same period 205 new employees 
entered the service. If a like percentage entered the service of the Canadian 
National during that period a total of 468,000 new employees would enter the 


| By Hon. Mr. Black: 
_ Q. How many is that?—A. Four hundred and sixty-eight. 
_ Q. Thousand?—A, Did I say thousand? 
Q. Yes.—A. I beg pardon. Four hundred and sixty-eight. 
The total number estimated to be released, based on the 1932 joint report, 
445—91 supervisory, and 354 others—and it was jointly estimated that it 
ld take five years to put the two systems together. It will be seen that the 
ur situation would be overcome during the process of unification. That is 
ay, if we take the five-year period from 1933 to 1937, which I do not think 
one will say were very good years, more people were put back to work than 
Id be affected. It was pointed out that $1,015,000 would be required for 
nditure. The larger part of this expenditure would be for labour. It would 
ear, therefore, that labour does not represent any serious problem in this 
e. 
Some time after the report was submitted in 1933, of which I have filed a 
copy— 
‘ By Right Hon. Mr. Meighen: 

Q. There is one point there, Mr. Howard. You figure that five years would 
equired to consummate the unification?—A. Yes, sir. 

Q. But in your estimates of capital expenditure, your scheme involved an 
expenditure of $101,000 for twenty years?—A. Yes. 
. Would that mean you are still expending money for capital, for the 
poses of unification, fifteen years after unification is complete?—A. The 
000,000 would be spent within the five years. 


Q. Yes?—A. This statement will cover the labour situation. During the - 
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Q. Oh, it is just amortization?—A. Yes. ; ee 

Some time after this joint report was submitted, the subcommittee wai 
reconvened for the purpose of setting up expenses in comparable accounts. ‘Thai 
is to say, we each had certain items spread over our accounts which really d 
not appear to match. There was no question—I do not think there was al 
question on the final total reached, but in order to make the statement more 
comprehensive we were brought together for the purpose of putting all the 
expenses into the same account numbers so they could be readily understood 
This also served the double purpose of showing that the figure used in t 
original joint report was correct, because it was necessary for us and for ther 
to show the entire expense that was incurred, what it was for, and all about 
it. It was quite an extensive study. This report was also signed jointly, and 
did not alter the result—that is the total expenses of either company. 


By Mr. Biggar: 4 


Q. Did you give the date of that report?—A. That would be 1934. That 
followed after the 1933 report. 3 


Q. Yes?—A. There has been some change in conditions since the year 1932 


and the savings we showed in that joint report were based on the actual money 
paid out. In other words, the 10 per cent, if it had not been paid to the e 
ployees, would have increased the savings of that year. In the year 1937 t 
average deduction on basic rates was 7 per cent, so that the difference in t 
situation to-day, based on the same calculation, would add to that a sum 0! 
approximately $25,000. 4 


By the Chairman (Hon. Mr. Beaubien): 


Q. Three per cent?—A. Three per cent. The extension of broadcast 
service and the development of broadcasting service since the year 1932 ha 
added considerable expense to both railway companies, that is to the telegraph 
communication systems. . 


By Mr. Biggar: : 
Brit 


Q. You mean expenses that would now be the subject of savings?—A. Quite 
definitely, under a unified arrangement. 

Q. Why? I should have thought that broadcasting yielded a consider 
revenue. But it also involves a considerable expense, does it?—A. Quite 
siderable, to both companies. We do derive a very good revenue from that se 
we both do, and we both spend a great deal of money to provide that ser 
As the service supply is on a 50 per cent basis, as we each have 50 per 
of the service to supply, we have set up, paralleling each other, broadeasting lin 
across Canada, with separate offices except in one or two minor cases. Und 
a unified system, of course, a great deal of that duplication would be eliminate 
the separate offices would disappear in many places and the lines would come 
into the one office and be handled by the one party. F 


By Hon. Mr. Buchanan: 


Q. These broadcasting facilities are in existence with both companies in 
same place?—A. Yes. They are in existence now, all the way across Cane 
except in exclusive territory. The repeater offices are spread out on each co! 
pany’s system all the way across; we find that we have a repeater office 
they have a repeater office at the same points, doing the same work. jams 

[Mr. D. L. Howard.] ae 
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qi By Mr. Biggar: 

Q. Is there anything else that would affect these estimates of 1932, and 1933, 
1934?—A. Incidentally, I estimate an approximate saving of $35,000 is 
able in that field. 


 Q. An additional $35,000?—A. Yes. 


By Right Hon. Mr. Meighen: 


_Q. That is outside of the saving in capital investment?—A. Yes. There 
ould be a saving if that was worked out, because of course the capital supplied 
hese offices would not have have been necessary. The 1932 study, which is the one 
that I particularly referred to, did not consider line abandonments. They were 
not in the picture; we did not consider them. We were not asked to do that. Our 
chore was simply to study the economies that could be effected under the two 
forms as set up, under conditions existing in 1930. Well, there were not 
any abandoned lines in 1930, so we did not consider them. If we wished to 
ace a rough estimate on that, we would say that an additional saving of 
probably $40,000 to $50,000 for 5,000 miles could be made, or $16,000 to $20,000 
for 2,000 miles. I notice that these are the figures that have been used in the 


‘proceedings so far. 


By Mr. Biggar: 


Q. These amounts would be added to the annual savings?—A. Yes. 

_  . Has there been any other permanent change?—-A. That is all that occurs 
to me at the moment, Colonel, in the line of permanent changes. 

~ Q. Now, you want to refer to a suggestion that Mr. Fairweather made at 
es 198 and 199 of the record, that the Canadian National offered to go along 
h the Canadian Pacific if the Canadian Pacific would take half of the risk?— 
. Yes. 

_ _Q. What have you to say with regard to a proposal of that kind?—A. I 
might say for the information of the Committee that my training is entirely 
practical in the telegraph field. I would not presume to offer any legal opinion— 
_ Q. No, we would not ask you to—A. It-is a case of applying practical 
rineiples to what we see. Whether it will stand up legally, I do not know. I 
ave read the evidence given by Mr. Fairweather, at pages 198 and 199 of the 
rd, in which he suggested that the Canadian National offered to go along 
h the Canadian Pacific if the Canadian Pacifie would take half the risk to 
ch they might be exposed under the Montreal Telegraph contract. So far as 
m aware, no such offer was ever made, nor after careful inquiry have I been 
to find any other officer of our company to whom the proposal was made. 
question of the obligations of the Canadian National under this contract 
discussed on many occasions, and if it would serve any purpose I would be 
_ to file two letters exchanged by the General Managers of the two depart- 
ments in December 1934 and January 1935, which state the final positions which 
ere taken. 


By Hon. Mr. Parent: 

_ Q. These letters are not in the record yet?—A. No, they are not. 

~ Q. Will you read them to the Committee?—A. They are fairly lengthy, 
cause they set out the case. This letter was written on December 21, 1934:— 
__ Mr. D. E. Gatioway, 

Assistant Vice-President, 

Canadian National Telegraphs, 

Toronto. 

Dear Mr. Gattoway,—Referring to the discussion in Windsor Station 
_ on Wednesday, December 5, with regard to the possibilities of “joint 
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That should be 1933, I think. 
Mr. Biccar: Yes; the report is dated February 27, 1933. 
The Wirness (Continues reading) :— 
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operation of the two railway companies” wire systems, at which 
present the following: 


For your Company: 4 
Messrs. E. E. FAIRWEATHER, GALLOWAY, TEMPLE and ARMSTRONG 


For the Canadian Pacific: i 
Messrs. Fuintorr and NEIL. q 

I think we were all in agreement that the maximum economy under 
any scheme of co-operation or co-ordination, which would not conn 
joint operation under unified management, would be restricted to the 
amount set out in the Committee’s report dated February 27, oie on 
“co-ordination”. 


Such a saving would fall far short of the objective which our twe 0 
Companies are seeking, and therefore, it is concluded that the term “Joi 
Operation” should be interpreted in its fullest sense, meaning unificati 
of management together with the pooling of facilities, services, and 
revenues on a mutually satisfactory basis. We were also agreed that 
saving under “joint operation” in its fullest sense, or in its practice: 
application, would be the same as the various economies embodied in t 
Joint Committee’s report on “amalgamation”, on the assumption that 
Companies could agree upon their respective obligations with regard te 
maintenance of plant and future capital expenditures. 


In the report of the Joint Committee with respect to economies 1 
be anticipated under “amalgamation” and under “co-ordination”, t 
results showed that taking the year 1932 as a basis, the annual sav 
under “amalgamation” would be $1,011,000.00, and under “co-ordinati 
$220,000.00. There were certain adjustments suggested by the Cana 
National representatives on the Committee which, if conceded, w 
have reduced the saving under “amalgamation” by a small amount 
therefore, would not affect the general picture. 


The Canadian National representatives at the meeting on December 
voiced the opinion that the agreement between the Montreal Telegr 
Company and the corporate interests of your system precluded the 
sibility of giving effect to “joint operation” on the grounds that the s. 
difficulties presented themselves as in connection with “amalgamati 
In dissenting from this view, I stated that it seemed to me that e 
admitting some difficulty might arise in connection with ‘amalgamation 
that there could be no difficulty with respect to a scheme of “J 
operation” because under “Joint Operation” the Canadian National T 
graphs would be in the same position in respect to its obligations to 
Montreal Telegraph Company that it now holds. 

My reasons for believing that “joint operation” in its fullest s 
could be successfully effected regardless of the disposition of the Mont 
Telegraph Company matter are based on the following consideration 


1. The consolidation of the various units of the present Canadian | 
tional Telegraph System, and the assumption by that System of 
various obligations toward the Montreal Telegraph Company > 
out in the agreement do not appear to have presented any diffic 

2. It seems to me that if “joint operation” goes into effect now 
remains in effect until 1978, there would be no need to add to 
plant or make any improvements other than such additio1 
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improvements as have already been made. Also, whether or not the 
Canadian National Telegraphs continues as at present or under 
“joint operation” with our Company, it is clear that some arrange- 
ment would have to be entered into in 1978 to permit the Railway 
Company sufficient facilities for the despatching of trains. The 
Montreal Telegraph Company would be faced with the situation of 
i being unable to provide a comprehensive competitive commercial 

telegraph service because of lack of connections beyond its own lines 
| = and it would be faced with two alternatives, i.e. either to sell or lease 
4 its property, or cease to exist. The Canadian National Railways, 
under joint operation with our Company, would be in a very advan- 
; tageous position under these circumstances since in so far as com- 
a mercial communications services are concerned, they would be free 
of dependence upon the Montreal Telegraph Company except for a 


a number of unimportant points. 
y 3. I believe your Company is performing its telegraph operating services 
| a in Toronto in a building not owned by the Montreal Telegraph 


7 Telegraph Company in Montreal, Ottawa, and Toronto must be used 
| a by the lessee for purposes of operation, although the extent of such 
use may not be specifically stipulated. It occurs to me that under 
“joint operation” certain services could still be performed in these 
buildings, if necessary, without adversely affecting the situation as 
regards the benefits to be derived from such “joint operation’’. 


familiar and which have a bearing on the matter. However, I am presen- 


in the hope that they may form the basis of further discussions leading 
to a mutually satisfactory solution of the matter. 


Yours truly 

ae (Signed) W. D. NEIL, 

| ja General Manager of Communications. 

Possibly there are some other considerations with which I am not 

3 familiar and which have a bearing on the matter. However, I am pre- 

senting these suggestions to you in accordance with our understanding, 
s and in the hope that they may form the basis of further discussions lead- 

ing to a mutually satisfactory solution of the matter. 


r Yours truly, 
La (Signed) W. D. NEIL 

| = General Manager of Communications. 
| 


_ The Canadian National Telegraphs’ reply to that letter was as follows:— 
| 3 347 Bay Street, Toronto 2, Ont. 
i January 9, 1935. 
W. D. Net, Esq,, 
General Manager of Communications, 
Canadian Pacific Railway Company, 
Montreal, Que. 
Dear Mr. Netu,—I regret that my reply to your letter of December 21st 
in connection with the possibility of joint operation of the Canadian 


account of the Christmas and New Year holidays. 
As I remember our discussion at our joint meeting on December Sth, 


Company. I assume that the buildings owned by the Montreal 


a Possibly there are some other considerations with wich I am not 


_ National and Canadian Pacific wire systems has been slightly delayed on 


ee ting these suggestions to you in accordance with our understanding, and 


_ it was understood that you would write to me setting out your views 
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should not be improved but all additions and betterments should 
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as to how unification of our respective telegraph systems could be ac 
complished in view of the difficulties we had discussed in connection with 
the Montreal telegraph agreement. "4 

It is not my understanding that we reached any agreement at the 
meeting with regard to the savings that might be accomplished through 
co-operation or co-ordination ag this question was not seriously con- 
sidered, our discussion being almost entirely in connection with the 
Montreal Telegraph agreement, nor can I agree with your statement 
that the savings to be effected by co-ordination “would fall far short of 
the objective which our two companies are seeking.” As I understand 
our problem, it is to make some sort of an agreement that will give the 
greatest possible economy to both Companies not only during the term 
of the Montreal Telepgraph agreement but for all time, and the question 
of how the Montreal Telegraph agreement is to be dealt with gave us_ 
our greatest difficulty. = 

In setting out the economies anticipated through amalgamation and 
co-ordination shown in the Joint Committee report of the 27th February, 
1933, I note you use the gross figures of savings and refer to the adjust-_ 
ments, which our representatives considered essential, as not affecting 
the general picture, but I would like to point out that the figures agreed 
to by our Section of the Committee in the joint report based on 1932 
traffic, after allowing for carrying charges on the cost of amalgamation 
or co-ordination, were:— ¢ 


Amal Danian irais Je..e acts ie es 4h ae $785,000 
CODOrGINa DONT Yssyis se aaus om seen keel eee $216,000 


and I think you will agree that under present conditions, and with the 
economies effected since 1932, the savings under either plan would be 
considerably less than these figures. ae 
Dealing with the reasons you give for believing that “joint operation — 
in its fullest sense could be successfully effected regardless of the disposi- | 
tion of the Montreal Telegraph Company matter,” in the first place, ; 
can see no difference between amalgamation as contemplated by the joint | 
committee and joint operation because if the same economy is to be | 
obtained in either case, the same physical facilities must be made joint and | 
the same problems with regard to the Montreal Telegraph agreement mus 
be faced. 
Your first point refers to the consolidation of the properties now 
forming the Canadian National Telegraphs and to the fact that th 
assumption of the obligations under the Montreal Telegraph agreement — 
by our consolidated company did not present any difficulties. I would 
say that our consolidated company assumed the obligations under th 
Montreal Telegraph agreement which assumption did not add any grea 
burden than already existed, whereas in the present case; the Canadian 
Pacific has not expressed any willingness to have the new proposed | 
consolidated company assume these obligations. | 
I am not clear as to your second point, but if it refers to your sugges 
tion at our joint meeting, namely, that from the date of joint operati 
becoming effective, the Montreal Telegraph Company’s outside pla 


made on the Canadian Pacific property, I can only remind you that 
consensus of opinion at the joint meeting was that although this m 
be practicable for outside plant it would not be practicable as reg 
inside plant at functional offices. May I point out that the savin 
be obtained through amalgamation would be effected almost ent: 
through the consolidation of functional offices and not through the e 
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ination of duplicate pole lines and wires. To effect amalgamation would 
_ necessarily involve a scrambling of the equipment at the functional offices 

if the maximum economy is to be obtained, so that whether we speak 
of “amalgamation” or “joint operation,” the results would be identical 
_ and whatever obstacles there are in connection with the Montreal Tele- 
graph agreement would have to be overcome in the case of your suggested 
plan for joint operation. 

As to: your third point, in my opinion there is nothing in the Mont- 
real Telegraph Company’s lease that obligates us to carry on operations 
in their buildings but at the end of the lease we are obligated to return 
the telegraph property in general, in good condition for the operation of 
a public telegraph service, including all subsequent improvements. 

I can only repeat that in my view, the first problem to be solved is 
what can be done with respect to the situation at present existing as a 
result of the Montreal Telegraph agreement, but I can assure you that 
we are most anxious to make progress in this matter just as fast as pos- 
| sible and I would be very glad if you would write me more specifically 
as to how you think this question can be solved and I would be glad to 

discuss the matter personally with you at any time you suggest. 


Yours faithfully, 
(Sgd.) D. E. GALLOWAY, 


ie By Mr. Biggar: 
_ Q. That covers the ground?—A. That covers the situation. 


(ie By Hon. Mr. Parent: 
_ Q. What is the date of the letter?—A. January 9, 1935. I might stand 


me intervening action in connection with a Bill that was being prepared 
the time for enabling legislation. 


By Mr. Biggar: 
Q. That was six months earlier, June 25, 1934. Reference to page 4593 
e Commons Hansard of that year shows the then Minister of Railways 
drew the Bill on that date—A. I stand corrected. 
Q. That covers what you have to submit to us with respect to the tele- 
hs?--A. That is the situation of the two companies at that time. 
I do not know whether I fully covered the remarks by Mr. Fairweather. I 
s this view, that the position taken by the two companies at the time 
little different. The Canadian Nationa! took the position that amalgama- 
n involved a merger of the two. physical properties, while our position was 
ll that was contemplated or necessary was unified operation, and that 
uation of the Canadian National on the termination of the lease from 
Montreal Telegraph Company in 1879 would be better rather than worse 
t would be if the systems were continued as separate units. The question 
doubt one of legal interpretation and I am not qualified to express an 
on upon it. 


By Right Hon. Mr. Meighen: 


Q. The main point in Mr. Galloway’s letter was that the economies were 
ental to certain functional offices——A. That is, the greatest economies. 

. Yes, the main economies; and that those economies in functional offices 
only be secured by some sort of physical scrambling. Is that correct?— 
To get the full benefit of it we would have to operate one office rather 
) in the larger points. Take Toronto, for instance. 


a 
. 


4 Assistant Vice President. © 


r correction on it, but I offer this, that that was not carried further because of — 
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Q. Does that physical scrambling involve any extra liability to hie Mon 
Telegraph Company? Were they entitled to so use the Montreal Telegraph 
pany’s plant physically, to do that to them?—A. I would say, Senator, tha 
Montreal Telegraph Company’s plant, outside of the building and some definit 
properties, like underground conduits, has disappeared. The inside plant turns 
over every ten or twelve years. The telegraph business has new developme 
constantly arising. This agreement was entered into back in the ‘80’s. I say 
would be tremendously difficult to definitely identify any telegraph equip 
of the Montreal Telegraph Company, telegraph equipment used in the ordin 
course of telegraph business. In other words, I should think it would be % 
tremendous problem for the Canadian Pacific to identify any telegraph equipment 
that was in service in 1880. I think it has disappeared. q 

Q. The meaning of all that, then, would be this, that in so far as interfer 
or reconstructing or ‘realigning, or anything else, the plant i in the functional offi 
of the Montreal Telegraph Company, there would be nothing more done under 
co-operation than had been done a dozen times already ?—A. Yes, as I understa 
the agreement, which, incidentally, was entered into in 1879 or 1880 and r 
out in 1979. That aereement contemplates return of the property with all better 
ments. I think the only property they are going to return will be the betterment 
outside of buildings. The original property will have disappeared. ‘ 

By Hon. Mr. Coté: ¥ 

Q. You say that would not include replacements?—A. Oh, yes, according U 
the agreement. 

Q. If it covers betterments, it covers replacements, and the assets would | 
be interfered with-—A. The assets would gain considerably, because while 1 
original Montreal Telegraph Company has a capital of $2,000,000, the value 
the shares to-day is $3.000,000, and there is no question that the betterments ] 
into the plant have probably doubled that $3,000,000. With the property cover: 
the same territory of the original Montreal Telegraph Company and with 
improvements the National have put on over the years, its value has doubled 
least. That is a rough statement; I have not got details. q 


By the Chairman (Right Hon. Mr. Graham): 


Q. We cannot settle that here—-A. No. But the Montreal Telegaph Com 
pany covers an area of the most thickly populated section of Canada. It covers 
the old Grand Trunk system. Naturally the development of telegraph pra 
in that area has been very, very extensive. 


By Right Hon. Mr. Meighen: 


Q. The point is, and I want to know if you substantiate it yourself, 
whatever might have to be done to bring about the joint working of the 1 t 
telegraph systems, the C.N.R. would be in not a less but a more independ 
position by 1978, because they would have been able to get along without ’ 
telegraph company at all?—A. Yes. In other words, while it is referred to 
that the improvements would occur on Canadian Pacific property, it doe 
necessarily follow that it is not readily identified as the property of the com 
owning it. We have hundreds of miles on our own line of property belonging 
outside companies. We permit the stringing of wires belonging to other ¢o 
panies over great areas of property. We make no return on it; that is identi 
as other companies’ property. We have from 1,200 to 1,500 miles of the Tra 
Canada Telephone system on our pole line across Canada. It i is the same 
as property you put cn a person’s property, whether you lease or rent it in 4 
manner, you can ‘readily identify it. In other words, if there was an inten on 
string a wire between Toronto and Montreal by the Canadian National to-m 

and they desired to get away from the obligation under the Montreal ae 

[Mr. D. L. Howard.] 
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’s lease, working as a unified company now, they could string that wire 
ian Pacific definite property so far as poles and cross-arms are con- 
ed, but the wire would still be there, and the insulators and tie wires, whatever 
necessary to nut that there, would still be identified as their property. 


y By Mr. Biggar: 


. That covers what you have to submit to the committee on this subject, 
t not?—A. In connection with that Bill to which some reference has been 
as I understand, it had two Purposes, one, to establish a company to take 
er the telegraph properties of both companies, or, two, to enable such another 
ganization to operate, perhaps separately, but under unified management. It 
not a case of amalgamation of the two companies that was entirely considered 

2 that Bill. 


2a By Hon. Mr. Parent: . 

BQ). What is the Montreal Telegraph Company ?—A. It is probably the first 
epraph system established in Canada. It operated a telegraph line between 

lebec, Montreal, Ottawa, Windsor— 

» Q: The old Grand Trunk?—A. The old Grand Trunk. It was operated as a 

arate independent company ; it was not part of the Grand Trunk system. 

Q. It is not to-day?—A. It is, yes. It is not an operating company to-day. 

~Q. Is it a subsidiary to-day of the Canadian National?_A. No: Tite 

nadian National, by agreement, have leased all of the properties of the 
treal Telegraph Company for a period of 99 years. That agreement runs out 

1978 or 1979. The Montreal Telegraph Company as it is to-day is simply a 

-holding company. Their only earnings, as shown by the balance sheet, are 

resented in the money paid to them to-day by the Canadian National 

oMpany as a rent. 

_ Q. Are the shareholders Canadians?—A. Yes, I think so. I have the sheet 
e. The stock is listed on the Montreal Stock Exchange. I think all the 

ectors are Canadian citizens. 

. Could we have the names of the directors?—A. The directors are shown 

this sheet as: H. E. Rawlings, President; James B. Paterson. Vice-President; 

orge FF. Benson; Lt.-Col. William Leggat, and ©. F. Size, all of Montreal. 

> Secretary and Treasurer is M. P. Domville. 


| - By Hon. Mr. Parent: 
_Q. And the capitalization?—A. The par value of the stock is $40 per share, 
authorized and issued $2,000,000. 

Q. How many shares issued?—_A. Fifty thousand. The $2,000,000 is the 
issued at $40. 

_By Hon. Mr. McRae: 


Q. What is their income?—A. The income according to agreement is 8 per 
plus an amount of $5,000 which pays the Secretary, I. believe. 


By Hon. Mr. Gordon: 


Q. Hight per cent on what?—A. On the $2,000,000. It amounts to $165,000, 
expense to the Canadian National. 


By Mr. Biggar: 
Q. I think we had be 
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Q. It was suggested by Mr. Fairweather that that might have been got | 
whether the proposal was made or not, by the Canadian Pacific and the Cana 
National jointly assuming whatever obligations the Canadian National 
under_—A. Yes, assuming half the risk. ; 

Q. Would there have been any objection to that if the proposal had be 
made?—A. I will answer that as best I can. - 

Q. Did the decision on that point lie with you or with someone ¢lse?—A, 
It lay with somebody higher up. But I would pass this comment on it. — 
those days the possibility of jomt operation of telegraph matters was a ve 
~ live issue. That is to say, among the telegraph fraternity we felt that that ¥ 
the logical thing to do. We were struggling along, and the necessity for a fir 
class record system of communication was evident. We were able to give 
excellent service at non-competitive points—that is important non-competiti 
points, because we were able to show a little earning—and points like Lethbrid 
and Medicine Hat were getting very excellent telegraph service. The two co 
panies agreed that there would be a valuation of the properties made by 1 
pendent experts, and three men, one from the American Telegraph and 
phone, one from the Western Union and one from the Postal Telegraph : 
pany spent several months going over the properties of both companies 
the idea of getting a present-day valuation of the properties. 

Q. When was that?—A. They furnished the report in 1934. e | 

Q. Yes?—A. They covered the properties and made this special report. 

Q. Will you indicate what that has to do with the Montreal Teleg 
Company question?—A. It has this to do with it. Included in that report 
the properties controlled or owned by the Canadian National, which necess 
included the Montreal Telegraph Company. 

Q. What was the objection, if there was any, to a proposal of the kind 
Fairweather said had been made?—A. There would not be any except for t 
particular point, that if you include the assets of the Montreal Telegraph a 
show it as an asset of the Canadian National, and ask us to take a risk on th 
the full asset you are showing does not exist. Let me speak as a practical m 
I own a lot and you own a lot. On your lot there is a mortgage for 50 per 
of the value. A man comes along who wants to build on both lots. You want 
to get the revenue, and so do I. But you say, “I want you to take 50 per 
of the mortgage on my lot and apply it to your earnings.” Speaking as a pr 
tical man, that is the way it appears to me. y 

Q. That covers what you have to say on the question of telegraph ?—A 
think that covers the situation. a 


By the Chairman (Hon. Mr. Beaubien) : 


Q. Do all the lines of the Canadian National now belong to the Mon | 
Telegraph?—A. Oh, no, only those in the old Grand Trunk area. | 
Q. In the area occupied when the lease was made?—A. That is right. ee 


By Hon. Mr. Buchanan: 


Q. I would like to go back to that capital outlay on broadcasting facilit 
You say a great deal of duplication could have been avoided if there 
unified management?—A. Yes, sir. ee 

‘Q. Would that have been possible under co-operation between the 
companies? I mean to say, you are providing the same facilities as w 
Canadian National Telegraphs at Edmonton.—A. At Edmonton we have 
arrangement—at Edmonton, Saskatoon and Regina—and work the repe 
one office. ; ; 

 Q. That is an illustration of what I have in mind. Could that have 
done practically under co-operation throughout the whole country, t 
[Mr. D. L. Howard.] 
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duplication?—A. You would have to consider the picture as a whole. You 
d not take one part of the plant and operate co-operatively without inter- 
with the rest of the plant. 
. If there was co-operation, using Calgary and Edmonton as two instances, 
n Calgary these facilities could have been provided by the Canadian Pacific, and 
imonton by the Canadian National?—A. Yes. Right. 
Q. And if that principle had been followed throughout the whole country 


ft co-operation a lot of capital outlay for broadeasting would have been 
ded?—A. That is right. 


By Right Hon. Mr. Meighen: 

Q. Could that have been followed, and if so, why was it not?—-A. Broad- 
ng is a rapidly developing business. Neither compahy wanted to find 
in the position of not being able to serve, while development was going on; 
quently each developed a complete system because we were not certain 
there broadcasting was going to lead us, and we have practically in all our 
lajor points duplicated each other’s equipment. We are both fully able to 
ve. 

By the Chairman (Hon. Mr. Beaubien): 


Q. And compete?—A. And compete, if necessary. In broadcasting there 
ho competition because the business is controlled and is settled between the 
Apanies as to revenues and services. 


By Hon. Mr. Black: 
Q. That is by agreement?—A. That is by agreement. 
_Q. So now you are on an equal footing?—A. Almost from 
le revenue and the service was divided on a 50 per cent basis. It was quite a 
gical thing to do. In the serving of a country and the demands it is not alone 
€ service you provide but the protective service as well, and one of the pro- 
s calls for service over alternate routes. 


By Hon. Mr. Parent: 


). Coming back to the Montreal Telegraph Company, at what date was 
t company incorporated? 


on. Mr. Danpuranp: It is a very old company. 
The Wrrness: It was incorporated in 1847. 


By Hon. Mr. Parent: 


). And it was then entirely under the direction of the Grand Trunk?—_A. No, 
e Grand Trunk never had any control of the Montreal Telegraph as far as 
w. It was an independent company and operated as such until the Great 
Western entered into an agreement in 1878 or 1879. The Great North 
tern was an independent telegraph company owned and controlled by the 
stern Union, and the terms of the agreement entered into in 1878 were 
nteed by the Western Union. 

. That was an American company?—A. Yes, sir. I cannot recall the year, 
t some time the Canadian Northern took over the Great North Western 
hpany, and in taking it over assumed the obligations of the Montreal Tele- 
Company. | 

By Hon. Mr. McRae: 

. I take it from your evidence that in case of amalgamation of the tele- 
systems, the combined system would be in a very much better position 
| with the Montreal Telegraph Company 40 years hence, when the contract 
s?—A. Quite definitely. 
2t ; 


the beginning 
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Q. I presume that the schedules of valuation for both systems show defi 
the value placed on the Montreal Telegraph Company?—A. Yes. This valu 
was set up in sections. pat : ; 

Q. I think it would be important to have that valuation as an exhibi 
it is available; then if this question comes up we will have the valuation pla 
on the two respective systems together with the valuation placed on the Mont 
Telegraph Company. Is that available for filing?—A. Yes, it is available. 
would have no authority or right to file for the Canadian National, but I al 
sure our company would be glad to file the valuation placed upon their assets. 

The Cuarrman (Right Hon. Mr. Graham): How would you file that? _ 


Hon. Mr. McRar: We would get that through the Canadian National 
They must have shown it as a separate item. 3 
Mr. Bicear: I think that is all. 4 

By the Chairman (Hon. Mr. Beaubien) : i 

Q. Have you anything else to add?—A. I have nothing else, unless some 
thing is required. _ 
Hon. Mr. Cori: Why not ask Mr. Fairweather whether his company he 
any objection to filing? This witness cannot file on behalf of the Canadia 
National. He can file it as far as his company is concerned. a 


By the Chairman (Hon. Mr. Beaubien) : 7 
Q. I understand it was jointly made?—A. It was a joint committee con 
posed of the members of the United States companies, all very capable peopl 
They made a valuation of both properties. 
Q. Jointly?—A. No, each property separately, and they submitted a repo 
separately on the value of each property. a 
By Hon. Mr. Parent: 
Q. And that report is available?—A. From our company’s standpoint W 
will file it. % 
Mr. Biagar: There is no objection on the part of the Canadian National 
Does the committee want the document printed? y 
Hon. Mr. Danpuranp: We should like to see it. 3 
Mr. Biccar: It will be left with me to be looked at, and I will advise 
committee later if I find anything in it that I think should be mentioned. 
Before we go on with the next witness, who will be Captain McMurray 
had better deal with the points that arose out of Mr. Howard’s evidence. F 
there was a request by Senator Parent that we should look at Exhibit 7 
joint report of February 27, 1933. I said I would summarize it. It begi 
setting out the names of the Canadian Pacific and Canadian National 
sentatives to their respective sections, and then it recites that they met 
January 23 to January 27, 1933, at the Place Viger Hotel in Montreal. It 
to the fact that they were going to study the problem under five separate 
and states the general principles on which they were proposing to proceed. | 
discussion of general principles from the point of view of both co-ordi 
and amalgamation occupies the next four or five pages of the report, w! 
concludes with a schedule summarizing the economies of amalgamation 
co-ordination arrived at by the joint committee. The tables are divide 
five headings:— % 
1. Branch and Independent Commercial Offices. The estimated saving 
are: under amalgamation, $274,000; and under co-ordination, $115,0 
_... 2. Functional or Main Offices.. The estimated savings are: unde 
gamation, $565,000; and under co-ordination, $95,000. 4 
[Mr. D. L. Howard.] 
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_ 38. Maintenance of Plant. The estimated savings are: under amal- 
mation, $75,000; and under co-ordination, $10,000. 

_ 4. Supervision and General Expenses. The estimated savin 
under amalgamation, $97,000; and under co-ordination, Nil. 

3 5. All Other Operating Expenses. The estimated savings are: under 
_ amalgamation, Nil; under co-ordination, Nil. 

mre CHAIRMAN (Right Hon. Mr. Graham): What does that co-ordination 
an? 

Mr. Bieear: It means the same thing that we have been talking about as 
operation. The total estimated savings under amalgamation are given as 
011,000, and, under co-ordination, $220,000. 

Then the report goes on to list three comments made by the Canadian 
National representatives. The first comment is with regard to rentals paid to 
arent companies. The Canadian National representatives considered that this 
m, which amounts to $86,000 under amalgamation and $31,000 under co- 
ination, is not an actual cash saving, being of a highly intangible nature, 
e second comment refers to the economies made in 1932, the year in which 
Survey was made. This comment says:— 


Under a scheme of amalgamation these savings, made by the 
Canadian National, which are included in the amalgamation economies, 
- to the extent of $38,000, could not be made and the economies set out 
above should be reduced accordingly. Under co-ordination a corre- 
sponding deduction of $13,000 should be made. 


_ The third comment relates to the co-ordination of branch and independent 
mmercial offices, where the commercial telegraph departments of both com- 
ies occupy joint offices with the railway passenger and express departments. 
is pointed out:— 

If, under a general scheme of railway co-ordination, joint offices were 
decided upon at these points, a further economy to the telegraphs through 
co-ordination, of $65,000 per annum, would be possible. 

The Wirness: Mr. Biggar, may I make a comment upon that? 

_ Mr. Bicear: Yes; Mr. Howard. 

_ The Wrrnzss: As regards the Canadian Pacific section, that was not an 
greed part of the report. Those were Canadian National qualifications, which 
re did not agree to. 

_ Mr. Biccar: I made. it clear that these were comments by the Canadian 
‘ational representatives. 

_ Hon. Mr. Brack: The net difference is only about $30,000, is it? 

_ Mr. Bieaar: No, it is a little more than that, Senator. It is $86,000 plus 
38,000, on one side, in the case of amalgamation, and $65,000 on the other. 

' Hon. Mr. Rosrnson: The $65,000 was under co-ordination. 

_ Mr. Biecar: The report goes on, after these comments, to say:— 

F In making this report it is not the intention of the joint committee 
to arrive at a conclusion in regard to the policy of amalgamation or of 
_ co-ordination but simply to set out the factual background of the possible 
_ results under either of the two schemes. 

_ Hon. Mr. Corn: I think time would be saved if we had Mr. Howard make 
comment on the reservations made by the Canadian National to the report. 
Hon. Mr. Parent: The point I wanted to make when I asked to have this 
ment placed on the record is this, that if we want to draw conclusions we 
uld be helped by the report which shows that these representatives came to 
in conclusions as to amalgamation and co-operation. A principle that is 
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graphs, there is no reason “why co-operation | could not ie pesca in ue 
matters. 
Hon. Mr. Cott: That applies to amalgamation too. 
Hon. Mr. Parent: Exactly. 


Mr. Biacgar: There is one other point to which I wish to call attention. 
have a communication from the Montreal Telegraph Company, addressed to t 
Joint Chairmen of this Committee, under date of May 19, 1938. It is sign 
by Mr. Rawlings, as President of the Company, It reads:— i 


With reference to that part of Mr. Fairweather’s testimony : 
reported in the press, wherein he says,—‘‘We even went so far as to ope 
informal negotiations with the Montreal Telegraph Company for @ 
purchase of ebook but we couldn’t get to first base. They thought th 
had a good thing.” I beg to submit, on behalf of the Directors of tk 
Company, for your information, the following: i 

On the afternoon of Friday, April 13th, 1934, following an appoin 

ment as to the day and hour, I was waited on by the Hon. C. P. Fullerto: 
in the company of two other gentlemen, for the purpose of his makin 
without having given any notice of the motive of his visit, the unexpect 
enquiry as to what, proposition the Montreal Telegraph Company hi 
to make in order to enable the Federal Government to bring about a con 
solidation of the Canadian Pacific and Canadian National Telegrar 
Companies, to which the Montreal Telegraph Company was an obstacle, 

My reply to Hon. Fullerton was that the Montreal Telegraph Cor 
pany had no proposition to make but it would be open to receive one f 
the Federal Government, relative to which I would write him after I he 
conferred with the Directors of the Company. i 

Subsequent to a meeting of the Directors of the Company, he 
April 19th, 1934, at which the matter was discussed, a letter as per CO} 
enclosed was addressed to Hon. Fullerton, and no ‘acknowledgment E 
ever been received from him. : 


Subsequent to such letter to Hon. Fullerton an interview took ple 
between Mr. F. K. Morrow and myself, the essence of which was su 
mitted to the Board of Directors of this Company on December 2 
1934, upon which date I wrote to Mr. Morrow as per copy attae 
accompanied by a memorandum referred to, since when nothing furth 
has been heard of the matter from him. % 

I think you will agree that Mr. Fairweather’s testimony is not enti 
in accordance with facts and gives a wrong impression which merits th 
correction. q 

A full memorandum was made by myself after the two respectiv 
interviews and copies of same are available to you if you shoul y 
them. 2 

Yours truly, 


(Signed) H. E. RAWLINGS, a 
President. 


‘The first enclosure is copy of a letter of April 20, 1934, addressed b, 
Rawlings to Hon. C. P. Fullerton. It reads:— 
Dear Mr. Justicn,—I have related to the Directors of this Com 

at the usual monthly meeting of the Board held yesterday the | 
instant, the conversation between you and myself on the afterno 
Friday the 13th instant relative to the lease to The Great North Ww 

[Mr. D. L. Howard.] 


Ua We tae A 


Ka 
Ba Rae ON 


7 RAILWAY CONDITIONS ~ | 965 


Rad 
i 


Telegraph Company held by this Company as bearing on the proposed 
amalgamation of the Canadian Pacific and Canadian National Telegraph 

Companies. . 

I may now inform you, in reply to your enquiry, that the Directors 
have no proposition to offer, but that they have an open mind to con- 

sider any proposition received from you that they could recommend as 

being equitable to their shareholders and for their acceptance. 

_ Such to be subject, however, in their discretion, to first taking the 

counsel of the Company’s legal advisors and your undertaking to assume 


- any legal costs to the Company that may thereby be incurred and. 


become payable irrespective of and/or to the principle of your proposition 
as submitted, 


Hon. Mr. DanpuraAnpb: This does not lead us anywhere, except to show that 
ere was no proposition offered. 

Mr. Biacar: It is followed by copy of a letter of December 26, 1934, to 
r. F. K. Morrow, addressed to him as a Trustee of the Canadian National 
ailways, enclosing a memorandum that Mr. Rawlings had made for his own 
cords, and which he says speaks for itself. The memorandum is dated 
ecember 20, 1934, and says:— 

The subject of the proposed purchase by the Canadian National 
Railway Telegraphs of the Company’s lease to the Great North Western 
Telegraph Company was discussed by the Board and the general feeling 
was that the Board should abide by the terms of the President’s letter 
- of April 20th to Judge Fullerton. 

] ~The Board, however, was favourably disposed towards giving con- 

q sideration to any equitable proposal for such purchase of the lease of the 
Company on some terms similar to those by which the Dominion Tele- 
graph Company lease was acquired by the American Union Telegraph 
Company, et al. 

I showed that letter to Mr. Rand, who is here on behalf of the Canadian 

ational, and he said he did not think it was necessary to call any witness about 

. Subject to the Committee’s decision, that is my own thought also. 

- Right Hon. Mr. Mrtcuen: They did not make a very fast run to first base. 

* Mr. Biccar: No. 


Captain R. W. McMurray appeared as a witness and took the stand. 


e By Mr. Biggar: 
~ Q. You are going to deal with ships, Captain McMurray?—A. Yes. 

~ Q. What is your position with the Canadian Pacific Railway Company ?— 
. Tam the Manager of the British Columbia Coast Steamship Service of the 
adian Pacific Railway. 

Q. And you have been so for how long?—A. I have been manager for over 
r years. Prior to that I was Marine Superintendent of the Company for 
e years. And prior to that I was for twenty-five years at sea. And before 
oming ashore I was in command of the Company’s Atlantic service. 


; By Hon. Mr. Black: 
_ Q. You must have started in the cradle—A. Pretty nearly. 


; By Mr. Biggar: 

q Q. You are going to direct yourself to that item of $41,500 at the top of 
page 425 of the proceedings, I think? 

_ Hon. Mr. Hucussen: No, it is the item on page 416, is it not? 


ou 
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Mr. Biacar: Yes. I was on the wrong water item. It is British Columb 
coast steamers, fourth item on page 416, on the right-hand side of the summa vi 
—A. Yes, $450,000. a 
Q. How is that arrived at?—A. That estimate was made by my predecessor, 
Captain Neroutsos, and it was based on the operations of 1930. I have examined 
his estimate and I am in complete agreement with him. 

Q. That was based on the substitution for the two services that were then 
in operation of a single service?—A. To a certain extent, yes. 

Q. And since then the one service has been withdrawn, has it not, the 
Canadian National service?—-A. Yes, in one particular instance. } 

Q. There still remains some of it?—A. Yes. 

Q. Have you anything more to add about the details of the way that 
$450,000 was arrived at?—-A. Yes. . 7 


By Right Hon. Mr. Meighen: 


Q. Are the details of that No. 4 on page 416 appearing anywhere else in 
the evidence so far, or have you any memorandum?—A. No. I can tell you 
how it was made out. q 


By Hon. Mr. Dandurand: 


Q. But it is no longer in the picture as a basis to justify the $450,000?— 
A. There is still a lot of it in the picture. - 


By the Chairman (Hon. Mr. Beaubien): 

Q. How much remains in the picture?—A. I still estimate a saving could be 
made of at least $400,000, and this compares very favourably with the Canadian 
National estimate. It appears on page 484 of the record. The Canadian 
National say an economy of $500,000 per year would result. “9 


By Mr. Biggar: 


Q. You had better tell us first how the $450,000 was arrived at and to 
what extent it must be modified, having regard to the withdrawal of that service. 
—A. It is necessary to describe the situation as regards steamship services on 
the Pacific coast just very briefly. I will do that, sir, with your permission, 
Q. Yes.—A. On the Pacific coast both railway companies operate steam= 
ships. The Canadian National maintain two all-the-year-round services, one 
from Vancouver to Prince Rupert, the other from Vancouver and Prince Rupert 
to the Queen Charlotte Islands. These are the two all-the-year-round services 
which the Canadian National maintain, and have maintained for many years. 
During the summer season, in recent years only, the Canadian National have 
extended their services to Alaska. Their fleet at present consists of five vesse Ss. 
The Canadian Pacific maintain cight all-the-year-round services, with one addir 
tional service during the summer months, and to provide these services the Can: 
dian Pacific have a fleet of fifteen vessels. In addition to this, both compa 
have a car barge service between the mainland and Vancouver Island. In 1909 
the Canadian Pacific inaugurated a daily service throughout the year in both 
directions between Vancouver, Victoria and Seattle by placing two steamers i 
operation on that route. The Canadian Pacific have maintained that ser 
ever since, and until 1930 was the only company providing a regular daily ser 
on the route. In 1930 the Canadian National brought a new steamer to the c 
and placed it in this service. In the estimate of savings which could have b 
made by unification, based on the operations of 1930, it was assumed that th 
operation of this vessel could have been eliminated. a 

~Q. What was the name of that vessel?—A. That was the Prince David. 

Q. Are you going to give us the figures with regard to the amount 
saving?—A. Yes. The saving which would have ensued by the elimination 

[Captain R. W. McMurray.] iy 
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operation of that vessel would have amounted to $201,000. That includes 
e operation of the vessel and the wharves which were necessary in connection 

h her operation. 
Q. How did you get at that figure?—A. We knew the exact time the ship 
as operating, and we based the cost of operation exactly on our own cost, 


By Hon. Mr. Hugessen: 


_ _Q. How long did she operate?—A. In 1930 for five months, from August 12 
to the end of the year. She was not withdrawn until 1931. She still operated 
in 1931, but this estimate is made on the 1930 operations. That steamer was 
till operating in 1931. She was withdrawn on September 15, 1931. 


By Hon. Mr. Dandurand: 


Q. So that vessel is no more in the picture?—A. Not that particular 
steamer. 


i By Hon. Mr. Horsey: 
: Q. Is there any other steamer on that route in the picture?—A, Not that 
oles steamer. Another steamer was brought out the following year and 


put on that route also, one running in each direction; but they were both 
removed in the fall of 1931. 


i Q. There are no others in the picture now?—A. Not on that route. 


By Mr. Biggar: 


Tee 


) Q. Yes—A. The Canadian Pacific has also operated a passenger and mail 
rvice from British Columbia to Skagway, in Alaska, since inauguration of the 
voast service in 1901, and has provided sailings during the winter, twice a month 


height of the tourist season has provided, in recent years, two sailings a 
eek. ‘Until 1930 the Canadian National had never operated on that route, 
t in that year they brought out another new vessel to the coast and placed 
n the Alaska service, and they also extended the operations of their Vancouver- 
nee Rupert steamers to Alaska. The situation in 1930 therefore was that the 
nadian National had three vessels operating to Alaska, and the Canadian 
cific also had three vessels operating to Alaska—our usual three vessels. 
the estimate made of savings which could have been accomplished under 
0 conditions, it was assumed that this additional service +o Alaska was 
minated. That would have eliminated the operation of two vessels and would 
ve given a saving of $127,000. 


By Hon. Mr. Parent: 


Q. Do you mean to say that until 1930 the Canadian Pacific, operating 
ne, having control of the whole situation, was making more money after the 
nadian National went over there?—A. Oh, no. 

Q. And then, having competition, that you were making less?—A. No. 

-Q. That is not the point you want to make?—A. No. The Canadian Pacific 

hot the only people operating to Alaska; we have the American companies 
too. This is merely an estimate of savings that could have been made by 


limination of the extra services which were put on by the Canadian 
nal in 1930. 


by 


By Hon. Mr. Horsey: 
_ Q. That saving has already been made?—A. No. 
Q. I thought that boat was eliminated.—A. This particular boat put on 
articular year has gone out of the picture; but there is another one there 
1, The elimination of that extra service to Alaska amounted to $127,000. 


968 SPECIAL COMMITTRR (0°00 EN 
It was also estimated that further savings could be effected by the consolid 
of car barge services between the mainland and Vancouver Island. =—=s_—© 

Q. Car barge services?—A. Car barge services. They are to take 
railroad cars over to Vancouver Island. 


By Right Hon. Mr. Meighen: : eee 
Q. Railway cars?—A. Railway cars are transported on barges across th 


gulf, 
By Hon. Mr. Robinson: 


assumed that under unification these two barge services would be consolidate 
and the barges routed through Vancouver. That would give an annual aa 


unification would have made a saving of $18,000. i, 
By Hon. Mr. Parent: ‘ 


¢ 
F 


Q. Why not?—A. Under co-operation you cannot very well consolida 


Q. Could that be done also under co-operation?—A. No, sir. a 
staffs there. Are you referring to the last item of $18,000. That was mer i} 
a consolidation of staffs, sir. q 
Q. I heard you say that under unification you would make a saving of & 
much?—A. Under unification a saving of $450,000, based on 1930 conditions 
Q. I am asking you if under co-operation you could not make the sam 
saving?—A. No, certainly not. ® 
Q. I am asking you why.—A. Under co-operation? 4 
Q. Yes-—A. You have the factor of competition. If you have competitio: 
you can only have a very, very limited amount of co-operation. In th 
particular case I don’t see how you could get any savings, in fact no saving 
could be made by co-operation between the two steamship lines. a 
Q. You say no?—A. Yes. iN 
Q. But you do not qualify your “no,” you do not give the reason why 7 
say no. 4 


By Hon. Mr. Murdock: 

Q. One service goes out of Port Mann and the other out of Vancouve 

A. Under co-operation you would still have two separate railway companies. 
operate steamships, at least I endeavour to do so to the best of my ability, al 
I endeavour to operate our steamers in conjunction with one railway comp 
and to satisfy their requirements as regards connecting with trains. I as 
you it is a pretty hard job to operate a steamship company to satisfy the 1 
quirements of a railroad company in connection with train departures; and if] 
is as hard as that'to satisfy one railroad company, I think it would be absolutel 
impossible to satisfy two. 


By Mr. Biggar: 

-Q. Yes. Now, you were going to deal with the changes that had come ab 
since 1930.—A. Some change has come about since 1930. The principal chang 
is that in 1931 the Canadian National withdrew from the Vancouver-Victorié 
Seattle service. They are no longer operating there. But they are still opera 
the service to Alaska, and they are still operating three vessels to Alaska in ¢ 
nection with their train service. We also are still operating three vessels 
Alaska. aigty ; 
[Captain R. W. McMurray. ] ; a 
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Now, in the year 1929, which was the year of peak traffic, we were operating 
ee vessels to Alaska during the intensity of the summer season, These three 
Is were not running to capacity; they were carrying good loads, but were not 
filled to capacity, If they were not filled to capacity in the peak year of traffic, 
it is natural to assume that they are not now. 


a By Right Hon. Mr. Meighen: 

BQ. You spoke of the peak year of 1929.—A. The peak year of traffic was 
29, and in 1929 we had three vessels running to Alaska, and they were not 
ning to capacity. 


By Hon. Mr. Black: 


Q. They were the only three vessels running?—A. Oh, no. They were the 
y three Canadian Pacifie vessels. 


By Hon, Mr. Buchanan: 
@. Prior to 1930, when the Canadian National introduced a service to 
ska, how were they routing their passengers to Alaska? Over American 
es?—A. I hope they were routing them over ours. 
+ Q. At the present time they have not any service between Vancouver and 
Victoria?—A. No, sir. 
_ Q. Do they route passengers over your steamships to Victoria?—A. Yes, sir. 
' Q. And that is what they were doing prior to the introduction of these 
we sels in 1980?—A. Yes. 


pees 


| q By Mr. Biggar: 
' Q. Yes?—A. The situation as regards Alaska is still materially the same as 
i was in 1930; and under unification two of those extra vessels to Alaska could 
eliminated, and this would result in an annual saving in operation and main- 
ance of $100,000. The barge situation is still, of course, the same as it was 
1930. 

Q. So that even as the case stands now, you could by unification make a 
ing of $100,000 as far as Alaska is concerned?—A, Oh, yes. 

Q. And how much with regard to the car barges?—A. The consolidation of 
he car barge service would provide another $97,000. 
> Q. We may call it $200,000 in round figures?—A. Yes. 
Q. And what about the wharves that you spoke of? 


Be 4 


Ft By Mr. Hugessen: 

_ Q. Before you leave the consolidation of car barge services, would that imply 
t one of the terminals in Vancouver would be abandoned?—A. No, that would 
ly, I think, that the terminal at Port Mann would be eliminated and all 
barge service routed through Vancouver. 


 - By Mr. Biggar: 

— Q. Yes?—A. Now, in addition to that there is another feature. I have 
d that through unification two steamships. could be eliminated. Now, if the 
npanies continue to operate as they are at present, as two separate companies, 
ubtedly two ships will require to be purchased for the Alaska service in the 
future. There is no doubt about that, because the ships of both companies 
etting old. They were all built about 1910, and undoubtedly two vessels 
equire to be built within the next four or five years. The cost of those two 
vessels would be, I hope, in five years’ time, about $3,000,000. At present 
uld be nearer $5,000,000, but we hope prices will come back to normal. So, 
companies are operated separately there will be a capital expenditure of 


tt ee 
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$3,000,000 within the next four or five years. I think it is reasonable to a 
4 per cent interest on that, which would amount to $120,000 a year—ano 
cost which is eliminated not immediately but within the next few years. On 
these vessels arrive on the coast there is a capital investment of $3,000,000 a 
they immediately commence to depreciate. I think it is only fair, therefore, 
allow 3 per cent depreciation on that, which gives another $90,000. That 1S 
$210,000. I think that is quite a fair and reasonable estimate of savings. g 

Q. Yes?—A. So altogether, even to-day, you will have an annual savi ig 
of $400,000 odd by unification. a 

Q. That is, you would deduct from that the cost of one steamship. Would 
not one require to be bought even if there was unification?—A. No. I wash out! 
two steamers altogether. There are six steamers now, and the same service| 
could be carried by four, and we would carry that with the steamers we have. 
If unification were carried out to-morrow I would take two of those steamers} 
and scrap them. al 

Q. And that is the way you get at the present figure?—A. Yes. wl 

Q. Now, does that cover the ground?—A. That covers the ground, yes. | 


By Hon. Mr. Buchanan: a 
@. You are speaking of C.P.R. replacements?—A. I am speaking of both 
companies. g 
Q. Would the Canadian National have to replace?—A. Undoubtedly, if t 
carries on the same service it is giving at present, it will have to buy another, 


steamer. 
Q. The five-year period applies to both?—A. Both companies, yes. 


By Hon. Mr. Coté: 
Q. I would like to ask the witness a question. I am curious to know if you} 
have any figures as to the number of passengers carried by the six ships, three | 
Canadian National and three C.P.R., to Alaska—A. No, I haven’t the figu 
of the passengers carried. The calculation is all made on the assumption t. 
the original three ships on the Alaska service would carry all the passenge 
offering. We know that they carried all the passengers offering in 1929, which w 
the peak year, and still had a margin to spare; therefore we assume they would | 
have carried them all in the years when these other ships were operating. is 
By Hon. Mr. Robinson: a 
Q. I was wondering if the Alaska business was growing —A. It is still a) 
long way below what it was in 1929 and the years prior to that. ‘ 
Mr. Bicacar: Thank you. ; 
Mr. Fuintort: If it pleases the committee, I shall file a written memorand m. 
Mr. Biccar: Perhaps you can do it in the form of a written memorandum. 
Mr. Fuintorr: That is what I suggest. eS 

Mr. Biecar: Shall I call-Mr. Howard back? q 
_ Hon. Mr. Buacx: While we are waiting for Mr. Howard, Mr. Chairma 
perhaps I might ask about the sittings of the other committees. y 
Hon, Mr. Danpuranp: This afternoon the business on the Senate Order | 

Paper will be adjourned to Monday evening, and then when the evide 

before this committee is completed this evening, there will be next week av 
able for the work of the Senate and the other committees before we cal 
Mr. Fairweather. a 
Mr. Biccar: Meantime, until Mr. Howard comes, shall we proceed with — 
Mr. Neal? . a 
[Captain R. W. McMurray.] A 
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r. Furntorr: I was outside, and I undestand that an adjournment wag 

Hon. Mr. Danpuranp: No adjournment was suggested. I understand the 
ritness will be the last. 

r. Furntort: Yes, sir. 


- Hon. Mr. DANDURAND: We will adjourn the work of the Senate this after- 
in order to finish this evidence. I hope that it may close before 6 o’clock. 

can perhaps tell us as to that. 

Mr. FLINTOFT: I would hope to finish this afternoon. I am anxious to 

your wishes, sir, and if we cannot finish this afternoon we are at your 

nand to go on this evening, of course. 

Hon. Mr. Danpuranp: We could perhaps gain fifteen minutes by pro- 

ing now. 

_ Mr. Furntorr: May I ask what your announcement was in regard to the 

journment? I understood that you made an announcement. 


Hon. Mr. Danpuranp: Senator Black asked when we would proceed with 
ur Senate work. I said that it was my intention to adjourn what is on the 
r Paper of the Senate for to-day till Monday evening, in order to finish 
vidence of the C.P.R., and then for the whole of next week to attend to our 


y be offered by the Canadian National experts the following week. 


Mr. Furntorr: Of course, sir, I would like, with your consent, an oppor- 
ity of discussing that suggestion at some convenient time this afternoon or 
s evening. I hesitate very much to offer any observations on that question, 
jbut I should like to have the opportunity, if it meets with your wishes. It would 


course, you have your other work to do, but I say with great diffidence that we 
uld desire very much to continue this inquiry and get through with. it. 
| Hon. Mr, Danpuranp: But I would draw your attention to the fact that all 
evidence that has been brought forward during the last nine sittings, which 
re occupied by Canadian Pacific witnesses, will have to be examined. It 
uld not be justifiable for either the parties who will discuss that or the 
nmittee itself, to jump unprepared into the testing of that general evidence. 
hink the Canadian National evidence will not be as detailed as that given 
Canadian Pacific witnesses, but it would be unjust to ask Canadian National 
resentatives to step in unprepared and make general statements. They will 
eed several days to examine the evidence, and while they are doing that the 
ate can go on with its other work. I cannot see how it could be done other- 
e. 


Mr. Furntorr: I did not understand this was a contest. between the Cana-' 


upied— 
a ‘Hon. Mr. Danpuranp: Four sittings? . 

_ Mr. Futnrorr: Five mornings and three afternoons of the committee. 
concluded, if my recollection is correct, on the morning of the 17th. 
_ The Cuamrman (Hon. Mr. Beaubien): When did you begin after that? 
_ Mr. Furntorr: The next day. i 
q Hon. Mr. Danpuranp: I must say, Mr. Flintoft, that after the experience 
have had in this committee, it perhaps would have been better if the 
dian Pacific had gone on first, in view of the ground that has been 
ered by the Canadian Pacific. But we did otherwise, and Mr. Fairweather 
questioned with, regard to what seemed to be the principal underlying 
ment of the Canadian Pacific, namely the savings to be made from aban- 


ate meetings and other committee meetings, and to take the evidence that 


a very great inconvenience to us if that arrangement were followed. Of 


n Pacific and the Canadian National. Mr. Fairweather, you will remember,’ 


pt ast 


it has meant. But to suggest now a week’s adjournment—it would be more t 
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donment of 5,000 miles of line. We kept him on this track all the time, b 
“now the Canadian Pacific says that that is of minor importance, and th 
savings are to be made in one department and the other. We shall need, the 
to have the Canadian Pacific’s statements examined by Canadian Nation 
experts, for these are the only experts upon whom the committee can call im 
trying to put ourselves in a position to form a conclusion. a 

Mr. Furntorr: In the first place, sir, we were furnished with no details 
of the Canadian National estimate. Our estimate was given to them two weel 
ago, was published in the records of the Committee two weeks ago. If t. 
Canadian National is to have a whole week to go and pick that to pieces— 
I may use the expression without any disrespect—or shoot holes in it, if they 
can—and I do not think they can—the least you could do after that would be 
to adjourn for another week after the Canadian National had finished, to 
enable the Canadian Pacific to prepare a reply. 4 

Hon. Mr. DanpurAND: Of course, the Committee will have to decide tha 

Mr. Furntort: I am stating my case, sir, that is all. I am submitting th 
with the greatest. respect. But I suggest that this proposed adjournment 
subject to the convenience of the House, of course, and the other work that 
has to do—is very much too long. 

Right Hon. Mr. Mrtcuen: So far as the House is concerned, we do not 
need a week. t 

Hon. Mr. Danpuranp: I was pressing the Ministers yesterday to send 
us some important legislation, and I hope to be able to fill in the week. e 
need not fix an exact date when the Canadian National will start. We must 
not lose sight of the fact that this question of unification has been broug 
to the attention of Parliament, through the Senate, by the Canadian Pacifie 
Railway. They had to make their case. They have done so—I will not quality 
that; they have had their expert witnesses, who have been most interesting a 
have given us a lot of facts; they have made comparisons with statements give 
by the Canadian National before the Royal Commission. It was for the Can: 
dian Pacific to make its case, for it was the Canadian Pacific that pleaded 
unification. And now the Canadian Pacific has made certain submissions © 
our Committee. It will be for us to test all these statements, the whole cas 
of the Canadian Pacific. I am sure that Mr. Flintoft would not expect us ’ 
close the inquiry now, on the case made by the Canadian Pacific. ‘ 

Right. Hon. Mr. Mriauren: No, certainly not. 

Mr. Furntorr: ‘There is no such suggestion, sir. Of course I want tf 
fullest investigation. We feel that we shall profit the more that details 
brought out. But I do suggest that if you are treating this as a contest betw 
the Canadian National and the Canadian Pacific, and you are following 
ordinary rules of such contests, the Canadian National should go on at one 
as in any litigation. Our general statements have all been in our Exhibit 
49, which has been in since the 18th of May. Our line abandonment suggest 
were put in before that. Surely, if these things require examination, it sho 
have been done by this time. We have been here—I do not criticize at 
because I know that honourable members are pressed for time—we have b 

sitting here afternoon and evening. We have gone on— A | 
The CuHairMANn (Right Hon. Mr. Graham): So have we, Mr. Flintoft. 
Mr. Furntorr: Yes, and I sympathize with you, sir, because I know w 


BS 
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a week; it would be virtually twelve days—in order to give the Canad 
National an opportunity to try to find holes in our evidence— ie 
. Hon. Mr. Rosinson: If there are holes in it, do we not need to 
them? 
[Captain R. W. MeMurray.] 
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[r. Fuintorr: Yes. My position is that I welcome the most searching 
igation of this evidence. 
on. Mr. Danpuranp: We have been sitting here only from Tuesdays to 
days, so that part of an adjournment between now and next Tuesday 
not be said to be for the Canadian National. The Canadian Pacific repre- 
mtatives have been at nine sittings here, bringing in important documents and 
ence, and I think that in order to have a fair and concise reply by the 
dian National we ought to give Canadian National experts time to examine 
all these documents and the evidence. My friend Mr. Flintoft says it is 
ontest between the Canadian National and the Canadian Pacific. I say, 
. The Canadian Pacific has brought up this matter, and this Committee 
innot turn to any other experts than those of the Canadian. National, When 
is matter was introduced by Senator Beaubien in the Senate, I said that 
e need not run around outside for experts, that we would have them before 
le Committee, in representatives of the Canadian Pacifie and the Canadian 
jonal. Now, we heard Mr. Fairweather from the Canadian National. I 
> not know how many witnesses have been here from the Canadian Pacific, 
it probably ten or twelve. Surely we must allow the parties who were in 
ference with the Canadian Pacific on all these matters a chance to say, 
‘Yes, we admit this,” or “No, we contest this,” and so on. It will take some 
me for them to prepare themselves to do that. I think it is but fair that we 


_ Right Hon. Mr. Mricuen: I do not know that I have any special views as 
order and so on, but I have a special view on one point. I did not understand 

Ar. Flintoft to say that this was a contest between the Canadian Pacific and the 

adian National. If he so regards it, I do not. 

Hon. Mr. Danpuranp: Neither do I. 


Right Hon. Mr. Mercuen: I think it is a most unfortunate and a most 
aordinary development of this whole inquiry that a question which is essen- 
y a railway business question should appeal one way to all Canadian 
ific men and another way to all Canadian National men. It is purely a 
hess question from the standpoint of the railways—the Government may 
e some other angle, and so may we, but from the standpoint of the railways 
a business question, and why it should appeal one way to all Canadian | 
cific men and another way to all Canadian National men passes my compre- 
nsion. And I want some explanation of it before we get through. Why is it 
at on a purely business problem the Canadian Pacific men say one thing and 
adian National men say another? The interests of the two, as railways, 
exactly the same, assuming that anything which would be done would be 
to each. But here we find one company lined up one way, and the other 
mpany lined up the other way, and it is suggested that we should conduct 
is as a trial between them. I cannot so regard it. As far as the bill of fare 
resent on our Order Paper is concerned, we could be through by Wednesday. 
Nould it not be all right to adjourn until Wednesday? 
_ Hon. Mr. Danpuranp: We can suspend that decision, because I do not know. 
Right Hon. Mr. Mstcuen: There must be an explanation of this line-up 
h I do not understand. 
Hon. Mr. Danpuranp: I may tell my honourable friend that the various 
ittees have ten bills before them. 
4 Right Hon. Mr. Mricuen: Yes, but not all very important. 
_ Hon. Mr. Danpuranp: There are some of importance, and others are coming. 
Right Hon. Mr. MricHen: I do not know about that. 
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_ Hon. Mr. Core: We do not want to manoeuvre ourselves into such a 
tion that after we have heard the Canadian National witnesses that there wil 
not be any time for reply. . 

-Hon. Mr. Cascrain: There must be rebuttal. z 


Hon. Mr. DanpuraNnpb: I am beginning to be pretty well convinced that we 
are here until the Ist of July. 
Hon. Mr. Corn: If we adjourn for twelve days now and the Canadig v1 
National takes another ten days, we shall be pretty close to the Ist of July. 


Hon. Mr. DanpurAND: We may go on this afternoon, at all events, and ee 
to finish with the Canadian Pacific this afternoon and this evening; and then we 
may adjourn sine die and see what we can do during next week. 

Hon. Mr. Parent: The situation seems quite clear to me. Our leader, 
Senator Dandurand, explains that the purpose of the adjournment is to give 
the Senate time to proceed with its ordinary work. He, as a Minister of the 
Crown, expects some new legislation to come over to us. We could proceed with 
the Canadian National’s evidence when we finished with some of our other work; 
but the proposed adjournment is not especially for the purpose of giving the 
Canadian National a chance to contradict evidence of the Canadian Pacific,— 
nothing of the kind. 


The Committee adjourned until 3.15 p.m. 


AFTERNOON SITTING 
The committee resumed at 3.35 p.m. 


Mr. Biggar: Before we go on, Mr. Chairman, there are two or three thing 
which I think I had better do. In Mr. McDonnell’s evidence, he referred to son 
joint minutes, and a member of the committee asked to have them made ava: 
able. They are with regard to express. It is quite satisfactory not to have them 
printed, but they are available for reference. They are simply confirmatory 0 of 
his evidence. | 

The CHarrMan (Hon. Mr. Beaubien) : Will you state the point briefly. 


Mr. Biaear: The point was as to the discussions that went on jointly betwe 

the Canadian National and Canadian Pacific on the subject of Joining the expre 
-services. They are signed by the representatives of both organizations. I do 
think there would he much difference of opinion about this, so it will be sufficie 
if we have it available for reference. ne 
Hon. Mr. Murpocxk: Were we to get a copy of the Montreal Telegraph Com= 

- pany’s agreement with the railway? 
Mr. Biaaar: We might get that from the Canadian National. It has not be 

asked for. 4 
' These minutes will be Exhibit No. 72. y 
The next thing the committee asked me to arrange was to have copies — 
W.L. Waters’ paper on the Rationalization of British Railways, and an add 
by Sir William Wood cn the Operation of the United Kingdom Railways Groupit 
System, distributed to members of the committee, subject to a decision as 1 
whether they should be printed. 
The position is this. Sir William Wood’s address was given in October, 1 

and we obtained a mitneographed copy of it by the kindness of the High C 
missioner for Canada through the British Government. Instead of being mi 
graphed for distribution to members of the committee, it has been printed in 
same form as our proceedings, and consequently I imagine there is no reason 
it should not form part of the proceedings. If so, we can just mark it as E 
(No. 73. 
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en Mr. Water’s paper is an address presented before the American Society 
echanical Engineers, Railroad Division, Metropolitan Section, New York, 
11, 1938. We have thirty copies of that, by Mr. Waters’ kindness, for dis- 
bution to members of the committee. The paper is nine pages in length and 
re is an additional page of discussion. That discussion is not on the copies 
were previously in the hands of some members of the committee. The 
, as I say, is only nine pages in length, and perhaps the committee would 
» to have it printed. 
The Cuatrman (Hon. Mr. Beaubien): Have you enough copies? 


Mr. Biaear: We have ouly thirty copies of this. The other has been printed 
lready and forms part of the proceedings. 


r The CHarrMAN (Hon. Mr. Beaubien) : I think Mr. Waters’ address is a very 

ont document. 

* Hon. Mr. Murnocx: I move that it be printed in the record. 

_ Mr. Biaear: Then this will. be Exhibit No. 74. 

~ Hon. Mr. Parent: That is the document entitled Rationalization of British 

ailways by W. I.. Waters? 

; Mr. Biaear: Yes. 

fh Hon. Mr. Parent: That is the document of which, through the courtesy of 

ir. Waters, thirty copies have been placed at the disposal of the committee? 

_ Mr. Bicear: Yes. 

_ Hon. Mr. Parent: Consecuently there is not harm in having that filed as an 

hibit. We already have it in our hands. 

f Mr. Bicear: Yes. 

Hon. Mr. Danpvxann: It may call for criticism, 

"Right Hon. Mr. Mriguen: By those who are against rationalization? 

~ Hon. Mr. Danpvurann: | was under the impression that at an early period of 

inquiry we decided to discard a comparison with railway conditions in the 
States, Great Britain and France. I have no objection to the paper being 

arked as an exhibit: 

Right Hon. Mr. Mricuen: I was not suggesting you had any objection to it : 

you spoke of possible criticism. i 

Hon. Mr. Danptikann: There may be, I do not know. 

Hon. Mr. Hucrssmn: I think the person who might criticize it is Senator 

‘aubien, for on page 6 I notice that the average annual earnings of employees 

the British railways went up from $380 in 1913 to $890 in 1936; which is more 

un the Canadian proportion. 

_ Right Hon. Mr. Meicuen: We are all in favour of it. 

~The Cuarrman (Hon. Mr. Beaubien): On the other hand, you will find 

ler things in it which no doubt you will object to, but which I shall be very 

sh in favour of. 

Hon. Mr. Parent: This document, then, goes in as an exhibit? 

Mr. Biccar: Yes. 

Hon. Mr. Murpocx: We are all for you, Mr. Chairman, in spots. 

The Cuarrman (Hon. Mr. Beaubien): All right. 

Mr. Biccar: Then the Canadian Pacific has asked me to have filed a co 

ew pages of Sir Edward Beatty’s evidence of February 19, 1932, before 

oyal Commission. It appears at page 2401 and the following pages of the 

eedings of the Royal Commission. 


Hon. Mr. Danvuranv: Does it bear on matters which Sir Edward hesitated 
ing before us? 
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Mr. Biccar: On the contrary, I think it is really confirmatory. That th 
reason why they desire to have it marked as an exhibit. te cae 
Hon. Mr. Parent: Who asked for production of this document? — * 
Mr. Bicoar: The Canadian Pacific. On page 466 of our proceedings 
referred to it as being marked as an exhibit at that stage, but it was not marke 
This will be Exhibit No. 75. It is just for verification. b | 
The CuarrMan (Hon. Mr. Beaubien): Is it very long? 


Mr. Biccar: No, five pages. # 
The Cuamman (Hon. Mr. Beaubien): I think we ought to get it printed, 


Mr. Bicear: All right. i 

I turn to another subject that will come up in subsequent meetings of 
committee—Exhibit No. 42. I thought it would be necessary to have be 
the committee what happened in regard to that $56,000,000 estimate before 
Duff Commission. a 

The CuarrMAN (Right Hon. Mr. Graham): Whose estimate? b 

Mr. Biccar: Mr. Fairweather put this in. Discussion of 1t was not 
subject of a stenographic report; it was only a note. It runs from page 1 
page 31 of the report of-the Duff Commission. It was presented at what we 
called a private conference on the western tour en route from Ottawa to Vai 
couver on December 8, 1931. That had better be Exhibit No. 76. 

Then I am afraid we shall also have to place before the committee the 
that that was dealt with by Sir Henry Thornton. What he said chiefly ab 
it is to be found on pages 667 to 669 of the Duff Commission report. It is jut 
a little over two pages. That is dated January 4, 1932. That had better 
marked, I think, as Exhibit No. 77. 

Then there is one other little passage—it is the only other time this 
referred to by Sir Henry Thornton—and I think I had better read it. It const 
of only about ten lines. It is on pages 741 and 742. Lord Ashfield said: ! 

I am bound to say that I am a little confused now; perhaps you C8 
‘straighten it out without my asking Sir Henry. a 


He was speaking to Mr. Hungerford. 
Hon. Mr. Parent: Is it possible that the lord was confused? 
Mr. Biccar: Yes, I think he was. 

I am bound to say that I am a little confused now; perhaps you ¢é 
straighten it out without my asking Sir Henry. I rather gathered fi 
what Sir Henry said this afternoon that over a period of years, thro 
co-operation in respect to passenger services, there might be a saving | 
$60,000,000 a year. an 

Sir Henry THornton: No—may I interrupt? I did not say th 

Lord ASHFIELD: What was the $60,000,000? 

Sir Henry Tuornton: I said that if the two railways were a 
eamated, it had been estimated that in theory there could be a saving 
$60,000,000 produced, which would come in in the first year and pr 
40 & maximum within five years. That was a theoretical figure w 
the statistical departments of the two railways, I understand, had agree 
upon. | 

Right Hon. Mr. Muicuen: Did he explain what a “ theoretical sa 
was? I am confused on that. 
Mr. Biacar: Not any further than is set out in the previous passage 
evidence, which I have not read. The point was that Sir Henry Thornton 
under the impression on January 4 that that had been prepared jointly by 
Statistical Departments of the two railways. In that he was wrong. = 
[Captain R. W. McMurray.] 
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nly other thing I have to refer to is the correspondence I have had 

Mr. Rand, on behalf of the Canadian National Railways, because I think 

ommittee has to know next week how this is to be approached. 

on. Mr. Danpuranp: Could you not have the evidence of the last witness? 
r. Biacar: I want to avoid doing it at the tail-end of the day. 

Hon. Mr. Danpuranp: But you are adjourning for an indefinite period. 

' Mr. Biecar: I have not taken more than ten minutes yet. I ean finish’ in 


Right Hon. Mr. MriguHen: Unless this is necessary, let us go on.. We want 
t through at 6 o’clock. I do not know who is going to read this between 
w and the next meeting. 

Mr. Bieear: It may be ten days hence. 

» Right Hon. Mr. Mricumn: What difference does it make? 

| Hon. Mr. Rosrnson: Cannot we have it now? 


pMr. Bicear: On May 27, in anticipation of the discussion that might arise, 
rote to Mr. Rand as follows:— 


It seems now to be clear that the attention of the Senate committee 
_ will be directed to the question of whether or not substantially greater 
_ savings can be brought about by unification or consolidation than by 
_ any other method of dealing with the railway situation. Acccordingly 
the basis not only of the Canadian Pacific estimate of $75,000,300 but 
_ that of $60,000,000 made by Sir Henry Thornton and of $56,000,000 for 
a normal year made by Mr. Fairweather will come into question. No 
_ doubt these latter estimates are in effect one. No doubt also some of 
' the items which enter into the total figure must be regarded as con- 
mm jectural. It will, however, obviously, I think, be important that the 
nature of the basis and the assumptions underlying each item should be 
made to appear, and I think it would save time if, as I indicated to you 
_ yesterday in conversation, the materials for this analysis were pepared 
well in advance. 


a If you could let me have the details as soon as they are ready it 
'_would assist in hastening the progress of the inquiry. 


got a letter back from Mr. Rand dated May 30, as follows: — 


a As I conceive the nature of the inquiry being conducted by the 
_ Senate committee, it is for the purpose of examining all the data relevant 
» to the railway problem which is before this country. Among that data 
_ would be included any proposals advanced to the committee as prac- 
_ tical measures of solution. One such proposal has been placed before the 
_ committee, namely, that by Sir Edward Beatty. Involving as it does such 
_ technical complication of railway administration a critical analysis of 
_ that proposal must obviously be made by those who are familiar with 
_ the general railway situation in Canada. The officers of the National 
Railways are examining the terms of that proposal in the expectation 
_ that they will be asked by the committee for that kind of assistance. 
. On the other hand the National Company has as yet made no pro- 
_ posals of any sort, much less one looking to unification. The only view of 
_ the inquiry which would call for an analytical treatment of the figure of 
$56,000,000, which you mention, is that the proceeding is a contest 
_ between the two railways and that the estimate of $56,000,000 is to be 
q treated as an admission to be urged against the National Company 


; officers challenge the validity of Sir Edward’s proposal at least in dimen- 
sions that would at all satisfy the claims that have been made for it. 
ain R. W. MeMurray.] 
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I venture the opinion that such a view is a complete misconceptio 
of the function and nature of the inquiry. In a letter of this date to M 
Flintoft, a copy of which is herewith, I have indicated the general attitud 
which the National Company takes towards the estimate of $56,000,00 
May I add that any evidence the officers of the National Company ma; 
offer to the committee will be given, not by way of special pleading, bu 
as a rational and critical treatment of a plan of such import to thi 
country as to call for the most searching examination that can be given 7 

For the reasons mentioned, therefore, I cannot see the relevancy ¢ 
the data or assumptions from which the estimate in question is draw1 
but if the fullest particulars are desired they will be found in the memo 
randum which accompanied the estimate to the Duff Commission an 
which is Exhibit 42 in the present inquiry and in the qualifying state 
ments made to the Duff Commission by Mr. Fearweather, which ar 
contained in the evidence he has already given to this committee. | 


Now, the enclosure related to a suggestion I had made to Mr. Flintoft and Mi 
Rand on May 26. It was that Exhibits 42 and 49 should be brought togethe 
in more detail than they are in Sir Edward Beatty’s statement before the com 
mittee, where gross sums are given. The result of that was that Mr. Flintol 
had prepared a detailed comparison of the figures in these two exhibits an 
submitted it, as appears from a copy of the letter he sent to me on May 28, t 
Mr. Rand, suggesting that Mr. Rand should submit it to the officials of th 
Canadian National, and that they should let me know before Tuesday nex 
what, if any, suggestions or criticisms they had to make in regard to it, an 
saying :— 


If necessary, our officials will be glad to discuss the matter with you 
officials in order that we may comply with the request of the committe 


The “request of the committee’ was a misapprehension. There was no reques 

though on Thursday last I told the committee I had made this request, bu 

the reference to that statement was omitted in some way from the notes, becaus 

there was some noise or something of that kind. | 

Now, Mr. Rand’s reply to Mr. Flintoft was dated May 30, and was i 

these terms:— a 

I have your letter of the 28th instant. 

I am not aware of any request from the Senate committee eitht 

to your company or to the National for a more detailed comparison ¢ 

the figures of $75,373,000 and $56,230,000, mentioned in your con 

munication. Such a comparison was made in the statement presente 

to the Senate by Sir Edward Beatty, and your present memorandul 

appears to be an amplification of that. Such a compilation is of court 

within your privilege to make and your request to me is in fact the 

the National Company associate itself with your company in that com 

parison. Obviously we cannot do that. The implication would be thé 

we are treating the two estimates as having been propounded in th 

same character, but that is not so. In Sir Edward’s case the figure we 

obviously given as one realizable in practical action. It is serious 

submitted to-day as the solution of the railway problem and the essenti 

consideration for the committee is an inquiry into the vital conditi 

. of the proposal, namely, its practical feasibility. It is of course to tt 

data on which that question must be determined that the evidence to 

committee is being directed and so far as it may be desired by 

committee our assistance will be given in analysing that evidence 
indicating our views as to its soundness or unsoundness. 

On the other hand, the figure of $56,000,000 was not sub 

to the Duff Commission as, and is rejected by the National Com 
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_ practical realizability. Its details and the qualifications accom- 


committee and a careful examination of them, as well as the evidence 
of Mr. Fairweather already given, will demonstrate that. The com- 
parison, therefore, would be between a plan now propounded as a prac- 
_ ticable scheme on the one hand, and, on the other, a theoretical estimate 
which, taken in the sense of its actual dimensions, its physical proposals, 
and its qualifications, was never put forward as a practical * proposal. 
I am sure you would not want me, by association with such a comparison, 
' impliedly to disregard the essential difference indicated. 

: It may be that such a treatment was in the mind of Colonel Biggar 
when he spoke to us on the 26th instant, although his letter to me of 
the 27th instant does not so deal with the matter. For that reason I 
am sending a copy of this letter to Colonel Biggar. I suggest that all 
_ we can do in order to get a detailed comparison is to use the one that 


has been prepared by the Canadian Pacific, for what it is worth. That 
~ will be Exhibit No. 78? 


a. M. Nea was called as a witness, and took the stand. 
2 By Mr. Biggar: 

_Q. Mr. Neal, what is your present position with the Canadian Pacific 
ay?—A.I am at present Vice-President of Canadian Pacific Western 
extending from Port Arthur to Vancouver Island. 

Q. I suppose you have grown up with the C.P.R.?—A. Yes, sir, I have had 
privilege, starting with the Canadian Pacific at the age of 15 in Toronto, 
ent two and a half years there, from 1902 to 1904, and was transferred 
estern Canada, where I spent eleven years in various capacities. In 1915 
s transferred to the East, and remained twelve and a half years, during 


ved on the Canadian Railway War Board during the war years. On my 
n I was in charge of operations, as Assistant General Manager of the 
ince of Quebec, and in Southern Ontario, and Superintendent of lines in 
hern Ontario, and for two and a half years was assistant to Mr. Grant 
in Montreal. For ten years, or almost eleven years, I have been back 
Vestern Canada. 


By the Chairman (Right Hon. Mr. Graham): 


Q. Was that the Railway Board you referred to?—A. The Canadian 
way War Board. 


me by Mr. Biggar: 

What was the general character of that organization? Some of us may 
emember it—A. It was formed in 1917. I was then Superintendent. of 
sportation for Eastern lines, busily engaged in the supervising and handling 
f troops and other materials for the Canadian Pacific. I was informed at the 
by the Senior Vice President of the Canadian Pacific that the Government 
ie day had got in touch with the railway executives and had told them it 
necessary that they get together and improve the transportation efficiency 
Canadian railways. Something similar had been done in the United 
They were to do this of their own volition, or the Government proposed 
it for them—to take over the railways and operate them themselves. 
uently they chose the alternative and decided they would get together 
lves, and I was appointed General Secretary of this Canadian Railway 
oard and instructed to organize it. That was done, and a system of 
was established and committees were formed, the personnel of which I 


‘panying its original presentation, moreover, are already before the 


fh time I was given leave of absence for two and a half years, when — 


aM here in connection with this present hearing, I had nothing to do, except 


hg 
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selected, and approved by railway executives, You will recollect that we | 1a 
then several railways in Canada instead of two as at present. f 


By Hon. Mr. Parent: . Hi 

Q. What year was that?—A. That was in October 1917, Senator Par r 
That board continued to function in that way until the troops were all retur: 
from the war, and its powers were shorn from it at the end of 1919. It super 
vised the transportation efforts of the railways, although as time went along 1 
got into other activities of the railways, as these boards usually do, I thin 
that one of the most valuable functions that it performed was assisting in t 
establishment of an organization which still functions, known as the Canadia 
Railway Board of Adjustment No. 1, which is in the nature of a final cour 
appeal for all routine labour disputes that arise between railways and the 
various classes of employees. ; 4 
The Cuatrman (Right Hon. Mr. Graham): It gave good service too 
shortening the haul of freight. d 
The Witness: Well, sir, we dipped into all forms of transportation. 
railways in Canada placed themselves completely under the control of this bo 
Our particular object was to expedite the movement of troops and war supplit 
and necessities. ; 


By Hon. Mr. Buchanan: 

Q. Was the board made up entirely of railway executives? Were t 
Government officials on it?—-A. Its active members were all railway official 
except that one of the gentlemen to whom I reported, as General Secretary, w 
the Hon. Dr. Reid, who was then Minister of Railways. I visited him personall 
every week and made a report on everything that was going on. The unite 
efforts of the railways, under the aegis of this board, did speed up the transport 
tion of troops and war supplies, and were efficacious in other ways. If I ma 
I will just give you an illustration of one thing that it did. When this Bo 
was formed Canada’s war exports were hampered very seriously by an extre 
serious shortage of cars, and around that time there was a preponderance 
loaded movements southbound. The American railways also were very bu 
and they absolutely declined to return our cars. ; 


By Mr. Biggar: 

Q. Notwithstanding the dollar a day?—A. Notwithstanding the dolla 
day. I suppose the cars were earning $25 a day for them. We first of all tot 
it up with the American authorities, and I am sorry to say with very lit 
result. Finally I came to Ottawa and the matter was taken up with Dr. R 
who. pursued it through diplomatic and governmental agencies, and eventu 
arrangements were made by which we succeeded in establishing a regular re 
of American or Canadian empty cars—we did not care which they were 
Canada, and that car shortage was permanently corrected for the duratio 
the War in that way. 

Q. Your general point about that is that you have had some direct 
‘perience with something that looked in the direction of unification?—A. It 
a united effort, yes sir. It gave me an opportunity to size up the rail 

situation in Canada by close personal contact—I mention this Just as a ma 
of fact—that possibly no other railway officer in Canada has ever enjoyed. 
so happened in that way. 

Q. You have heard the discussion that has gone on here with re 
to these estimates. Can you speak generally about estimates of this kind 7 
your experience on the railway?—A. Yes sir. I must confess that I h 
been a little confused myself—may I explain, sir, that prior to coming dow 
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brief and superficial way, with discussions. regarding the Duff Com- 
eports or the study of unification. Naturally, as a railroad man who 


a 


rinciple that forecasts must be made, and these forecasts must be made 
ese forecasts are made as a result of knowledge and experience, coupled 
udgment, making due allowance for variable factors. 


"By Hon. Mr. Buchanan: 


-Q. Does that apply to crop reports?—A. Yes sir. One of our occupations 
b this time of year is trying to guess the crop. Later on we estimate it. I 
speaking from the standpoint of an executive who must have accurate 
mation from his officers in order to make decisions. I have to make 
myself, and they must be right. In our engineering department, where 
stimate is being made for $500 or $500,000 or more, it does not matter 
the sum is, great care is taken. All the various factors entering into that 
ate are taken into account. The cost of material, the probable trend in 
of material between when the estimate is made up and when the purchase, 
ly, will be made, the amount of labour, the cost of labour, the nature of 
work and the location of the work, where it will be done, and so on, all 
things are taken into account. I cannot have an estimate from an 
eer and later find out that he is 50 per cent out. He may be a little 
but because of his knowledge and experience I expect that he is going 
9 be very close to the point. 


By Hon. Mr. Calder: 


Q. What happens if he is not?—A. In all my experience with railroad 
eers I have found they are very meticulous in their estimates; and they 
so careful and they take up so much time that they almost try the patience 
a Job. In only one instance did I find—this is something that I am using 
an illustration to answer your question, Senator Calder, and it is over a 
period of years—there was an instance when an engineer did do some 
bad guessing in connection with some figures which he prepared, covering 

her expensive job. And he was so far out and displayed such a lack of 
se and responsibility that I had to put him in a less responsible position. 
at is the only case in my experience of engineers where they were very 
f out. Every business institution must have accurate forecasts. Now, with 
ard to your question, Senator Buchanan, regarding the crop, I would like 
mention this just as an illustration, because I want to emphasize the accuracy 
ith which estimates can be made. And this is a very important thing in 
bnection with transportation, particularly in Western Canada. Every year 
“a good many years I have made a practice of taking a trip personally 
ound throughout the grain belt. I do that usually in the second two weeks 
July, because by that time I can gather information which will tell me 
efinitely about what the crop is going to be, and where it is going to be, and 
what order it is going to come out, whether from Southern Manitoba or 
luthern Saskatchewan, and so on. We have to make arrangements in advance, 
arrange for the distribution of locomotives, for the distribution of cars, for 
distribution of cabooses, and supplies, and men in roundhouses, and so 
At this time of year, anything of that nature would be merely a surmise. 
t year, following my usual procedure, I made a tour of the grain belt, and 
Out the 25th of July—and you will appreciate this, Senator Buchanan— 
as asked, on my arrival at Montreal, what the western Canada wheat 
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crop would be. And I said 160 Pilon Genes It was aout bone : 
and 160 million bushels. That information I gathered by personal s 
by conversation with farmers, elevator operators, our own agents, and 
body else that I could find as I travelled around to ask them. I was als 
asked what percentage the Canadian Pacific— a 


Hon. Mr. Parent: Mr. Biggar, may I ask you what you expect from. th 
witness? This is no information for the Committee. I would like you 1 
come down to facts. 


The Witness: I am trying to demonstrate the accuracy of forecasts ¢ E 
against guessing. And I was going to say— 
Hon. Mr. Hucressen: Let us omit that, Mr. Neal. 


By Mr. Biggar: 


Q. You have heard the evidence with regard to this particular seb 0 
estimates that we have had?—A. Yes sir. 

Q. Are they the kind of estimates that you have been in the habitig 
acting upon?—A. On my arrival in Montreal from the West I got in contae 
with the members of the Committee, and so far as I could checked over tI 
information with them, and so far as I can judge the same process of estim 
ing was used by those various officers in their respective departments as w 
use ordinarily in making forecasts such as those to which I refer. 

Q. You have heard it suggested in the letter that I read just now that som 
of these economies that are contained in this estimate are—I forget the word- 


Right Hon. Mr. MeriacHren: Theoretical, 
Mr. Bicear: Unrealizable, not practical. 


The Wirness: Following the evidence as I have, and knowing these offi 
as I do, and having had many opportunities of checking up the results of t 
figuring in other matters, I must say quite sincerely that I have a great 
of confidence in their judgment, their experience and their ability to estim 
They are practical men and statisticians. I do not know anything abot 
statistics, but I do know about the other end of it. 

Hon. Mr. Danpuranp: What is Mr. Neal here for, to give us som 
statements? 


Mr. Biccar: To deal with the general situation. He was going to sum 1 
up; that was the idea. 


Hon. Mr. Danpuranp: I simply wonder if the witness is going to go ove 
the whole of the evidence and say, “I support that.” I take it for granted 
he would not contest statements that have been made to us by officials of 
Canadian Pacific. Is he going to support those statements by other facts, 
simply going to say that he has confidence in those men? We all take it 
granted that the Canadian Pacific officials have confidence in the men on u el 
staffs. I do not know exactly what the witness intends to cover. , 

Right Hon. Mr. Mricunn: I should judge, from one or two letters t 
I heard at some length, that the Canadian National officials regard all estima 
as theoretical and undependable. I am glad to get some evidence of their 1 
character. 


Hon. Mr. Danpuranp: They speak of their figures, their $56,000,000. a 
Right Hon. Mr. Mricuen: If that is all they mean that is theoretical, tha 
is a different thing. a 
Hon. Mr. Danpuranp: We have had a number of statements which 1 wer€ 
based on estimates. 
Right Hon. Mr. Mrtcuen: Certainly. But this is a matter of how 1 the 
are done, and the competence of the men who do them. This is vital. 
[Mr. W. M. Neal.] 
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n. Mr. Danpvranp: I wonder if the witness is simply going to declare 
nfidence in the men who made these estimates for the Canadian Pacific? 


Hon. Mr. Parmnt: That is exactly the point I wanted to know. We are all 
re that Mr: Neal is one of the cleverest men on the Canadian Pacifie Rail- 


f Some Hon. Srnators: Hear, hear. 
The Witness: Thank you, sir. 


' Hon. Mr. Parent: But if he has nothing to add to what has already been 
stated by the other witnesses, if he is simply going to give all these men his bless- 
g, we do not need him at all. We admire his face— 

The Wrrness: Thank you again, sir. 


Hon. Mr. Parent: —but if he has nothing to add to what has been said, 
e do not want to hear him. 

The Witness: Perhaps my preliminary statement, sir, was a little too 
engthy. What I was trying to do was to demonstrate the accuracy of the method 
at we use in compiling estimates. 


q By the Chairman (Hon Mr. Beaubien): 


_ Q. You wanted to demonstrate that the figures submitted by your company 
constituted in no way a guess?—A. Precisely, sir. May I proceed, sir? 


By Mr. Biggar: 
~ Q. Go ahead—aA. Having observed during the course of the proceedings 
that there were variations, in some cases upwards and in some cases down- 
rds, from original estimates, I asked our officers for information which I 
thought might be of value to your honourable Committee in arriving at an 
accurate conclusion. You will have observed these variations. As I mentioned 
a moment ago, I am not a statistician, but I do take the figures which our 
xpert statisticians prepare. They have given me this statement, which I 
would like to read to the Committee, with your permission. I asked our 
officers for a tabulation of these deductions and increases, and they are as 
‘ollows. These are with regard to the original estimate prepared by Sir Edward 
Beatty, of $75,373,000. 


By Hon. Mr. Horsey: 


_ Q. Bringing it up to date?—A. Yes, sir, revising it. In the first place, 
leductions— 


By Hon. Mr. Murdock: 


Q. This is different from what we have in the record so far—A. This is a 
ummary,in consolidated form of the evidence already given. 
' Q. We have not got it in the record yet—-A. Not in the way it is here:— 
\—Deductions 
1. Savings from co-operation and co-operative measures already 
in effect or approved, estimated jointly at (page 121)...... $1,771,000 
2. Reduction of estimated savings of passenger train miles from 
7,074,454 to 6,649,836 as a result of a change in the first 
estimate and pro rata adjustment of passenger car miles 
HUT D RONG red etrbee fi Magan ke ray Salih Sata gels a OA a ae 1,255,000 
_ 3. Reduction of one-third in estimated savings of dining car 
expenses owing to savings under pooling arrangements not 
included in joint estimated savings referred to in Item 1 
above and reduction in dining car mileage connected with 
reduction in passenger train miles referred to in Item 2 above 
eee ICONSAeMAENCE) lac 2. aah jetty cess wabtieoenalaiees 306,000 
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_ 4, Reduction in estimated savings in general expenses on the 
assumption that recovery to 1930 volume of business would — 
under separate management result in these expenses rising 
only to 90 per cent of the 1930 level (Mr. Liddy’s evidence) . 428,001 

5 Reduction in estimated savings in traffic expenses on the as- q 
sumption that recovery to 1930 volume of business would ; 
under separate management result in these expenses rising 
only to 83 per cent of the 1930 level. This makes allowance 
for elimination of Canadian National radio expense. (The 
83 per cent in this case is calculated in the same manner as 
the 90 per cent referred to in Item 4.above.)............... 981 "1 
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6. Reduction in estimated savings in British Columbia Coast 
Service owing to withdrawal in part of Canadian National ; 
service since 19380 (Capt. McMurray’s evidence)........... 43,006 

7. Reduction in express economies connected with reduction in _ 7 
passenger train miles referred to in Item 2, above (Mr. ae 
MeDonnell’s evidence; page: 726) Heir sve ae ule oan is 17,00f 


Total deduction from the estimate of $75,373,000...... $4,801, 00 


On the other side of the page there are increases which should be taken inte 
account, that is, increases in the estimate. 


B—Increases 
1. Additional revenue from readjustment of interline divisions, 
say one-half of the Canadian National estimate of $3,000,000 

(page 486) for which no allowance was made in Canadian 

Pacific estimate (Mr. Jefferson’s evidence, page 713)....... $1,500,000 

2. Rerouting over unified lines of Canadian Pacific traffic through , 
Detroit gateway to increase system haul taken as one-half of 
$2,272,000 (page 489), being increased gross revenues less 
estimated expenses of handling, included in Canadian 
National estimate and not in Canadian Pacific (Mr. Jeffer- a 
sone evidence; page \J14 bil oe oe et an en, a Aa As eat 1,136,00 

. Increase of estimated savings of freight train miles from k 
5,301 323 to 8,000,000 (Mr. O’Brien’s evidence)............ 2,464,000 

4. Increase in estimate of interest saving on rolling stock ex- a 
penditure rendered unnecessary by unification (Mr. Liddy’s 
BRACE TC CA itiiiicus iusls (nd a Ms ayuteyT MAN NT ais mR aL cage Nt a ae 
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It was pointed out in Mr. Liddy’s evidence that in addition to 
savings of interest on rolling stock (Item B 4 above) there would be 
saving of the amortization of the cost of such rolling stock amounting 
approximately $4,500,000 per annum. This item has not been included 
the foregoing tabulation for the reason that the saving, which is definit 
part of the annual economy, would not be realized in cash until such 
rolling stock came due for renewal and this would not be within the five- 
-year period. Other important opportunities for savings have been men= 
‘tioned which we have not attempted to reduce to figures. y 


By Mr. Biggar: 

Q. You have not included in your summary, Mr. Neal, the deduction w 

would be made if there were no abandonments.—A. I have it in the me 
dum, sir. 

[Mr. W. M. Neal.] 
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—Q. You are coming to that?—A. Yes, sir. 

It was stated in the note to the summary of the estimated economies 
q printed on Page 416 of the proceedings that, ‘““These economies do not in- 
hy clude (except as to equipment) the saving in interest on capital expendi- 
¥ tures, which will be less for the unified railway than for the properties 
j operated separately.’ On the other hand, no provision has been made 
for interest on capital expenditures for fixed property required to accomp- 
lish unification for the reason that such expenditures would not be made 
unless it could be shown that sufficient additional savings would result 
to justify them. 

Taking into consideration all the evidence, there is no reason to feel 
that a fair estimate of savings due to unification on the 1930 level of 
business would be less than the $75,373,000 presented to the Royal Com- 
f mission in 1932. 

The serious interest of the committee in the effect on our estimate of 
a possible decision to alter the extent of line abandonments or to abandon 
no lines at all has made it necessary to consider the resulting alterations 
in our figures. Mr. Liddy has stated that the simplest and most aecurate 
method for arriving as such figures is to compute what it would cost to 
maintain the lines proposed for abandonment on branch line standards. 
and add to this the cost of supplying a tri-weekly mixed train service on 
such lines. He has shown that if only those lines which are common 
to both the Canadian National and Canadian Pacific estimates to the 
Royal Commission are abandoned the total estimate of savings would be 
reduced by approximately $4,215,000 to $71,158,000, and that if none of 
; the lines referred to in Exhibit 50 were abandoned, the original estimate 

would be reduced by $7,248,000 to $68,125,000. 

Mr. Liddy pointed out that these two estimated adjustments with 
regard to line abandonments make no allowance for the possibility that 
if no lines are abandoned the train service on many parallel lines could be 
rearranged so as to avoid the cost of tri-weekly mixed train service 
included in the reductions referred to above. 

a Moreover, the reductions of $4,215,000 and $7,248,000 referred to 
above do not take into consideration the fact that they would duplicate 
to the extent of $624,000 the savings through co-operative abandonments 
which form part of the sum of $1,771,000 deducted under Item Al above. 
P Members of the committee have put many questions dealing with the 
subject of alterations in the estimate which would be necessary to obtain 
the savings possible under 1937 conditions. It would be impossible to 
make an accurate estimate on the latter basis without going through the 
? intricate processes described by the various witnesses. I asked our officers 
if they could not arrive at an approximation sufficiently accurate to 
assist the committee to arrive at a conclusion as to the effect on the 
‘ _ estimate of $75,373,000 resulting from reduction in traffic volume since’ 
1930. They point out to me that the combined expenses of the railways 
q in 1937 were $79,643,000, or 20-7 per cent less than in 1930, and that if 
it be assumed that all the unification economies possible in 1937 had 
fallen in the same proportion as the reduction in expenses of the two 
railways operated separately the estimated saving of $75,373,000 would be 
| reduced to $59,740,000. In this connection, it should be kept in mind 
that the level of wages in 1937 was appreciably below the levels both of 
1930 and 1938. 

As pointed out in the evidence, the Canadian Pacific does not admit 

that the conditions of 1937 or 1938 can properly be regarded as normal. 

_ We still believe that the year 1930 may reasonably be regarded as a 
_ normal year and, therefore, we are firmly of the opinion that the original 
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estimate of $75,373,000 can properly be regarded as a realizable measure 


of the annual savings which would result from unification under norma 
conditions. 


By Hon. Mr. Parent: 


Q. Under normal conditions with the provision that you remove a certair 
part of the lines?—A. That is taking into account the remarks which I have 
just made, sir. 


By Mr. Biggar: 
Q. Now, Mr. Neal, that disposes of your notes and summary in regard te 


the estimates?—A. Yes, sir. I have no further comment to make in regard te 
that. 


Mr. Biccar: Mr. Chairman, it is suggested that Mr. Neal deal before the 
committee with this question of the labour situation. Perhaps the committee 
weuld like to hear from him on that point? ) 


By Right Hon. Mr. Meighen: 


Q. Before you do that, Mr. Neal, I have not heard very much on th 
feature that has been in my mind—perhaps I should have asked Sir Edw 
Beatty about it—as to the effect of unification in respect of the ageregate ¢ 
of future improvements with respect to capital requirements. It strikes me t a 
that ought to be the main avenue of savings—aA. I thought that that item was 
dealt with by Mr. Liddy in his evidence yesterday. i 

Q. In a general way, but not as to any estimates. Would you care to mak 
any comment on the possibilities there of what I fear in the future will b 
duplication of these capital commitments? It is the capital commitments tl 
have murdered us in the past.—A. Quite right, sir. a 

Q. I am wondering what would be possible along that line, gigantic savings 
—A. I am not a financial man, sir, but the answer must be perfectly obvious 
If we have one railway management in Canada we would get away from th 
heavy capital investment that arose from competition such as we had prior t 
1932. It always seemed to me that that was one of the circumstances that 
brought about the inquiry of the Royal Commission at that time. 


is 


By Hon. Mr. Robinson: 


Q. There is one feature of this thing I would like to ask about. You speak 
of a normal year, but the railway conditions of Canada and of the world 
generally have changed, and what was a normal year a few years ago m 
not be a normal year ten years from now. 


By Hon. Mr. Robinson: 


Q. Clever as these gentlemen may be at making estimates, I wond 
anybody can make an estimate of what the future of the general railw: 
situation is going to be. I do not suppose that you can very well esti 
that—A. I should like to attempt to answer, because in doing my own pers 
figuring, in my own amateurish way, I have taken the year 1930 as a ba 
year., One of my friends warned me about that time that I would be looki 
back on it as a boom year, and sometimes I have. But I fully anticipate 
in Canada in any event our total volume will get back to the level of 1980. 

Q. There is a general feeling the world over—A. That is getting pretty 
into the field of economics. But in Canada, particularly in Western Can 
when all is said and done, I think I am not far afield in saying that our rail 
traffic and conditions generally rise and fall with agricultural production. Thet 
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no indication in the West of a drastic reduction of the acreage sown to grain. 
) long as that factor remains stationary it becomes a matter of weather con- 
fons, combined with world markets, of course. But having seen the rises and 
Ils of railway traffic, and taking into account changes due to highway com- 
tition or the increased growth of grains in the consuming countries of Europe, 


nnot see why conditions in Canada will not return to normal. I would be 
rised if they didn’t. 


By Right Hon. Mr. Meighen: 


Q. I am inclined to agree with Senator Robinson that you are optimistic 
accepting 1930 as a standard year in railway traffic. Are you not going to 
ce a continual contraction due to other forms of competition?—A. Other forms 
transportation? 

Q. Yes.—A. Increasing inroads of highway competition are being made with 
more or less success at the present time. It took the railways some time to get 
started meeting that competition, but we are doing it in the form of pick-ups 
and deliveries; we are gradually getting on to the roads our own trucks, 
and speaking for the C.P.R., we are operating some bus lines; and from my own 
gersonal observation, particularly in the longer haul passenger travel, the biggest 
slement is the air-conditioned equipment. That comes from the passengers 
hemselves. 

So far as Canada is concerned, we do derive our principal earnings from 
rimary products, the long haul, mostly for exportation, and I do not see how 
truck is going to get into it. 

a 
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By the Chairman (Hon. Mr. Beaubien) : 


q Q. If it is true you are going to lose some traffic—and you have lost much 

A. True. 

Q. —is it not an additional reason why we should seek unification and 

uce the equipment to the size of the trade?—A. There are more reasons than 
t. That is perfectly correct. This thought has come into my mind many 

imes. If the railways were not competing with one another to the extent to 

vhich they do, we would have time to concentrate on devising further means of 

( mpeting with other forms of transportation. 

_ Q. And you could more easily do away with your surplus equipment that 

ou now keep for competition?—A. That would follow. 


bs By Hon. Mr. Coté: 


. Q. Is it worth while to carry on your competition with the other methods of 
ransportation to such an extent? Your L.C.L. business, for instance, is a small 
art of the total. It pays well, but it is expensive to operate—A. It is expensive 
Ohandle. Furthermore, in my opinion, there is a very close relationship between 

‘LC.L. freight that a man ships and the carload freight that he ships, because 
ny ship carload and L.C.L., and the trucker is getting into the carload business 
. That has been demonstrated in the United States, and it is increasing in 
nada. 


By Hon. Mr. Horsey: 


_Q. Dealing with the large future capital expenditure savings, if we had an 
ide board to compel co-operation, and that would deal with all future expendi- 
of the two roads so as to avoid excessive competition and waste——A. 
I take it would be something similar to one of the functions of the Inter- 

Commerce Commission. Sir Edward Beatty referred to that. 

_ _Q. Would that not be just as effective in stopping the waste on future 

alization? —A. No, sir, I do not think so, for this reason, that under this 
you always have the two elements and you have the arguments and the 

e. 
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exercise SanErpl? i 
Q. That would be their business——A. It might have ihe statutory author iy 
but it would not be as sure-fire as if you had central organization. q 
Q. It would not have the direct interest— q 


a. 
mir 


By the Chairman (Right Hon. Mr. Graham): 


Q. Has anybody figured out or estimated what capital expenditure will k be 
incurred in bringing about the unification?—A. That is a very hard question. I 
just mention it in this memorandum. That is a question that I asked our com: 
mittee. In looking over the situation and the possibilities of unification, 1% 
would be necessary to go to every location and figure out whether this propositi r 
was economically sound or not, which facilities would be closed up and wie 
changed. I could not answer at this stage. 

Q. I can understand that it is difficult until you know what changes you are 
going to make, what facilities you are doing away with, what stations you 
abandoning, and what you will have to build, for instance in the big cities. 
understand ‘the difficulty, but I thought perhaps you had it in your head a 
would not tell us—A. I would tell you quite frankly if I had a figure of th 
kind or knew how to get it. You see, we would have to cover the whole country 
and make studies even in order to arrive at an educated guess. 


By Hon. Mr. Murdock: 

Q. In your statement you referred to the Detroit gateway. I touched upe on 

this same question a couple of days ago, but I am no wiser now than when | 
first thought of it. It is a fact that the Canadian National has the Grand Trunk, 
or the Grand Trunk Western from Port Huron and from Detroit to Chicago, a 
mileage of 1,035 in Michigan, Indiana and Illinois. I would like to know wheth 
under this contemplated unification as proposed by you it is the intention for yo 
line to utilize the tracks and services of the Canadian National lines already le 
down and operating between Port Huron and Detroit and Chicago.—A. Under 
unification, it is my understanding that we would not have Canadian: Pacific 
and Canadian National. We would use the facilities of the unified company 
instead of those of competing companies. 
Q. And the Detroit gateway would be via Canadian National?—A. I would 

say so if I were operating under a unified system. . 
Q. A gentleman yesterday laid down a proposal for four regions. In region 

“B” he proposed a mileage of 7,975 miles, in which was included 1,035 miles of 
‘the United States lines west of Detroit and Port Huron. Now, in that region 
was included such places as Sudbury, Schreiber, Smiths Falls, Trenton, London 
Stratford and Allandale. Would that be a consistent regional set-up, havi 
regard to United States Interstate Commerce regulations?—A, The railwa 
already operate lines in the United States, all in the one region. 
Q. No, the lines in the United States on the Canadian National— —A, You 

are talking of the Grand Trunk Western? 
Q. Yes. Would not they have to be handled as a separate entity under 
Interstate Commerce Commission regulations?—A. No, sir. As I say, we alreac 
Lae lines in the United States under Interstate Commerce Commission regi ie 
ations ‘| 
Q. Through Maine, yes—A. And down in Vermont, and vice versa you have 
the Canadian “Central or the Michigan Central through Southern Ontario. ‘ 
Q. Do you think that would be the logical arrangement for 1 035 miles ¢ 0 
line?—A. I have not studied it. I could not say. 


By Mr. Biggar: 


Q. Looking at Exhibit No. 49; which shows the estimate of $75, 373,0 0 
the first of the subordinate exhibits that has any figures in it, I A 
[Mr. W. M. Neal.] J 
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it “HH,” which begins at page 422. Now, if I have understood the 
ce given by the succession of witnesses we have had before us, there are 

comparatively few assumptions that underlie all those figures in Exhibit 
1,” which amount to $64,000,000 odd out of the total of $75,000,000. There 
mly $9,000,000 out of the $75,300,000. I want to know if I am right in that, 

rder that we may, if possible, shorten our proceedings.—A. If I understand 
question. ; 
Q. I am going to ask you about the assumptions that underlie all those 
es of the $64,000,000—A. Well, I listened to evidence given 
-Q. I am going to indicate to you what it seems to me underlies it. In the 
st place, a great many of the figures in these tabular statements in Exhibit 

,’ which add up to the $64,000,000, are arrived at by applying to the whole 
leage of the unified systems, less 5,000 miles, Canadian Pacific unit costs? 
u have followed that?—A. I have sir. 

Q. Now, it would appear—a good many members of the committee have 
illed attention to it—that if corresponding Canadian National unit costs were 
adopted instead, an entirely different result would be found. That is true, 1s 

not?—A. I should think that would be so. I should think that is quite 
vious. 

Q. I think that the fact is, is it not, that—take Exhibit “F,” for example, 
e figures that underlie that rearrangement of the system headquarters, 
ional, district and division, do not involve any assumption at all except 
madian Pacific unit costs applied to the administration?—A. To the new 
ministration. 

Q. I mean, there is no other assumption underlying them at all?—A. No, 


4 
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Q. The Canadian Pacific unit costs also underlie some other things. I 
nk that they alone underlie the general expenses, which is the tabular state- 
nent at the bottom of page 425?—-A. What, is that question again, please? 

Q. These savings of $4,289,005 do not involve any assumption except Cana- 

Pacific unit costs?--A. That is all, sir. 

_ Q. And I think the same thing is true for the “All Other Expense” table, 

page 426, which is really only dining and buffet car service?—A. Yes. 

Q. There are other assumptions, and we can deal with the particular figures 

which they relate—A. I beg your pardon, sir, but Mr. Leslie has drawn 

attention to the fact that the dining car service table was based on com- 

ed cost. 

_Q. There none of those assumptions are involved, none of the assumptions 

at we have so far referred to?—A. No, not on that item. 

_ Mr. Lesum: I might add, Mr. Biggar, that in certain cases it is a mixture. 

‘Mr. Biccar: I know. We are coming to some of the other cases where 

re is an obvious mixture. 

' Q. But there are other assumptions, I think only four of them. In the 

place, there is the assumption that 5,000 miles will be abandoned. We 

re dealt with that specially, and you have given all the figures with regard 

hat and we can dismiss that for the present?—A. Yes. 

Q. We have a second assumption, that there will be a reduction of the 

nger train mileage. And a good many of the figures in the others of those 
ular statements depend in part on the application of Canadian Pacific 

i costs and in part upon the assumption—if it is an assumption, or caleula- 

1—that the passenger train mileage will be reduced, as indicated in Exhibit 

»?—A. I haven’t it in front of me, but if these are the figures demonstrated: 
Mr. MeNeillie, this would be taken into account. 

Q. Then we have the figures based upon the assumption that the freight 

and freight car mileage will be reduced, as indicated in Exhibit “C” at 
8. And finally you have got, for the purpose of one or two figures 
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only, an assumption that by unification rather better terms could be obtained 
for the coal that the unified system would use than is obtainable separately by 
the two systems?—A. Yes, sir. | , : y 
Q. I cannot find any other assumptions underlying them, but I find a 
different class of things underlying some of the figures. There are some figures 
—-and we shall have to look through them to see which they are—that do not 
depend upon assumptions at all. They depend upon actual reports from people 
we have not scen. I think it was Mr. O’Brien who told us that he had hag 
reports with regard to actual figures of savings that could be made at a numbe 
of stations?—A. Yes, sir, I think he said that. q 
Q. So that there you are not making any assumptions of the kind that I 
have been speaking of, but the committee that prepared this estimate in 193 
aceepted calculations which were made by individuals whom we have not seen? 
—A. Quite so. For instance, some of Mr. O’Brien’s figures were based on the 
handling of L.C.L., freight. Well, I have worked around in these things, and I 
know how the figures are made up. They may reasonably be accepted as being 
accurate. He also referred to the knowledge which we have from interchange 
of equipment. 3 
Q. That is not exactly the kind of thing I am speaking of. But you have 
that class of thing, where Mr. O’Brien said, “I asked the men who knew al 
about Vancouver station service, and I was told that $52,500 could be saved,’ 
for instance. Now in the first place it is perfectly obvious, I think you will 
agree, that this Committee here could not possibly undertake to examine the 
accuracy of every estimate of that kind. We cannot get these terminal and 
station people here before us, fifty to eighty of them.—A. The time of the Com- 
mittee would be taken up indefinitely. a 
Q. Exactly. Now just with regard to that, is or is not that kind of informa- 
tion the kind of information that you as an executive officer in the railway do 
act upon from day to day?—A. Yes sir. In the case of Vancouver, I know the 
men who made it up. « 
Q. But I mean, that is the kind of information you get for the purpose of 
making a decision?—A. Yes. 4 
Q. Now I want to go back to those other assumptions with regard to reduc- 
tion in passenger train mileage, and freight train mileage particularly. I have 
said those are assumptions underlying the figures.—A. Yes. fs 
Q. Because we assume the results of Exhibits B and C. But when you 
come to look at the foundation of Exhibits B and C—I mean those reductions of 
passenger and freight train and car mileage—have you not got exactly the same 
thing underlying those as you have underlying the station figures, but they are 
brought together in Exhibits B and C? That is to say, that for the purpose of 
arriving at the figures in Exhibits B and C of the reduction in passenger and. 
freight train and car miles, somebody has had to make an examination of a 
particular situation with regard to that, a particular piece or pieces or line, the 
tonnage that moves over it or them, and other matters of that kind, which involve 
thousands of points of detail? Am I right?—A. Correct, sir. a 
Q. And is there any more chance, possibly, of the Committee going into” 
those thousands of particular instances than there is of its examining the situa> 
tion with regard to stations and terminals at some forty or fifty places” in 
Canada?—A. No sir. You are doing exactly what I do myself. we 
Q. How do you mean?—A. In accepting information from people—of course 
you do not know them, but I know them and I have confidence inthem. | 
Q. But would you say it is possible for the Committee to deal with the 
numerous facts that underlie those figures with regard to the number of t 
miles?—A. If you pursued those things to the ultimate detail, sir,—it woul 
quite impossible for this Committee to do it. <5 
[Mr. W. M. Neal.] - 
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_Q. It really comes down to this, does it not, that all that we can do here is 
termine whether these figures were or were not carefully prepared and are 
h particular examination?—A. Yes, if they are practical. 
Q. We are in this position. This Committee of the Senate represents 
idirectly, if not directly, the people of Canada. And the people of Canada 
he owners of the Canadian National. That is the position?—A. Yes sir. 
Q. So that really the capacity in which you are here is as representing a 
vately owned railway, trying to convince the owners of the competitive rail- 
that an estimate that your officers have made with regard to possibilities 
unification is an estimate upon which they should put dependence? That 
he position, is it not?—A. Yes sir. May I make this remark, sir, that in 
judying these things we do not study them entirely as Canadian Pacific people. 
_Q. But at all events you are here as an officer of the Canadian Pacific 
Railway?—A. Yes sir. 
_ Q. And you have recommended to the Committee an estimate with regard 
the possibilities of unification. Now, suppose that the representatives of the 
ple of Canada said, “Look here, Mr. Neal, we cannot satisfy ourselves about 
, 80 as to be perfectly sure. What chance are you prepared to take, you, the 
Canadian Pacific Railway, that your figures are right?”—A, I believe they are 
right, and I am prepared to have them, so far as I have discussed them, and my 
ynfidence in them, subjected to examination, 
Q. But I am putting it this way: what you are really asking the represen- 
ves of the people of Canada to do is to recommend to the shareholders of 
Canadian National Railways that they should enter into a particular kind 
greement. Now is it possible for the Canadian Pacific to consider saying: 
e€ are so convinced that if we set up a new unified management with five 
rectors appointed by us, five directors appointed by you, and five directors 
lected by those two groups, we are so convinced that we can persuade these 
aining five directors, the joint five directors, that our proposals with regard 
avings from unification are right and that the savings can be practically 
e, that we are prepared to make a deal with you on the basis that they are 
t?—A. Well, I think that that is the foundation of Sir Edward Beatty’s 
ement. 
Q). Well, he has not suggested that, you know.—A. I do not know whether 
low you. 
— Q. I am not asking you to commit yourself—A. I would be prepared to 
you a clear answer so far as it rests within my authority to do so, but I do 
> know whether I follow you correctly. We have this proposed board spoken 


» Q. We have not got it yet-—A. I am talking hypothetically. If we had it 
posed of fifteen directors, as you say, what are they to consider? 

Q. They are going to manage the unified system.—A. Do you mean could 
done? 

_ Q. You know, I am assuming that has been done.—A. Yes. 

Q. Now, the directors representing the Canadian Pacific meet the other 
ectors and say, “ We propose to make certain economies and the aggregate 
those economies will be $75,000,000.” Now, is the Canadian Pacific to-day, 
re that unification, prepared to say, “ If we cannot persuade those directors, 
we who suffer ”?—A. I don’t know that we would suffer. 

Right Hon. Mr. Mrtcuen: I thought you were going to say, “If we cannot 
hese results we would suffer.” 

Mr. Biccar: But I think the other is the fairer way to put it, because the 
as it is put against unification, is really this: it is all very well, you are 
of the possibility under ideal conditions of making these savings, but 
ally public opinion won’t allow you to do it, and you know any unified — 
ay in the last resort wil! be governed by public opinion. 


4 , 


Hon. Mr. Parent: The question is very appropriate and gives the 
matter in a nutshell. ” ean : 
Hon. Mr. Cort: We have a precedent already. ah 
The Witness: As I understand it, the legislation has been passed? 
new company has been formed and the directors have been selected and 
are in charge? 
Hon. Mr. Carper: You are assuming that. 


By Mr. Biggar: é ; 
Q. You are trying to follow me?—A. Now, it is their responsibility to pw 
those estimated savings into effect. They will examine each project which | 
been placed before them, and they will call in their experts and say, “ We w 
your recommendation on such and such a service. You must consider at 
times the paramount feature of public interest and care of employees.” Hav 
taken care of these things, then we have to go to the Board of Railway C 
missioners, if it is a matter of public service, and we can be reasonably assure 
that we will get a favourable decision from the board. 4 
Hon. Mr. DAnpuRAND: That is another hurdle? : 
The Wrrness: In some cases yes, in others no. But in my experient 
where we have been able to convince the Board of Railway Commissioners t 
nobody is going to suffer, the board has dealt with the matter on its me 
There are other things which this company could do with respect to which t 
would not have to go to the board for approval and in which labour is m6 
involved nor public service. 7 


By Mr. Biggar: 4 

Q. The real point I am putting to you is this, Mr. Neal. It may have som 
practical significance, it may have none, but it is worth exploring for a ff 
minutes. Supposing there was an agreement that unification was advisable fi 
the purpose of saving from $50,000,000 to $75,000,0G0 a year, much of which 
paid out of taxes. Now, it was suggested that the possible division of + 
saving should be on the basis of an amount calculated by reference to what 
Canadian Pacific had earned in past years and what the Canadian National 
earned in past years, and when any residue of that saving should be div 
equally. a 

Right Hon. Mr. Mzicuen: You have it wrong. 

Mr. Bicaar: I thought I had it right. . 

Right Hon. Mr. MeicHnn: What was said was this. The approach to 
agreement for unification should be along these lines, that as respects earn 
represented by aggregate earnings in the past of the two systems over a pe 
of years to be agreed upon, those earnings should be divided as they have | 
in the past; but when you come to the earnings beyond that, which would 
considered the earnings due to the unification, they should be divided in 
terms of the Canadian Pacific brief and the Canadian National would get 2 
least one-half. 

Hon. Mr. DanpuraAnp: No; on an equitable basis. 

Right Hon. Mr. Mrtexen: At least a half. 

The CuarrmMan (Hon. Mr. Beaubien): No. The savings would be di 
on An equitable basis. 

Right Hon. Mr. Mricuen: Yes. 


By Hon. Mr. Murdock: . 

Q. When our distinguished chairman, Senator Beaubien, started this 
discussion, I understood, and I think others did too, that we were going 
[Mr. W. M. Neal.] in 
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taxpayers of Canada $75,000,000 a year by the unification of the 
a Are you prepared to guarantee that?—A. I personally? 
Yes.—A. I never had that much money in my life. I think the Cana- 
acific Railway might be prepared to do so. 
If they would, then that is the answer. 
The Cuamrman (Hon. Mr. Beaubien): I will take your note, Mr. Neal. 
Mr. Bicear: This is the way it is put at 529 of the proceedings: — 
The third of my fundamental points is that each group of owners 
_ should continue to receive under unification the net earnings which past 
- experience indicates their company would have received as an independent 
 Institution,— 
Right Hon. Mr. Mriguen: That is it. 
Mr. Biaear: 
_—and that the additional net earnings made available by unification be 
_ shared between them on an equitable basis. I assume that the Govern- 
- ment would directly receive at least half of these savings. These details, 
| - of course, could only be determined at the time of the formal contract. 
_ Hon. Mr. Carper: Quite right. 


ae By Mr. Biggar: 
| Q. Let us put that in terms of figures. Suppose we ignore questions of 
s or stocks or anything like that. The Canadian Pacific has to pay about 
,000,000 in fixed charges before it declares a dividend to its owners—between 
000,000 and $24,000,000—and the Canadian National falls about $42,000,000 
OW paying its interest due the public. All right. Now, let us say, to get 
sy figure, $50,000,000 is the amount of the saving due to unification. Under 
circumstances there would be an actual credit to the Canadian Pacific, 
he Canadian National deficit would be substantially reduced, and then 
jmething would be divided equally?—A. It would be according to that formula. vA 
Q. Now, that would be true— 
Hon. Mr. Catper: I doubt very much if this witness can go into that at 
is stage of the question. 
Hon. Mr. Parent: He is well able to protect himself. 


| Right Hon. Mr. Mrtcumn: If you take $50,000,000 as the savings due to 
ation, Sir Edward Beatty has said that that whole $50,000,000 would be 
d equitably, and that “equitably” meant the Canadian National would te 
- least one-half. % 
Ir. Biaear: Is that really possible, because who is going to determine how 
of the net earnings of the unified roads are due to unification? 
ight Hon. Mr. Mriguen: That is all going to be in the agreement. The 
of the agreement was this, that out of earnings of the two systems would _ a 
vaken such amount as was represented by the combined earnings over a Ne 
, and divided between them in the proportion of their respective earnings ag 
past. We will say the earnings were $75,000,000 in the past, and that the mH. 
gs on the one basis are $25,000,000 and on the other $50,000,000; they “Ai 
e divided in that way. Then any additional earnings over that $75,000,000, th 
90,000,000 will be divided equitably, with the condition, in the words of : 
ward Beatty, that the Canadian National gets at least say half. a 


Mr. Biccar: Yes. a 

ht Hon. Mr. Mercuen: I should like to import into that condition the if, i 
e that they might get a little more. . 
m. Mr. Catprr: They have a larger mileage. 
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Right Hon. Mr. Mricuen: Yes. . at ; Ne 
Mr. Biccar: I am not putting that to Mr. Neal as a question. Ls 
is the simple position: the Canadian Pacific has put forward this estim 
it might be worth while considering how far the Canadian Pacific would ben 
under it. 4 
The Wrrness: I am hardly in a position to answer that question. I cam 
assume the responsibility. a 


By Mr. Biggar: 
Q. Ihave put the point clearly enough?—A. I think so, sir. 


Hon. Mr. Corn: As far as I can see, on that theory, if there were no earning 
the Canadian Pacific would have no money to pay interest on their fixed chai 


By Hon. Mr. Calder: 


Q. Mr. Neal, I do not know that you should answer the question, but t 
is another hurdle to be met, as I see the evidence. It appears to me from 
evidence that the unit cost on the C.N.R. is higher than that on the C.P.B 
take that from the comparative tables that have been submitted to us for certal 
classes of service. Now, as Colonel Biggar has pointed out, your estim 
savings are based largely, not entirely, on your unit costs, and if the $75,000,0 
or thereabouts is to be saved, it is saved, in the opinion of the C.P.R. offi 
on the assumption that your unit costs are made applicable to the comb 
railway mileage. Well, I think you will meet a hurdle there. That hurdl 
not be with the C.P.R. officials, it will likely be the public, and you will | 
to get over that public—A. In part, sir, also— 

Q. And just let me add this. It will not be the public in the ordinary § 
of the term. There will be a political consideration to be taken into account, 
your board of directors will be up against that political situation. Then 
question at once arises whether it will be possible for the board of director 
apply your unit cost to the entire railway mileage of Canada—A. My 
to that, sir, is this. Once the unified system is established it will na 
follow that if there are more efficient methods they will be adopted. For in 
if the Canadian National practice in respect of some particular item is 60 
sidered the most efficient, it will be made the standard. , 

Q. That is not a reply to my question—A. If they are in effect on 
Canadian Pacific Railway, they will be made standard. I do not see where 
effect. of public opinion comes in. 

Q. You have got to remember that if you disturb a certain railway cond 
in a certain part of Canada you would at once have a public opinion th: 
liable to express itself politically. There are people who have got to be el 
to Parliament, and those people want certain things done and certain ( 
things not done: for instance, “certain stations must not be closed or you . 
get my vote.” That is the practical situation that your new board will 
against. My point is, you will find a condition in there—I quite unders 
your viewpoint—if you give this new board of directors the same powers 
the C.P.R. directors now have they would be able to say, “We are not con 
about the election of members to Parliament, and we will be able to app 
unit figures.” But once you take in a major portion of the railways of C 
and begin to interfere with large sections of the services of those railway 
you have got another factor that you are bound to take into consideration 

Hon. Mr. Mvurvocx: In other words, you have a creature bigger tha 
creator. 

The Witness: Absolutely no. 

Hon. Mr. Parent: Or a power within the state. 

[Mr. W. M. Neal.] 
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3y Mr. Biggar: 
There is a very difficult point in what Senator Calder says. That is the 
on I was referring to those assumptions, which I think are all the committee 
ly need to deal with. Could you provide for us between now and the time 
ommittee is going to meet again some tabular statement comparing the 
dian Pacific and the Canadian National unit costs so far as those unit costs 
r into this exhibit of yours, No. 49?—A. Yes, sir I think they are all in the 
ence. It is just a matter of getting them together. 
Q. Now, the difficulty is that it is hard to get these calculations made. It is 
ible you could carry that further, if you will. There has been a good deal 
iscussion of the difference between 1930 and 1937. Could you have that 
rison of unit costs, so far as they are relevant, made for both years?—A. 


By the Chairman (Hon. Mr. Beaubien) : 


Q. The operating ratio of your railway would show that?—A. That shows 
results. That is what I go by when I am comparing— 


By Hon. Mr. Robinson: 


Q. Have you any idea as to what the operating ratio would be when you 
e these statements; what the saving of $75,000,000 would mean?—A. It 
nds on the earnings. 


By Hon. Mr. Hugessen: 


. I think it would be interesting if you would tabulate on the basis of a 


00,000 saving in 1930 what the operating ratio would be in that year.—A. 
ctly. 


By Hon. Mr. Robinson: 
Q. That would be easy?—A. Yes, sir. 
May I answer Senator Calder? He has brought up a very interesting point. 


ite realize, sir, what you have in mind. I know nothing whatever about 
i¢s— 


By Hon. Mr. Calder: 


. When I opened my mail this moring I found in it a document which 
d up with a statement as to the necessity for a united front against the 
onment of this and of that——A. That is precisely what Mr. Flintoft was 
ng about, and that is the needless agitation of the public mind. It has 
ened before. 


Hon. Mr. Parent: You cannot expect anything else. 


The Witness: What I was going to say was this. In visualizing the unifica- 
f this railway we must remember that these things are not done at once. 
es such as you refer to are occurring more or less all the time in the 
ion of Canada, and without any active public resentment. I started to 
7 we had made certain savings, for instance, on our North Shore line north of 
ke Superior, parts of which were double-tracked prior to the War when we 
very heavy grain movement. We took up the double track and used the 
nd the ties, and it did not mean anything at all. Then, our Transcona yard 
nipeg has not operated since December 15, 1928, because we have not had 
at crop big enough to require it. 


. By Hon. Mr. Calder: 
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Q. It could not be brought about to anything like a full extent in less tha 
five or ten years, or probably longer?—A. It might take longer. aa 
Q. And you think that because of the period of time over which it wou. d | 
spread there would not be any great danger of public resentment?—A. Ye 
I would not think it would be so revolutionary as to upset the country. of 
remember that invariably when I used to come to Ottawa to see Dr. Reid he use 
to warn me about actions that were going to upset the public. q 
Q. I am sitting next to the senator from Diamond Junction, and he ha 
been for Diamond Junction ever since he has been here. ; 
Hon. Mr, Parent: Against. 


Some Hon. Senators: Oh, oh. 


By Mr. Biggar: a 

Q. I do want, if possible, to get this discussion down to something mana 
able when the committee reconvenes. In the first place, we have the practicabi 
of these things, but apart from practicability we have the question of the fig 
and I have asked you for these comparisons of unit costs.—A. Yes, sir. Ya 
mean the cost per mile, the cost per locomotive mile? 
Q. The unit costs upon which these schedules in Exhibit “H” are based= 

A. We understand, sir. : 
By Hon. Mr. Hugessen: 4 

Q. And you are going to provide that not only for 1930 but for 1937? 


Mr. Biccar: Yes. 


By Mr. Biggar: § 
Q. Now, next, can we have a statement indicating to what extent 
resulting figures of all those estimates—I mean the $64,000,000 odd—dep: 
merely on the application of the unit costs, and to what extent they depend u 
the reduction of passenger car mileage and the reduction of freight car mile 
in Exhibits “B” and “C”?—A. And the abandonment of facilities? 
Q. We have done with that—A. That is on the basis of the 5,000 m 
I might say, if I may, for the benefit of the railways, perhaps, that in so 
the railways are concerned there have been only two times when large 
abandonment programs have been suggested, and in neither case did they 
from the railways in the territories. One occurred in 1918, and the other occur 
as a result of the Duff Commission’s inquiry. ; 
Q. I think we have disposed here of that assumption.—A. Apart from 7 
costs you also have facility abandonments. We have not dealt with facility 
abandonments. 
Q. No, and they do not depend on any general assumptions at all, but 
special reports with respect to the particular facilities in question, and it 1 
impossible for us to examine those.—A. Yes, sir. A 
Q. But we can consider the extent to which the $64,000,000 depend 
upon the application of C.P.R. unit costs, and can ascertain to what extent 1 
depends upon the reduction in train and car mileage——A. Yes, sir. 4 
Q. If that could be calculated it would help very much, I think, in 
centrating on points the committee is capable of discussing—A. Yes, sir. 
Q. Now, there were some points you wanted to deal with. You have 
the discussion as to how far afield it is desirable to go at this stage wh 
want to finish at 6 o’clock. There were some other points you wanted to di 
—A. Yes, sir, there were, but I do not want to take up the time of the comm 
unnecessarily. . iy 
The Cuarrman (Hon. Mr. Beaubien): You have thirty-five minutes. 
(Mr, W. M. Neal.] ih 
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_ The Witness: Thank you, sir. 


By Hon. Mr. Dandurand: 


_ Q. Have you a short statement to make?—A. No, sir, I have no state- 
ent. It is all in my head. 

_ Q. Are you about through?—A. No, sir. I have had thirty-five minutes 
ted to me. 

In connection with these line abandonmenis about which we have heard so 
uch, I have been very much interested because of my personal knowledge of 
some of these localities, and I thought perhaps I might give you some informa- 
tion that would be of value. Having worked in Northern Ontario and lived 
in that country, and having discussed the general railway situation so often, 


lot 


anadian railway problem the key-log of the whole situation is to be found 
ere, because in that sparsely settled territory, with its 1,800 miles of line, 
mditions have changed. If there is any place in Canada in which a permanent 
ange in traffic has occurred, it is there, between the head of the lakes and 
dbury. When those lines were conceived and built, one of the most difficult 
ansportation problems in Canada was the movement of the Western wheat 
crop during the season of closed navigation. The Canadian Pacific when it 
operated alone could not handle it, so much so that we had an appropriation 
for a very large sum of money to double-track from Sudbury to Fort William. 
Part of that I referred to as having been taken up. Then I remember very well 
the discussions in connection with the Transcontinental. One of the benefits it 
ae e ° . 

ould confer upon Canada—and the argument was most convincing—was that 
b would provide a light grade cheap route from the Prairie Provinces to Quebec. 
Unfortunately, because of the operations of the Panama Canal and, to a slight 
extent, the Hudson Bay Railway, and the great increase in elevator capacity 
the head of the lakes, the increase in lake transport capacity, the elevator 
pacity at bay ports and the Atlantic seaboard, the establishment. of elevator 
pacity at Vancouver and the improvement in the mountain routes, that all-rail 
rain movement has not taken place since January, 1924, and I cannot see how 
it will ever return. 

_ Now, in that territory one of the first problems of a unified management 

ould be to study and see how we could eliminate unnecessary mileage without 
rting public interest. One point which I have not heard discussed by either 
ction of the Joint Co-operative Committee is the possibility of using the 
goma Central and Hudson Bay Railway. The Algoma Central was built by 
e Clergue interests, and operates from Sault Ste. Marie, connecting with the 
adian Pacific at Franz and the National Transcontinental at Hearst. 
Now, when I was General Superintendent on the Canadian Pacific line, 
en under the very severe operating conditions during the winter time, we 
oved as many as fifteen freight trains each way per day out of Fort William, 
ndling grain. That was up to January, 1924. At the present time, when 
gation has closed, we move three freight trains each way per day—two fast 
ights and a way freight—and from what I have picked up in more or less 
ual contact with railway men, I imagine that on the three lines there would 
obably not be more than eight, or, roughly speaking, half the capacity of the 
le railway. It is going to be some time, I think, before winter transcontinental 
e will develop 100 per cent; that is why I say that situation there con- 
utes the key-log of the dam of our excess mileage problem. 

This other situation up here, from Kamloops to Vancouver (indicating on 

) is very interesting as to one of the reasons why the public, not the railway, 
ep bringing up the matter of line abandonment. They have brought it up 
yy times, They see this other railroad across the river, with no towns on it, 
they want to know why. I have had the same thing asked me about the 
ne between Winnipeg and Portage la Prairie. This is a problem that is also 
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has appeared to me that when it comes to that particular phase of the. 
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under discussion by the committee which received instructions from. my offi 
the Joint Co-operative Committee—on the 17th of May. Most of the pop 
tion, as was pointed out, is on the Canadian Pacific side. There is a bus 
there (indicating) which operates straight through from Kamloops to V 
couver, and there is a ferry line here (indicating). When you get out to 
coast you hear it said in conversation, and I have heard it here, that there 
necessity of maintaining boat lines for the purpose of national ‘defence. T 
is a very vulnerable point there (indicating) because there are 100 miles where, 
if some enemy was going to do damage, it would strike. - 


By Hon. Mr. Buchanan: 


Q. Would you maintain the two lines from Kamloops to Hope, that is on 
both sides of the river? With regard to that grain movement from Alberta in 
Vancouver, is that piece from Kamloops to Hope, on both sides of the river, 
necessary ?—A. That would depend, sir—I would not express an opinion at th 
stage, because the studies of this most recently appointed committee are not y 
completed. It would depend on how much money it would cost to increase t 
capacity of this Canadian National single track line on the other side of the rive 
We have had some experience, as I mentioned a moment ago, with regard 
east of Fort William, in moving heavy traffic on single track lines under mu 
more adverse weather conditions than we have out here. The principal difficul 
out here is with those everlasting hills—they do not stay everlasting. That line 
west of Hope, of course, is another proposition. 4 


By Hon. Mr. Calder: 


Q. What about that situation between Winnipeg and the head of the lakes? 
A. There is a different situation there. 

(. There are three lines there?—A. Yes, sir. We have the Canadian Paal 
double track line from Winnipeg to Fort William, and the old Canadian Northe 
from Fort Frances and the National Transcontinental. It will be many a 
day before the prairie will be able to grow enough wheat to get anywhere 
the capacity of the three lines, taken in conjunction with these other outle 
For example, on our double track line, if the traffic came along as rapidly a 
would like to have it, and as regularly—it depends on how the weather 
we could handle some very heavy movements. For instance, on September 4d 
1928, we moved east from Winnipeg over the Canadian Pacific double track li 
2 107 loads, which is approximately about 30 trains of wheat. 

Q. In one day?—A. In one 24-hour period. And they went without al 
difficulty at all. And if the traffic kept coming along that way we could keep 
moving it that way. In a two-month period, from October to November thi 
year, our average movement east of Winnipeg was about 1,457 loads every 
hours of the two months. So that there is an excess of capacity there. 


By Mr. Biggar: 4 
Q. What is the next point, Mr. Neil?—A. There is another point that ¥ 
mentioned, sir, and Senator Black said he was going to ask a question about 
later, but ‘he has not. That was the possibility of abandoning some of th 
light. traffic branch lines from which the traffic has apparently permane 
moved to the highways, or has disappeared. In some cases, where lumber, f 
instance, is the chief commodity hauled, the line could be ‘turned over to 
province and converted into a highway. ‘We did make that sort of arrangemél 
in the province of British Columbia, in connection with a short branch line’ 
the Kettle valley. We turned the roadbeds and bridges over to the prov 
and they converted it into a highway. I think that is something that co 
specially studied. I think there are further opportunities of that kind 
- worked out between the provinces and the railway companies. 
_[Mr. W. M. Neal.] 
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Q. What would the sentiment in Western Canada be with respect to mon- 
oly, if unification was brought about? You lived in the West when there was 
od deal of monopoly there?—-A. Yes, sir, I was out in the West when only 
ilway was there. I think Sir Edward Beatty referred to that situation 
riefly during his presentation to the Committee. The Canadian Pacific 
ery very unpopular. 

Hon. Mr. Cauper: Hear, hear. 


_+ The Witness: Some honourable gentlemen who are here will recollect that 
Iso. That was due not entirely to lack of effort on the part of the railway men, 
it was not due entirely, perhaps, to an undesirable attitude on the part of 
ilway men. I know, because I was out checking cars around the yards on 
ern lines in those days. It was due in the first place to the fact that the 
try grew a little too fast for us. We did not have engines or cars. You will 
mber, Senator Calder, when the grain used to be dumped in the fields, and 
age not get the cars there fast enough. And there was a good deal of dis- 
action. 
_ Hon. Mr. Catper: You could not keep the trains on the track. 


The Witness: And we had water troubles, and about everything that 
d interfere with efficient movement. When our company got additional 
ey, altogether apart from the railway competition which followed construc- 
of the Canadian Northern, one of the first things it did was to supply us 
there with ample locomotives and cars. And from then on the grain rush 
me rather an interesting time rather than a time of worry. And since then 
ay methods themselves have improved. I do not want to take up time to 
to technical details. But I can say, gentlemen, that we have some revolu- 
ry things in connection with traffic movements which were not thought of 
those days. And in addition, the railway officer is not inspired entirely by 
his railway competitor may be doing. He has to compete against the 
c itself. The traffic has to be moved and he has to move it. In 1928 when 
were moving that record volume of traffic, I never worried for one minute 
t what the Canadian National were doing; I did not have time. We were 
ving it freely and efficiently, and it did move without the slightest semblance 
‘congestion, and that was the biggest load that the railways ever had thrown 
on them. The men compete, in their daily routine duties, with their own 
sords. For instance, a train despatcher likes to be known as a train despatcher 
9 gets the trains over the roads. If he does not, the men call him a train 
Then, besides, we have competition from the northwestern American 
They are just as keen competitors, and will be, as the Canadian National. 
e compete with them constantly for passenger traffic and also for international 
d interstate traffic. So that in so far as monopoly is concerned, I say quite 
mkly and freely that if I were working for one railway system in Canada I 
ot know why I or any other railway man in Canada would sit down and 
and not try to be a good railway man any more. 


By Hon. Mr. Buchanan: 

Q. You would be subject to competition under unification, it has been 
d?—A. Yes. 

Q. Through highway competition?—A. Yes. 

Q. But the farmer out West says that would not affect him, that he would 

pendent on the single railroad that might be in existence in Western Canada 

ving his grain. He fears that once a unified railway is in existence, there 

be a return to the old conditions—A. I do not think it is possible. 

I want to give you an opportunity to comment upon that—A. I do not 
s possible. You know something about that yourself, Senator, if I may 

you, from your experience in southern Alberta. You do not have com- 
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A. Did not initiate it, sir; did not initiate the inquiry. 
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petition there. Yet, the people in southern Alberta have no reasonable cai 
for complaint in connection with movement of grain or anything else, in my 
opinion. 
Q. I will admit that. If unification would work out as well as the single 
railroad service has worked out in the area that I am acquainted with, I do no 
think the Canadian people would have very much objection to it., Bie 
unification were extended over the whole country—I am conveying to you 
my own fear, but the fear that has been expressed to me—it is feared that th 
railway system would not be so good if it were under one management through: 
out the whole of Canada. The opinion about that large area in southern Alberta 
is that in the past we have been getting, and still are getting, an excellent service 
but that this may be due to some extent to the fear by the railway of competition 
entering there. It is felt that that fear may have stimulated the existing roat 
to give good service—A. Well, sir, inefficient service is most expensive. Fo 
instance, a box car handling grain from Moose Jaw to Fort William, say, might 
be got down there in six days. It is worth to us, including the empty movement 
perhaps $20 a day. Well, if a man is a faithful and efficient servant and take 
any pride in his work, he is not going to change just because he happens to b 
working for one railroad which is the only railroad in the country. Personally 
I am not going to sit down and lose all my interest in the work to which I hav 
devoted all my life; it does not make any difference to me whether there 1s on 
railroad or two. 4 
Hon. Mr. Bucuanan: I want to admit that the experience we have had im 
southern Alberta, without any competition at all, has been perfectly satisfactory, 
over that large area. 4 
Hon. Mr. Caper: On the other hand, though, Senator Buchanan, there 1 
no question that in a very large section of the public mind there is fear 
monopoly. My opinion is that in the course of time that would be offset an 
done away with by the incentive of the railway people to earn money. The} 
can only earn money by giving efficient service. 7 
Hon. Mr. Danpuranp: I draw the attention of my colleagues to the f 
that we are taking up the time of the witness, who would like to finish at su 
o’clock. Unless there is a question— 


e 
U 


By Hon. Mr. Parent: 

Q. I have one question to put to you, Mr. Neal. It concerns the line from 

the place near Quebec city, which is called Diamond, to Edmundston or Mone 

ton. I understand there is a recommendation by the Canadian Pacific to ham 

that part of line abandoned, while the Canadian National, through Mr. Fai 

weather’s evidence, stated that for all reasons in the world this line must 

kept. And now, is the Canadian Pacific poking its nose into a territory tha 

has practically nothing to do with, against the view of the Canadian Natio 

which is that this piece of line should remain? Can you explain how the Ca 

dian Pacific has arrived at a decision to recommend abandonment of that li 

~_-A. I must confess that I have not lived in the Maritime Province or that p; 
of Quebec. That is my misfortune, not my fault. But that is another ¢ 

where if you look at the matter dispassionately you will see there 1S exe 

mileage. The railways did not initiate here or anywhere else any large aband 

-ment scheme. They were asked to point out where they thought there 
excess mileage, and some officials have pointed out this as an instance—and 

I had been there, I would have said it was in order—pointed it out to the Roy 

Commission. ‘- 


oe , 


By Hon. Mr. Calder: 
Q. You say the Canadian Pacific never recommended the abandonmen 


49 
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[Mr. W. M. Neal.] 
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_Q. What do you mean?—A. We did not initiate the inquiry. What I say 
t neither railway company, to my knowledge, has gone out of itself and 
tiated a proposal to abandon large railway mileage in Canada. This came 
out in the form of a response to a request, or order, if you will, sir, from the 
iff Commission. 


By Mr. Calder: 


_ Q. They asked you to indicate where there was extra mileage that might be 
bandoned: is that what you mean?—A. Yes, sir. 

_ Q. Simply to indicate where there was excess mileage, some of which might 
e abandoned?—A. And that was shown on this confidential map which Mr. 
lintoft referred to yesterday. I might say in regard to this line of ours down 
there (indicating on map) that I think the impression was left with the com- 
ittee that that line could not be used in time of war, and that it was not used 
1914. As a matter of fact that line was used to full capacity from the out- 
break of the war until the United States came in. The only things we could 
not move through there at that time were soldiers and arms. 


on 
In 


By Hon. Mr. Murdock: 


_ Q. But the United States did not have a neutrality law in effect then?— 
A. I think if you will inquire, Senator Murdock, you will find this is not far off, 
that anything beyond that can be exported from the United States to any other 
country in time of war under their neutrality law can also be moved over this 
line in Maine. 


By Hon. Mr. Dandurand: . 
Q. If you have anything of importance you had better come to it—A. There ~ 
is one other point I should mention, and that is what is referred to in connection | 
with the service performed by the line from Edmundston to Quebec in the way 
of handling traffic at very low cost. That is not peculiar to any railway com- 
pany in Canada. 


By Hon. Mr. Robinson: 

Q. Do you mean moving that coal from Cape Breton?—A. Yes, sir. As 

ou know, Senator Buchanan, in the West we have a similar movement. After i 
heard that I was curious to know what had been done in the West. Both the 
anadian National and ourselves move a lot of traffic of that kind. We have 
ed, for instance, 30,749 cars this year of relief hay and fodder and 2,389 
of seed. We do not like to boast of our good deeds when done in the mi 
onal service, but the point was made that it was being performed at such if 
& low rate. 


By Hon. Mr. Hugessen: ps 
_  Q. The point was that it could be moved at this low rate because of the y 
low grade.—A. But not economically. 

‘Wi 


r 
By Mr. Biggar: y 
Q. There is another point, Mr. Neal?—-A. There is one suggestion I should By | 
to make, sir, in connection with the labour feature of unification, and that is 
existence of this Canadian Labour Board of Adjustment, which my friend, “ 
tor Murdock, knows all about, because we worked together on it at the time 4 
s formation. That is constituted of six railway organization vice-presidents. a 
six railway company vice-presidents. It is probably the most successful y 
ization of its kind in the world. It has been functioning for over twenty 
has handled many hundreds of cases, and never issued anything but a 
nous decision. 


~ the event of unification if something had to be done, to smooth out by way of 
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Right Hon. Mr. MricuEen: Good. 
The Wirness: That body, or some such body, seems admirably fitted, in 


adjustment the relationship between the railway companies on the one hand 
and the employees on the other. ~ . 


By Hon. Mr. Calder: 4 

Q. In connection with that we get such a statement as this, for example. 
You effect economies, as a result a man is out of a job and is not taken care of. 
_ What would be your ‘statement in reply to that?—A. There are individual cases, 
sir, and then there is the case of labour as a whole, I think Sir Edward Beatty 
referred to that. I think it was demonstrated that enormous attrition takes 
place. In fact, as I recollect, that attrition was at a greater rate than would be 
the reductions in staff on account of unification. I quite know from my years of 
association with labour that there will be cases where a man will be laid off i in 
Ottawa, and he cannot jump to Winnipeg to get a job. So you are going ‘qi 
have that man out of a job. 
@. What are you going to do about it?—A. You will have to pay him 
furlough allowance, as is done in the United States. Or you might make an 
agreement with the labour organizations for a limited period; as well as the 
mileage seniority lists, you might extend the promotion districts. 
@. Who would decide that?—A. That would be decided by negotiation 
between the representatives of the railway companies and of the employees, either 
in a special body such as the Canadian Railway Board es to which 
I referred— 


By Hon. Mr. Murdock: 


Q. Would not your biggest trouble be in co-ordinating the promotion dis- 
tricts as between the two roads?—A. You know that usually is a very difficult 
problem 1 in the present contacts of the Canadian National Railway system. It 
is one of those conferences where you have to sit down in an impartial state 
of mind. 


By Hon. Mr. Calder: 


Q. We have had that situation before us, that there will be a great dis- 
turbance of labour and thousands of people will be thrown out of work, and 
will not be taken care of. That feature of the situation has been put before us 
several times, § 


By Hon. Mr. Dandurand: 


Q. Mr. Neal, have you some other point to submit?—A. I will just answer 
Senator Calder’s question, if I may. There are some other points, but they are 
not vital. This matter has been very carefully studied, and I think the statement 
made by Sir Edward Beatty is very much to the point, and describes exact 
what will take place. I do not know that I could add very much to it. a 

Now my friend—if I may presume to use that term towards Senator Mur- 
dock,whom I have known for many years—said something yesterday which, in 
the best of good humour, I must refute. The statement was this: “Now, please 
do not give me at this time of life any buncombe about employers, who are 
looking out for the almighty dollar, protecting the rights of employees that they 
are going to unload in that way. T am too old at the game to swallow any a? 
statement,” and so on. 3 

Hon. Mr. Murpocx: I had in mind other people besides you. . 

. The Wirness: I would just like to close by referring to the policy that 
govern the Canadian Pacific officers in dealing with the employees of the s 
-—and we were all employees at one time—as a matter of fair play. I reme 
[Mr. W. M. Neal.] 
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y ate Lord Shaughnessy saying to me in one of the last conversations 
ad with him, that in his opinion the most valuable asset the Canadian Pacific 
was the loyalty of its employees, and nothing must ever be allowed to inter- 
with that. That forms the basis of the relations of the Canadian Pacific 
its officers and employees, and I know the employees’ representatives will 
ee with me when I say that at no time have those relations ever been better 
ian they are at the present time. That condition could not exist if the men 
distrusted the statement made by the head of the company. 
By Hon. Mr. Buchanan: 

_ Q. To what branches of the service does superannuation extend?—A. All 
ranches of the service. 

Q. Have you any fixed age for retirement?—A. Sixty-five. There are odd 


eases where employees may continue, but 65 is the normal age. 


ony 


By Mr. Biggar: 
 Q. Does that cover the ground fully?—A. Yes, sir. 


Mr. Biccar: The memorandum with regard to the telegraph agreement that 
r. Howard was to speak to will be Exhibit No. 79. 


Hon. Mr. Danpuranp: The Canadian Pacific Railway evidence is about 


icited, and to which I want to draw the attention of Sir Edward Beatty. I 
ill read this statement, which is addressed to Sir Edward Beatty :— 


Leaving aside for the moment any question as to the advisability of 
handing over to private management our National Railway system, I 
desire to have from Sir Edward Beatty certain information which I deem 
essential to a proper consideration of his unification proposals. 


In the eourse of the debate on the railway problem in the Senate 
recently I had occasion to say that the country would be interested in 
knowing exactly what assets the Canadian Pacific Railway intended to 
if bring into the scheme of unification, and what share it would claim of the 
net operating revenue or profits. 


These points are of utmost importance because it must be remem- 
bered that the Government would be making the greater contribution from 
the property or investment standpoint and that it would also be placing 
its resources of credit behind any agreed plan of unification with all that 

____ such protection implies to Canadian Pacific property and securities. There- 
fore the Government is entitled to be given the fullest possible informa- 
‘g tion with respect to the unification proposals. 


; I stated in the course of the Senate debate on the railway issue that 
I understood that the Canadian Pacific had made certain suggestions to 
the Duff Commission with respect to the division of net income under 


and dividends on the preferred stock of that company, its common stock 


sharing a division of the net income with the interest obligations of the | 


Canadian National. 


Sir Edward Beatty has declined to disclose to this committee the 
basis of his suggestions to the Duff Commission as to the possible division 
of joint net, but now suggests as the third of the fundamental points, 
“that each group of owners should continue to receive under unification 
the net earnings which past experience indicates their company would 
have received as an*independent institution, and that the additional net 
earnings made available by unification be shared between them on an 


osed, but I want to say there is a very important point which has not been 


unification whereby a preference was indicated for the interest charges — 


om equitable basis. I assume that the Government would directly receive at ne 
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least half of these savings. These details, of course, could only be d 
mined at the time of the formal contract.” 2 % 
That statement is very obscure indeed. It says that under unifi 
tion each group of owners is to continue to receive the net earnings wh: 
past experience indicates the company would have received as an ind : 
pendent institution. That premise implies a formula and require 
explanation. What, for instance, is meant by “past experience”? T 
net earnings over a period of years in the past? If so, what period is te 
be taken, and what proportion is each railway to receive, and in what 
order of ranking? 4 
Assuming that the foregoing will constitute the first apportionment 
there is apparently indicated a further division, that of additional net 
earnings made available by unification, these to be shared on an equitable 
basis. Is it this secondary distribution to which Sir Edward refers when 
he states that he assumes the Government would directly receive at least 
half of these savings? If so, how are these to be ascertained and dealt 
with? . 
Unification will involve substantial capital expenditures to bring t. 
two properties into common operation because it must be remembe 
that the two systems-have been constructed to compete with one another 
There will also be new financing required from time to time. Sir Edward 
Beatty states that this can be done on the joint guarantee of the Canadiaz 
Pacific and the Canadian Government. But another aspect of the problem 
has not been touched upon by Sir Edward. He has informed the commit= 
tee that he is convinced that no guarantee of interest on the debentur 
stock and bonds of the Canadian Pacific will be necessary, but if, through 
circumstances and conditions not immediately apparent but conceivably 
possible, it should happen that the Canadian Pacific required the guarantee 
of the Government for refunding or new capital outlays what security 
would that company offer for the protection afforded by the Fede 
treasury? Is it ready to pledge all of its present assets to that effect? 
will be inevitable under the partnership proposal that will be necessary 
under unification that Government credit be brought to the support 
the whole of such financing, and we are therefore entitled to know w 
security against such responsibility the company is prepared to pledge 
with the Government. p 
Sir Edward Beatty has stated his willingness to discuss the terms 0 
an agreement regarding unification with either the Canadian National 01 
the Government in due course. Meanwhile he asks this committee to 
endorse his plan in principle, leaving the details for the formal contract 
That procedure might be possible as between two private corporations but 
when Parliament, or a branch thereof, is asked to offer advice to its execu- 
tive it cannot be expected to do so without having all the essential elements 
of the proposed agreement at its disposal. That is why I believe Si 
Edward Beatty owes it to his company and to this committee to lay 
unreservedly before us the full terms of his proposal. He knows what they 
are; this committee does not. 


I make this statement because I believe it is timely, and will allow Sir Edward 
to ponder over the problem as I put it to him, and to give us an answer. 


The CHAIRMAN (Hon. Mr. Beaubien): Half-past ten on Tuesday? 


Hon. Mr. DanpuranpD: We will adjourn sine die, because, frankly, I believ 
it will take the best part of next week to dispose of our other committee w 
and I doubt the advisability of calling this committee before the end of the w 
I am furthermore informed that the delay will help the Canadian National 
experts to contract their evidence. .. 

[Mr. W. M. Neal.] 
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: } dward | Beatie makes a ate 
a est of e leader of the Government, are we to a 
1 want another week after that to answer that 


} <DURAND: Oh, no. I will leans it at that. 


HAIRMAN (Hon. Mr. Beaubien): There must be some of the Canadian ie g 
people note, to go on as soon as we can sit, on Wednesday, es oreeg 


n. Mr. Shee it you take three days out of the week, what is the 
tarting the work of the committee on Thursday? 
he CuatrMan (Hon. Mr. Beaubien): Except that we have very Pies 
If this committee meets at the call of the Chair, surely there ought to be es 
of the Canadian National witnesses ready. \ 


eae 
Hon. Mr. Danpuranp: We will discuss that when we are through with the 4 
committees, . 


1e committee adjourned, to meet at the call of the Chair, 
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EXHIBIT No. 71 
(See also Exhibit No. 79) 


‘Report of Joint Committee Appointed to Investigate Possibilities of Economi 
Arising out of either Amalgamation or Co-ordination of the 
Canadian Pacific Telegraphs and Canadian 


National Telegraphs. | 


The Committee appointed by the respective heads of the two Telegray 
Systems consisted of the following: 


Canadian Pacific Telegraphs Canadian National Telegraphs 
D. L. Howard, R. B. Steele, 
Assistant to General Manager, Transmission Engineer, 4 
Montreal. Toronto. 
W. M. Thompson, C. C. Stewart, 4 
Assistant Manager, Traffic & Operating Assistant, 

Winnipeg. Winnipeg. 

F. B. Coles, J. R. White, 

Carrier & Telephone Engineer, Supervisor of Budgetary Con 
Montreal. Toronto. 4 


The instructions received by the committee were “To make an econom 
- study to show the results to be obtained by (1) Amalgamating the two telegra: 
systems; (2) Co-ordinating the two telegraph systems.” 4 
Meetings began at the Place Viger Hotel in Montreal on January 23, 19¢ 
and continued until January 27th. The committee reconvened at the Roy 
York Hotel in Toronto on January 30, and meetings have been held continuou: 
since that date. % 
It was agreed that the problem should be studied under the following gene’ 
headings :— fl 
1. Branch and Independent Commercial Offices. 

2. Functional or Main Offices. 

3. Maintenance of Plant. 

4. Supervision and General Expenses. 
5. All Other Operating Expenses. % 


It was agreed that these studies should be made on the basis of operati 
results over a period of one year, and for this purpose the year 1932 was select 

From detailed information made available to the joint committee by 1 
respective representatives, the operations of the two systems were analyzed, 
the possible economies under both plans were then deducted under each o 
above divisions. : 

The general principles agreed upon for determining the economies pos 
under the two plans based on 1932 operations were as follows, subject to certa 
adjustments suggested by the Canadian National representatives and whic 
referred to in detail later in the report: al 


Under Amalgamation.—That the extent of possible economies sho Id 
arrived at by comparing the actual cost of handling 1932 traffic compe 
with the estimated cost of handling the combined traffic of both system 
single independent organization. 

Under Amalgamation—That the extent of possible economies show. 
ascertained by comparing the actual cost of handling 1932 traffic compe 
with the estimated cost. of handling the total traffic of both systems b; 
vi: 
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ployees, assuming co-ordination of such offices and plant facilities as might 
asonably be operated jointly without sacrifice of convenience and efficiency in 
eration and without undue detriment to the interests of either system or both. 
The costs of amalgamation and co-ordination were estimated jointly on the 
of plant requirements, changes, and rearrangements necessarv to meet the 
itions of operation under the two plans outlined above. It is felt that the 
ew money required to effect amalgamation or co-ordination should be translated 
annual expense to take care of interest charges and amortization of the 
ncipal over a twenty-year period. 
Fundamental considerations involved in the study under the various head- 
s are outlined briefly hereunder:— 


anch and Independent Commercial Offices 


Amalgamation.—The result of the survey of branch and independent 
offices indicated that had the two companies been operated as one during 
the year 1932, the reduction in operating expenses would have been 
approximately $274,000. To obtain this saving it would have been 
_. necessary to expend an amount estimated to be $85,000 for the removal 
or transfer of facilities which amortized amounts to $8,500 per annum. 
Amalgamation could be effected within one year. 

Co-ordination —It was estimated that under co-ordination, each com- 
pany maintaining its separate identity, an economy of $115,000 could 
have been achieved. The expense involved is estimated at $50,000 which 
amortized amounts to $5,000 per annum. It is considered that this co- 
ordination could be effected within one year. 


_ No consideration was given to the possible co-ordination of offices jointly 
upied or operated with the passenger and express departments. When the 
it committees of the railways have decided upon their policies in respect to 
h offices, it will then be necessary to give further consideration to telegraph 
rests. It is estimated that a substantial additional saving could be effected. 


Functional or Main Offices 

4 Amalgamation —Detailed information with respect to traffic and 
operating expenses for the year 1932 was submitted by both Companies for 
all functional offices. A careful survey was made from both technical and 
operating viewpoints. The expenses were analysed under six main head- 
_ ings, viz., supervision, operators’ wages, clerical wages, messenger service, 
office rentals, and miscellaneous expenses. 


‘This survey indicates that had the telegraph systems been amalgamated in 
2, the economy to the combined operations insofar as functional offices are 
rned would have been approximately $565,000. The expense involved in 
Ving this result would amount to approximately $930,000, which amortized 
d amount to $93,000 per annum. It is considered that this amalgamation 
be effected within five years. 


7 Co-ordination —The co-ordination of functional or main offices, either 
in whole or in part, was carefully considered by the committee. Under 
_ complete co-ordination, it was recognized that dual control would be 
unsatisfactory, and, therefore, a separate organization would be required 
_ to handle the traffic. As this organization would control 80 per cent of 
the activities of both companies, the result would be virtual amalgamation, 
_ and would probably result in the elimination of competitive effort. 

_ Partial co-ordination to the extent of consolidating trunk traffic only 
‘in the main office of one company at each functional point also presents 
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trunk traffic of one company would have to be carried by pneumatic t 
to the operating room of the other company, imposing some delay | 
thereby placing a handicap on one company at each point. This dela 
might amount to as much as three minutes between some of the office 
concerned. 4 

Providing this form of partial co-ordination is adopted, a saving ¢ 
$95,000 per annum might be effected. The cost of co-ordination unde 
this scheme is estimated to be $196,000 on which the interest and othe 
charges would amount to $19,600 per annum. It is considered that thi 
co-ordination could be effected within three vears. } 


3. Maintenance of Plant | 

As a result of the amalgamation or consolidation of telegraph offices as wel 

as the re-arrangement of outside plant, there will be a reduction in the physica 

plant of the two systems and consequently a reduction in maintenance costs anc 
wire privileges, based on 1932 expenses. 

Amalgamation.—Under an amalgamation scheme it is estimated tha 

the reduction in plant maintenance would be approximately $75,000 

annum. : 

Co-ordination—Through co-ordination of facilities, it is estimate 

that a reduction of $10,000 per annum would accrue to the two companie 


4, Supervision and General Expenses q 
The problem to be considered here was the economy which could be mad 
in general overhead expenses by the consolidation of the supervisory organization 
of the two departments. 
At the present time, the organization of the Canadian Pacific Telegray 
consists of two grand geographical divisions—Eastern Lines and Western Line 
each under an Assistant Manager reporting to the General Manager. Th 
Assistant Managers’ territories are further subdivided into districts each in charg 
of a Superintendent, numbering eight in all. AiG 
The Canadian National is similarly divided into two grand divisio 
generally coinciding with the Canadian Pacific, each under a General Superin 
tendent reporting to the Assistant Vice-President in charge of Telegraphs. Bac 
of these grand divisions is further subdivided into districts, under the jurisdictioi 
of a Superintendent, and numbering five in all. : 


Amalgamation—An amalgamation scheme would require only one . 
which would result in a economy, through the abolition of one of the preser 
duplicate positions, estimated to be approximately $40,000 based on 1932 expenses 
It may be necessary, however, for the amalgamated company to make provisi0 
for separate purchasing, stores, medical, legal services, etc., which might resu! 
in additional expense, over that now being paid to the railways by the telegrap 
departments for these services, and reduce the economies indicated above. bs 

Under a scheme of amalgamation, it would be possible to abolish the positio 
of one Assistant Manager or General Superintendent, and five Superintende 
positions. The economy of such a policy, including the abolition of office stai 
based on 1932 operating results, would amount to approximately $57; J0¢ 
Co-ordination. It is considered that no economy could be made in supervisor 
staff under a co-ordination scheme. on 
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Summary of Results of the Survey 

The following tables summarize the economies of amalgamation and oC 
ordination arrived at by the Joint Committee based on the operating res 
the year 1932. These tables do not include certain adjustments suggested P 
the Canadian National representatives. The total reported operating ex 
of both companies for the year 1932 are also indicated :— 3a 


sane 
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AMALGAMATION 
Estimated Gross Combined operat- Per Cent 


as | Annual Economy ing expenses of Gross 
ae ‘ based on operating C.P.&C.N. Tele- Economy of 
Group expenses for year graphs, year total operat- 
x ‘ 1932 1932 ing expenses 
1, Branch and Independent Commercial 
) (CESS S/o ONS BPO Re Na Ona ar $ 274,000 $1,423,509 19-24 
2. Functional or Main Offices.. .. .. |" 565,000 4,230,826 13-35 
"3. Maintenance of Plant... .. .... 1... 75,000 1,709,032 4-38 
. Supervision and General Expenses.. .. 97,000 494,573 19-61 
5. All other Operating Expenses... .. .. Nil 399,016 
‘ EO Gallrmeteiee Nar ane ary die de 2 9 $1,011,000 $8,256,956 12-24 
¥ Interest and other charges on cost of 
- amalgamation. . a $101,500 
a CO-ORDINATION 
1. Branch and Independent Commercial 
. BONE EMP aay, gS | $ 115,000 | $1,423,509 8-21 
2. Functional or Main Offices.. .. .. .. 95,000 4,230,826 2°24 
is. Maintenance of .Plant.. .. ...... .. 10,000 1,709,032 -59 
4. Supervision and General Expenses. . Nil 494,573 Ry a 
5. All Other Operating Expenses.. .. .. Nil 399,016 
. NG USY egh B AIS EL ae Sup ened aac kr Pe $220,000 $8,256,956 2-66 
Interest and other charges on cost of 
co-ordination.. .. . $24,600 


tments Suggested by the Canadian National: 


_The Canadian National representatives suggested that certain adjustments 
the above-mentioned figures were absolutely essential in order to arrive at the 


ent possibilities of actual cash savings to the parent companies. The adjust- 
ts suggested are as follows:— 


1. In arriving at the economy under an amalgamation scheme or through 
co-ordination, credit has been taken in the saving to the telegraphs, for 
rentals now paid to the parent companies. The Canadian National 
representatives considered that this item which amounts to $86,000 
___ under amalgamation and $31,000 under co-ordination, is not an actual 
cash saving, being of highly intangible nature. ' 


2. The economies set up in the aforementioned figures are based upon the 
_-___— operating expenses for the year 1932. During the year progressive 
4 permanent reductions were made in expenses, particularly in regard to 

_ rates of pay, office rents, etc. Under a scheme of amalgamation these 
___—s savings, made by the Canadian National, which are included in the 
_ «amalgamation economies, to the extent of $38,000, could not be made 
| } and the economies set out above should be reduced accordingly. Under 

co-ordination a corresponding deduction of $13,000 should be made. 


3. In giving consideration to the co-ordination of branch and independent 
_ commercial offices no reduction in expense was included at a number 
of points where the commercial telegraph departments of both com- 
panies occupy joint offices with the railway passenger and express 
departments. If, under a general scheme of railway co-ordination, 
joint offices were decided upon at these points, a further economy to the 
telegraphs through co-ordination, of $65,000 per annum, would be 
possible. 


making this report it is not the intention of the joint committee to axrive 

clusion in regard to the policy of amalgamation or of co-ordination but 

to set out the factual background of the possible results under either of 
schemes. 


by 
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Respectfully submitted, ? ‘i ‘ 


Canadian Pacific Telegraphs Canadian National Telegraphs | 4 
(Sed.) D. L. HOWARD - Sed)’ RO BOSTEELE. 
(Sed.) W.M. THOMPSON (Sgd.) C. C. STEWART © 
(Sed.) F. B. COLES (Sed.) J. R. WHITE 


Toronto, OnTaARIO, February 27, 1933. 


EXHIBIT No. 72 


Minutes of Joint meeting of Express Committee of C.P. and C.N. Rys 
March 1, 1935. (Not printed.) q 


EXHIBIT No. 73 


ADDRESS BY SIR WILLIAM WOOD, VICE-PRESIDENT OF THE L 
DON, MIDLAND AND SCOTTISH RAILWAY, IN OCTOBER, 
ON THE SUBJECT OF THE OPERATION OF THE UNITED KI 
DOM RAILWAYS GROUPING SYSTEM 


OFFICE OF THE HIGH COMMISSIONER FOR THE 4 ‘ 
- UNITED KINGDOM 4 

FARNSCLIFFE, OTTAWA, | 

9th May, 1938. — 


NU 
VL 


764A /5. ; 

Dear Mr. Yarrs,—With reference to my letter of the 2nd of May (7644 
I now send you herewith a copy of the address given by Mr. W. V. (no 
William) Wood, Vice-President of the London, Midland and Scottish Rai 
in October, 1933, on the subject of the operation of the United Kingdom 
ways grouping system, which has been forwarded to us from London fo 
information of the Special Committee of the Senate now examining the ra 
problem in Canada. 

The High Commissioner feels sure that it will be understood thai 
views expressed in the address which, as you will see, was given to the Ra 
Students’ Association at the London School of Economics, were the au 
own and that the Governmental authorities in London could not technical 
held responsible for them. Sir Francis Floud understands, however, tha 
William Wood, in addition to the high position which he occupies in rel 
to one of the principal railway companies in the United Kingdom, is a leadi 
authority on railway finance. 

It has also been suggested by the authorities in London that the Comn 
may care to refer to the final report of the Royal Commission on Tr 
(Command 3751) issued in London in 1931, and in particular to paragra 
160 of that Report, copies of which will no doubt be available in your Depart 

he High Commissioner hopes that the information contained in 
enclosure will be of assistance, but if the Committee desire more detailed inform 
tion or information of a different kind, he will be at all times only too g 
to. do anything which he can to help to try and procure it. i 


Yours sincerely, 
STEPHEN L. HOLMES. 


4 


G. W. Yates, Esq., 
Assistant Deputy Minister, 
Department of Transport, 
Ottawa. 


x Ht 
Te 
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RAILWAY STUDENTS’ ASSOCIATION 


Lonpon ScHoon or Economics ANnp Pouiticat Sciencr 
(University or Lonpon) 


q THE RAILWAYS ACT, 1921—TEN YEARS AFTER 


| PRESIDENTIAL ADDRESS BY MR. W. V. WOOD 
; a Vice-President London, Midland and Scottish Railway 


The Railways Act of 1921 had three main purposes :— 

(1) The return to their owners of the railway undertakings which had been 

in Government possession since the outbreak of war in 1914; 

_ (2) The amalgamation into four groups of the whole of the British Railway 
system, other than certain London passenger lines and a few light rail- 

ways; 

_ (3) The creation of a new system of rates and charges, governed by a stan- 

|. dard or maximum profit for each of the four amalgamated companies, 

in place of the previous system of maximum charging powers. 


‘he amalgamations, as regards transfer of ownership, were completed in 


nd this evening I wish to review, after ten years have elapsed, the amalga- 
policy and its results. 


» 


THE AMALGAMATION SCHEME oF 1921 


Parliament specified the actual amalgamations it required, and reshuffled 
) separate companies into four lots, to form the four main line companies as 
know them. The selected grouping was not on an industrial or traffic 
sis, which would have necessitated dividing some of the old companies 
wo or more parts, but was on a rough geographical basis which resulted 
four unequal groups, overlapping at many places. The reasons for this 
luded not only the financial difficulty of severing a railway company into 

ut also the difficulty of settling where the knife should be applied and 


m, and the peculiarities of London passenger traffic which were dealt with 
rolonged discussions in 1933. 


details of the reshuffle aroused much controversy in 1920 and 1921, but 
the number of groups should then have been four or more or less, and 
the constituents of each should have been different, are not matters 
arouse much interest now. 


as, however, recently been suggested that four groups are now too many. 
at share that view and, in fact, think that the original scheme of the Govern- 
hich contemplated six groups, would have created a healthier situation 
screened the harmful effects of the post-war uneconomic conditions, I 
er to later, which were forced on the railway industry. I do not suggest 
al of the four group policy by an increase of the number now, but I 
premature to discuss further amalgamations, if one has in mind economic 
litical considerations, at least until the processes of internal consolida- 
nter-group co-ordination have been completed, 
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In the latter process the pooling agreements recently made will play a 
part. I merely mention them in passing, because there is not yet su | 
experience to consider their results in detail. Pooling in itself will effect onl 
small clerical economies and the real savings will be secured by changes 1 
traffic and other operations which can only gradually be effected. 


INTERNAL RE-ARRANGEMENTS 

Amalgamation of ownership of a number of companies is not a very difficu 
operation, particularly when it is quickened by the compulsion of an Act 
Parliament, but fusion of the various parts and their various standards at 
traditions into a single organization with one motive is a more difficult proces 
and a railway fusion presents typical problems because of its rigid physi 
properties and its widespread area. The nature of a railway business, wit 
almost universal public contacts, and the need for equality of treatment o 
patrons, alone made it desirable that there should be real fusion, rather th 
mere unity of ownership at the top with a series of subsidiary companies each 
self-contained unit, although that alternative system is common in mode 
industry and is often preferable. | 
Whilst, in 1921, the amalgamation scheme was truly regarded, from t 
National standpoint, as the principal feature of the Act, Parliament did n 
attempt to indicate what each group should do to effect more than mere uml 
of ownership, beyond a general requirement of efficiency and economy in wor 


ing and management. 
Amalgamation of ownership handed over to each new company a numi 
of distinct entities, each with traditions, practices and methods which, ; 
presenting little difference to the public, were often radically at variance. 
visible things as locomotive and vehicle design, signalling, or brake types 8 
obvious matters which required attention, but were hardly as important as t 
need to create a new and unified system of administration. Fusion could 
perpetuate all the varying traditions of the staffs of the old companies @ 
naturally disturbed those who had long experience of them and knowledge 
their history. The Great Western Railway Company were least affected by tl 
process, as in their case grouping merely meant absorption of other small oe) 
panies into their existing system, but even they had their difficulties to meet. 
While this change was taking place, it must be remembered that ihe 
to day business of the companies had to be carried on; the ravages of wi 
time postponement of work had to be overcome, and the new requirements 0! 
Railways Act for rate charging purposes had to be met. Further, the y 
following amalgamation were years of great economic disturbance, with 
attendant effects on the trade of the country; and immediately before am 
gamation and since, railway transport, bound at almost every point by pul 
regulation, was subject to fierce unregulated road competition lavishly subsidi: 
out of public funds. ee 
It is little wonder that the combination of these circumstances preven 
complete concentration on each company’s plans for fusion. 


RESULTANT ECONOMIES 


Although ten years have elapsed since the amalgamations took place, 
T think, too soon to express an opinion on their ultimate effect, partly 
some of the disturbing factors I have mentioned still exist, partly becaus 
of the steps to effect fusion can only be taken or completed as individual 
or as assets require to be withdrawn, and partly because many new 
ments and works fructify only gradually. . 
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Mer ee Rute a . ° 
e ten year interval is, however, a convenient stage for the consideration 
measures which fusion has permitted and their effect. 


‘here are certain fairly obvious consequences which almost automatically 
‘amalgamation of company organizations, such as those due to concentra- 
f the Boards of Directors, the Secretariat, the General Management, and 
Accounting work. These concentrations were arranged almost immediately 
ter the creation of the Amalgamated Companies in 1923, but the arrange- 
ents for the staff displaced prevented the advantages being immediately 
ized and the full effect will not be felt for a generation. 
In the circumstances of 1921, even earlier economies than these had been 
ected indirectly. During the period of Government possession, when the 
ways were largely operated as one unit, many arrangements were made for 
he routing of traffic and common use of equipment and facilities which were not 
scontinued when Government possession ceased, because the companies con- 
ed then knew their future relationships. Not only were such arrangements 
inued but there were also informal partnerships, in anticipation of amalgama- 
, which resulted in substantial savings of a permanent nature. 


When we pass from the more obvious central re-arrangements, which I have 
scribed as almost automatic results of amalgamation, to those economical 
eps which amalgamation permitted, isolation of them becomes difficult. I 
lassify them, roughly, as:— 


va 


First: Those which, by ordinary exercise of common sense, were a gradual 
consequence of the fusion of ownership and involved no important new 
expenditure; 

__ Second: Those which such fusion permitted, provided the new company had 
: the necessary capital resources and these were prudently used; 

Third: Those which followed fusion and were rendered possible by the 
research and cost-finding which only a large organization could under- 
if take on a wide scale, and 

_ Fourth: A negative class; those which were due to the inherent disad- 
vantages of large organizations in their public contacts, and the levelling 
up of equipment and staff conditions of the weaker companies. 


__ Before considering these more fully, I should mention a class I ignore for 
Is purpose—the economies due to the ordinary advance of human knowledge— 
use I assume they would have accrued without amalgamation, though perhaps 


@ smaller extent in the smaller and poorer companies. 
| eae, 


ILLUSTRATIONS OF NEW ARRANGEMENTS 


In the first class I include the gradual unification of previously distinct 
es and staffs at stations and agencies; the availability over the whole 
em, where physically possible, of rolling stock previously used in one area 

e consequent reduction of stock required; the fusion of stores purchasing 
storage arrangements; and common advertising and stationery arrange- 


In the second class, I include arrangements to secure economies of the same 
te as those in the first class, but rendered possible only by substantial 
expenditure. The amalgamation of two previously rival steamship services, 
ing the construction of new and larger vessels and shore equipment for 
combined work, is an illustration of this class. Another is the adoption 
» type of continuous brake instead of two, and a third is the improve- 


of track, bridges and other works to increase the availability of rolling 
3 


Hi \ yaa WN] 
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RESEARCH AND COST-FINDING 


The third class is less obvious and far from automatic. It arises ps 
from original scientific research and partly from the scientific assembly 
analysis of physical data previously scattered or not recorded, because of 
limited field. I do not mean the ordinary matters which force themselves 
the notice of any intelligent observer, such as the effect of spray on the p 
work on one side of a passenger train regularly using a line close to the 
or the effect of chemical fumes or a severe curve on rail life. These and 
cures are normal railway problems of a different order to research into, 
the suitability of a paint or steel under normal conditions. A mere examin 
of the lives of two competing paints will not suffice; even if both have a 
groundwork and identical exposure to rain, frost and sun, care must be ta 
to ensure that the paints are applied to surfaces with like dryness or | 
will perish more quickly under the rays of the sun, or their artificial equiv 
in the laboratory. Even then the investigator is not finished. Having f 
the comparative merits are as 12:10, he endeavours to find why there is t 
difference and having done so may take the best parts of each and prod 
a new one equal to, say, 14. 

Far-fetched, you may say, but there are few lightning discoveries, 
progress almost invariably comes from the close sifting of data, in regar 
one detail, carefully collected and observed to ensure uniformity. The r 
of a laborious study may be negative but not useless, as the gradual accum 
tion of such results creates the material for wider studies. With the fit 
presented by a large railway using nearly every product of civilization, such 
methods, whether applied alone or in conjunction with other users or research 
associations, are invaluable. i 

I have been speaking so far of physical research, but exactly the sa 
principles apply to cost-finding, although the facts are often more elu 

‘because of the varied values of labour, whether expressed in man hours 
sterling. . it 
Costing arrangements in the analysis of units of manufacturing and 
repairing processes, in the various works brought under one ownership, wer 
one of the earliest amalgamation steps, but before they could be applied co 
mon standards with common meanings were necessary. Shops in differ 
parts of the country had different traditions and methods and even differ 
languages, which had to be standardized before truly comparable results w 
obtainable. i 

One illustration will explain this. I found that at each of our four ck 
locomotive shops, a locomotive boiler meant a different thing. There wa 
common element in each, but when it came to the connection between it 2 
the locomotive as a whole, there were four different boundaries. Further, 
the accounting steps to arrive at the total cost of a “boiler” there were f{¢ 
different methods of arriving at such overhead costs as timekeepers’ Ww 
use of machines, interest and local rates. Obviously all these matters . 
to be brought to common standards before comparisons could be made betw 
the costs of shops A, B, C & D, and the prices of Mr. ‘“X,” an outsider bu 
anxious to sell his wares. 

Costing arrangements of a uniform meaning produced not merely inte 
ing records, but effective data which broken up indicated where the differen 
arose and how they could be overcome, with the frequent result that even 
lowest total cost was reduced because some of its parts were greater 
the like parts of the greatest total cost; in fact the same result as in 

paint illustration I gave you. va 
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this took time, but combined with the concentrations of work of like 
ture and the “progressing” of work through the shops, facilitated by the 
istence of large numbers of units of a similar type, these arrangements have 
marked effect not only in reducing working expenses but also in reducing 
quantity of capital employed in rolling stock. 

While costing of manufacturers and repairs is the most important of these 
rangements, similar work under various names plays a large part in the 
ntrol of operating expenditure of all descriptions, and has been developed in 
many new forms. 


DISADVANTAGES OF LARGE ORGANIZATIONS 


The fourth and negative class includes the disadvantages of concentration 
‘and is the greatest risk run in creating large scale horizontal amalgamations. 
mall units have a direct advantage over large units in local contracts, as most 
of the commercial staff of a small unit are likely to remain in a restricted area 
for a lengthy period in which they obtain a very close knowledge of local affairs 
and individuals, and in addition small units have local settlements of local 
questions. With large units this is less probable, as with a larger area of 
omotion not only is long service in one place less likely, but the local agent 
ay be responsible to a senior much further away and mainly known through 
correspondence. It is conditions such as these which breed the disease of 
circumlocution and its symptom of red tape, and as far as possible they should 
obviated by decentralization of functions; inside definite headquarters 
dards; and the provision of ample telephone facilities for consultation and 
k decisions. Much has been done in these directions, but finality has not 
en reached and constant vigilance will always be required to ensure maximum 
local contact and minimum correspondence and bureaucratic methods, without 
Interfering unduly with the need for central control. The public properly expect 
some reasonable uniformity of action by a company’s agent in wide apart areas 
d this involves considerable centralization. While there has been, and is, 
think, some loss due to concentration, it is small compared with the gains 
rom the changes which gave rise to it. 
_ The other negative result is the additional expenditure due to the levelling 
of equipment standards and staff conditions. 


_ Improvements in rolling stock of all types on the poorly equipped lines 
2 the most noticeable of the equipment changes due to this process, and 
hough these were often effected by the transfer of middle-aged stock from 
e better equipped lines, this was not always practicable and substantial 
1ounts of new expenditure were necessary. 


Staff conditions in the usual sense—rates of wages, hours of labour, ete— 
had been revised on a national basis during the period of government possession, 

d the further changes following amalgamation were unimportant. This 
pre-amalgamation change was, in fact, one of several burdens which the poorer 
‘companies could not have carried if amalgamation, or other legislation with a 
| hke effect, had not been enacted. This was recognized by trading interest when 
the government plans of 1921 were under consideration, and it was then urged 
lat in the interests of trade the poorer companies should not be left to take 
chance. The result has, however, been to make the difficulties of the 
|amalgamated companies greater than they otherwise would have been in the 
‘exceptional economic conditions of recent years. Had these conditions been 
foreseen in 1920 and 1921, I doubt if the Amalgamation Act would have been 
e know it, but the then government probably anticipated a period of 
perity which would have enabled the amalgamated companies to earn their 
ximum net revenue, despite the drag of the weak parts. This, however, is a 
ssion. 
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The remaining negative factor is the extra staff cost due to pension and 
other arrangements over and above salary and wages payments. The actuarial 
disturbances in these arrangements which followed the great increases in the 
rates of remuneration, threw a heavy burden on the railway companies, and this 
was increased in many cases by the levelling up of retirement conditions, mainly 
at the expense of the railway companies. This burden was met in part out of 
reserves and in part out of working expenses, but the long-term effect is the 


game in each case. 7 
REDUCTIONS IN WORKING EXPENDITURE 


I do not propose to burden you with further details of these consequences. 
of fusion. Over a number of years very full descriptions of them have been 
given in evidence before the Railway Rates Tribunal, and I shall not attempt 
to estimate their net effect. To disentangle them from the economies which 
would have accrued in any event and the reductions in working expenses, due to 
price levels and less traffic, is extremely difficult, if not impossible, in many 
cases, and while large specific cases have been isolated, totals are impracticable. 
Overall figures are of course available and they are most striking. The working 
expenses of the four companies (or their constituents before amaleamatiaae 
fell between 1920 and 1922 by £61,000,000, and obviously by far the larger part 
of this was due to the abnormal maintenance work and “peak” prices of 1920: 
Between 1922 and 1932 there was a further reduction in working expenses 0! 
£49,000,000, and in this period by far the larger part was due to economies, 
though not solely. to those resulting from amalgamation. When I add that the 
total of the working expenses in 1932 was £141,000,000 the reduction is stile 
One further figure illustrates the position; the expenditure in 1922 was £29,000,000 
greater than the gross receipts in 1932. o 


With the preponderance of the item of labour in railway expenditure this 
ereat and necessary reduction in expenditure was mainly effected by reductions 
in the number of staff employed, but even so, salaries and wages in 1982 
represented a higher proportion of receipts than in any other year. ae. 

I must set against these reductions one factor which is often overlooked. 
During the ten years some £200,000,000 was expended by the four companies 
on major reconstructions and additions, partly to make good accrued wastage 
and partly to effect the economies which I have mentioned, and the additional 
element in this expenditure represents an addition to costs because of the 
necessary withdrawal of interest earning funds or the issue of new capital. 
Interest on capital outlay on railway lines is a large ingredient in the costs of 
a privately owned railway undertaking, and this is a factor often disregarded 
in comparisons between British and State-aided or State-owned railways, or 


between railways and roadways. Py 
i 
IMPROVEMENTS IN EQUIPMENT AND WORKING be” 


Largely because of this outlay the railway companies’ plant, equipment 
and services have attained a higher level of efficiency than ever before. Track, 
signalling, locomotives, carriages, wagons, ships, road vehicles and containers 
alike reflect these improvements, and each has played its part in giving the 
public better service, both as regards passenger train amenities and the quick- 
ness and reliability of goods deliveries. it 

In one respect I make a reservation, as railway stations have not similar! 
shared in this development. Something has been done but not much a: 
properly I think, priority has been given to the equipment side. Apart 
this reason I, at least, do not see why private capital should be sunk in- 
erection of passenger stations to emulate Leipzig or Milan, with their | 
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ate and municipal aid, or the huge new stations in America, the outlay on 
ich has added to the present financial difficulties of the railroads there. 
lay-out of goods stations and the economic limitations to their size are 
problems which have been further complicated by post-war conditions, 
here also, I think, having regard to all the costs between arrival or departure 
of complete trains and the warehouse of the consignee or consignor, the tendency 
will be away from very large stations. 


THE INCIDENCE OF THE RESULTS OF AMALGAMATION 


_ So far I have been considering the broad national results of amalgamation, 
_as that was the principal object of the Act of 1921, and the results of the ten 
years, considered nationally, have, I consider, been more satisfactory than 
was anticipated in 1921, although many of the good results were not then thought 
of and some then forecasted have not been touched. 

__ When, however, we come to the incidence of those results as between 
railway-owners, railway users, and railway employees, compared with the 
anticipations of 1921 the position is very different. I need not go into the 
distribution of the total net revenue between the various old classes of stocks in 
their new classes, with different priorities—an interesting but academic study— 
and will regard the owners as one. 

_ The scheme of the act contemplated that normally each of the four new 
companies would earn the same net revenue in currency as its parts did in 
~1913—£454 millions for the year—together with certain allowances mainly for 
new capital, which make the total to date about £51 millions. In no year 
was the total reached and in 1932, which I hope will be the low water mark, 
‘the amount of the net revenue of the four companies was £264 millions. 

_ The level of railway charges, as a whole, in 1932 was approximately forty- 
five per cent greater than in 1913, and railway working costs, as a whole, 
were about eighty per cent greater. I have sometimes seen comparisons made 
between the increase in railway charges and the index of wholesale prices, 
but these are not comparisons of like factors, as the latter is not representative 
of railway costs or even the prices of railway materials. My figure of eighty 
per cent for the increase in railway costs since 1913 is simply the net increase in 
expenditure, after allowance for the economies and savings mentioned, adjusted 
_ by the engine miles variation. While the prices of materials and labour have 
each contributed to this, the latter is by far the more important as it has 
increased by 114 per cent in amount, and, rather more in rates, compared with 
an increase of forty-four per cent in the cost of living. 

lend this recital of figures by adding that whereas in 1913 the ratio of 
_ wages to net revenue was as 51 : 49; in 1923 it was 72 : 28, and in 1932 as 78 : 22. 
My deductions from these facts are:— 

(1) Railway users have benefited because railway charges have increased 
less than railway costs; 

(2) Railway staffs have benefited because the wages rates have increased 
considerably more than the cost of living. In fact, in purchasing power 
they are higher than ever before. 


(8) Railway net revenues have suffered unduly. 


__ The incidence of the results has therefore, to my mind, been prejudicial to 
_vailway owners alone—apart from the ultimate prejudice to users which comes 
Indirectly from this result. ; ¥ 

| Net revenue does not, as often suggested, mean profits in the ordinary 
mercial sense. Net revenue in the Railways Act sense includes debenture 
est, and as this prior charge represents about £12,000,000, the reduction in 
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mum net revenue represents about 43 per cent of the capital subscribed, and 


Tribunal, the court created by parliament to review this and other matters, 
has in fact found that the “deficiencies are not due to lack of efficiency and — 


CRITICISMS OF RESULTS 


I do not suggest that in the present period of economic stress holder 
railway share capital can expect to obtain normal returns. That would be 
absurdity, but I point out that by the restrictions of the Act of 1921 the maxi- 


the suggestions sometimes made that, because of the present depression of net 
revenue, there should be a reduction of this low maximum earning power, per- 
missible in ideal conditions, are as unsound as they are unfair, whether they 
proceed from politicians or traders. i: 

No responsible person has suggested that the present undertakings could 
be constructed and equipped for the present capital expenditure, and the sug- 
gestion usually is that railway capital expenditure and issued capital should — 
be written down and accompanied by a reduction of the possible maximum — 
net revenues because present railway earning power is less than was contem-— 
plated in 1921. a 

Why has that earning power diminished? Bad trade is undoubtedly one — 
reason, but I am unable to agree that this is a reason for reducing the maximum _ 
net revenue powers. If the nominal amounts of railway capital stocks were on 
a sliding scale, varying in each direction with net revenue, the change would — 
be simple except for the clerical work involved; but also meaningless beca 
it would merely alter capital labels without altering capital values. In the — 
past, railway capital expenditure and stocks were not revalued and written up in 
what are described as “boom” periods, even in 1913 when 44 per cent was earnet 
on the total capital subscribed. 

A specific reason advanced for capital cutting is that by reason of amal: 
gamation, two competing sections of lines now in one ownership represen 
unnecessary capital. This is more plausible, but equally unsound. On amal 
gamation the two lines were amalgamated on the basis of pre-amalgamatior 
net revenues, which became the new maximum net revenue. Amalgamation 
has not, therefore, reduced the net revenue earning capacity of the two in one 
ownership, but in fact increased it, and parliament even went so far as t 
prescribe that the increase should not accrue to the amalgamated owners 1 
increased maximum net revenue power, except for one-third of the annua 
savings effected by early steps taken to secure economies in anticipation 0 
amalgamation. Any economic loss, due to duplicate facilities created pr 
to 1914, was in all cases already reflected in the net revenues of 1913 whiel 
have been stereotyped as the future maxima. : 4 

Another suggestion is that the railway net revenues are depleted by waste- _ 
ful management. If this were true I cannot see why railways should be punished — 
in future if they succeed in remedying their misdeeds, but the Railway Rates 


economy in the management.” ; 

Another suggestion is that road competition has permanently destroye 
part of railway earning power. It may have, but why railway critics sho 
be eager to assume this and ensure it by statutory reduction of future earnin 
power they do not explain. 7 

Parliament is all powerful and can, of course, require a railway compa 
to put a different denomination label on any part of its issued capital a 
at the same time reduce its maximum future net revenue earning pow: 
The Irish Free State Parliament has already done so and in the process redu 
the interest on debenture capital which had never defaulted. 

The only advantage of recapitalization is the theoretical one, that wr 
down will attract new capital. This is sound where a limited company 
domestic reasons, rearranges its capital, but I have never heard of a 
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s country where this was done and there was a simultaneous restriction 
rliament of future profits. It is not the course I would suggest to secure 
bers to new capital issues. 
Vhere there is an absolute deficiency in net revenue, after exhausting 
es, including premiums on capital issues, which has in fact reduced its 
pital resources, a limited company must cancel a part of its issued capital, 
as to cancel the net revenue loss, before dividends can be resumed, but 
at is not the position of any of the four railway companies and they have 
the power of limited companies to revalue their capital downwards or 
upwards, subject to court control in the interests of the investors. I would 
very much like to see parliament leaving the financial affairs of the railway 
companies to be dealt with under the ordinary law applicable to limited 
mpanies, and confining parliamentary financial controls to the relations 
een the companies and the public. A Royal Commission recommended 
66 years ago, but it is not yet the law of the land. If it becomes so, I 
e the government at the same time will release the railway companies from 
r special liabilities under the Income Tax Acts, for which there is not 
slightest justification. 
_ An amusing aspect of this capital value question is that a financial journal, 
successive months, published attacks on the railways for being overcapitalized 
d for holding excessive reserves. ; 
With the exception of those who are deluded by phrases this talk about 
railway capital rearrangement proceeds from those who wish to see railway 
stockholders penalized, and the matter is not so far one which would require 
e dealt with in a domestic manner by a company whose domestic arrange- 
ts are governed by the law relating to limited companies. The only thing 
matters is the present and potential earning power, as that is the only 
easure of the value of a railway company as a going concern. 
It is sometimes suggested that because the present circumstances have 
ade certain sections of line unprofitable they should be closed down. In 
ain cases where the conditions indicated permanency, lines have been closed, 
assenger services have been withdrawn, and the result has been to increase 
@ net revenue as a whole. More may be done and will probably be required 
the present circumstances do not appear likely to improve, but, if so, the 
t revenue .position will be made not worse but better and the loss will be 
felt by those thrown out of employment by closing, and by the ratepayers who 
will have as a substitute for a rate paying railway line a non-rate paying 
but rate-aided roadway. 

_ There was one light episode in these distasteful withdrawals. On a branch 
ine in a thinly populated area there were always few passengers in the trains 
pt on the local market days when a couple of the trains carried perhaps 50 
0 passengers each way. A ’bus service was started on those days only and 
the little traffic available, with the result that the railway company intimated 
their passenger service would be withdrawn. The local council were 
ly concerned and the leader of the deputation to the railway company 

“For God’s sake don’t withdraw your trains; there isn’t enough traffic to 
’ the working expenses of a daily ’bus service.” That is a microscopic illu- 
ation of the process of “creaming” the traffic and its results, which have had 
-reaching effects, more serious though less obvious than in this case. 

The only means, I have seen suggested, for revaluing railway assets are 
ysical valuation on replacement cost of Stock Exchange valuation. A physical 

tion has been in preparation in America for a long time and has caused a 
7 outlay without practical results. If one were compiled here, the replace- 
b cost would be found to be much more than the capital expenditure even if 
ections of line were closed and sold. Stock Exchange valuation is the 


Le i 
; East 


pe 


1020 yee SPECIAL COMMITTEE 


basis suggested in some quarters which regarded that course as anathema w 
nationalization was suggested and railway stocks were standing at high prices. 
applied now, and accompanied by-a restriction of future earning power, exa 
the same process could be applied to any other stock or share, such as 24 per 
cent Consols, or a vacant house or office, or a bank deposit, and I see no reason 
why railway investments merit differential treatment. In common with all 
securities with fixed or maximum rates railway securities have, in fact, been 
reduced in relation to purchasing power by currency changes in the value of 
money, and as a class the holders cannot object, but they have every right to 
object to a further reduction of their return, because the present market value 
reflects either such loss or temporary or permanent economic conditions. 

I hope I have not taken up too much of your time on this point, which I 
would summarize thus: the proposals made for the writing down of railway 
capital, if they merely mean altering capital labels, are meaningless; if they are 
based on stabilization of present earning power or Stock Exchange quotations, 
they are simply confiscation; and if they are based on future prospects, I do not 
accept the prophetic vision of the proposers. ri 


sy 


ROAD COMPETITION 


Road competition, to return to it, has undoubtedly had a very serious effect 
on railway net revenues, partly by diversions of traffic, partly by rate-cutting 
to prevent diversions, and partly by increased local taxation. , 

To some extent this is a perfectly natural result of the development of a 
new means of transport, which is more economical than railway transport im 
certain circumstances. To some extent also it is an unnatural result because 
part of the costs of the new means of transport is not borne by its users and, 
because as between railway and road charges for work done, there are radial 
differences of type. Railway charges. are regulated not only as to total amount, 
but also to provide for all classes of traffic on a plan or classification, which has 
regard to traffic nature, and this, in various forms, has continued since Parlia- 
ment first required it in 1801, down to the Railways Act of 1921. On the other 
hand, road traffic charges have only in recent years received the consideratior 
of Parliament, and as regards goods traffic are based not on any classification, 
but on “the higgling of the market” in thousands of separate bargains. Classi- 
fication of road haulage charges, on the lines required by Parliament for rail- 
ways, is, I think, impractiable owing to diversity of ownership of the carriers on 


the public roads, because each of the many separate services on the public 
roads could not cater for all classes of traffic. Which of these two charging 
methods will survive or, in accordance with Parliamentary traditions, how each 
will be modified as a compromise, can perhaps be considered better ten years 

3 


hence. 
The problem is far from simple and the fact that in one case the track 


owned by the operator and its cost is a standing one and, in the other ¢é 
is owned by the public and its cost, so far as charged to the operator, is to I 
a variable one, is an important economic difference which is often overlooked. 
Whatever the ultimate position may be, in regard to this and other differences 
:n the Government treatment of the two chief means of transport, I cannot think 
there is any doubt that the unnatural part of road transport development in 
the last ten years was a considerable waste of national resources at a critica 
period, which also retarded the intentions of the Railways Act of 1921. H 
sounds paradoxical, but the success of that Act in other respects has assiste 
road transport and its Government aid, because amalgamation economies, i 
some extent hid the effects of the Government road policy, and had the ol 
companies continued their separate ownership there would have been & 


before now. 
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ven, the Government, however, is entitled to its due, and just as the War 
scientific discoveries of great advantage in times of peace, so the rail 
ad transport war has forced discoveries which might not otherwise have 
1ade, which are of Permanent value in the economy of rail transport. 
These, however, are advantages which | do not suggest would justify either 


warfare is healthy or 


Co-ordination of the two is desirable and possible and some steps have 
ady been taken to effect it, but on a major scale it is impracticable until there 


930 have together enabled much to be done on the passenger side without . 


re Parliament will, I hope, enable further progress to be effected, and in 
Transport Advisory Committee which it proposes to set up there is the 
esis of a scheme which can be applied to secure a real improvement in the 
onomy and efficiency of the transport services of the country. 
_ Ten years hence the results can be reviewed, and for this evening I am 
mtent to deal with the ten years which have passed. 


EXHIBIT No. 74 


ATIONALIZATION OF BRITISH RAILWAYS, BY W. L. WATERS, 

PRESENTED BEFORE THE AMERICAN SOCIETY OF 
MECHANICAL ENGINEERS, RAILROAD DIVISION, METRO- 
POLITAN SECTION, NEW YORK, MAY 11, 1938 


t ‘The author was born and brought up in England, graduating in civil and 


ged in manufacturing engineering on power and railway equipment. For 
ast 18 years he has been in consulting engineering practice in New York, 
transportation and industrial activities. He is a Member of the American 
ciety of Mechanical Engineers, the American Society of Civil Engineers and 
Engineering Institute of Canada. . 
Recently in England he made a study of the results of the consolidations 
der the Railways Act of 1921; and in the study the railways, the labour 
utives and the government bureaus were kind enough to assist with informa- 


n, advice and criticism. The paper outlines some of the important facts he 
vas able to develop. 


RATIONALIZATION oF BririsH Ratuways 


) The Railways Act of 1921 which consolidated the railways of Great Britain 
0 four large systems divided roughly on geographical lines, described itself as 
‘et to promote the “more efficient. and economical working of the railway 
m of Great Britain.” It was a compromise in a difficult situation. 

On the outbreak of war the Government had taken over the control of the 
ays, guaranteeing the net receipts of the individual companies on the 1913 
and to return them to the owners unimpaired at the end of the war Immedi- 
ollowing the war the Government found itself in possession of the railways 
mpaired condition and with personnel seriously affected as the result of the 
Vages and the prices of fuel and supplies were more than double pre-war; 
our as a reward for its sacrifices during the war was demanding an eight 
iy with the continuation of its war time bonus and wages. 
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In 1919 the Government introduced for all members of the wages sta 
eight hour day instead of the pre-war nine to twelve hour; and in 1920, as 
result of negotiations after a one week strike, wages were established on a we 
level just under the then wages and war bonus, with the balance to fluctu: 
with the ‘Cost of Living Index’ until wiped out by the fall of that index. T 
resulted in railway wages in 1920, figured on an hourly basis, averaging about 
three times pre-war. As passenger rates had been increased less than 50 per cen’ 
since 1913, and freight rates with minor exceptions not at all, the Governm 
increased freight rates to about 110 per cent and passenger rates to about 
per cent over pre-war. Yet in spite of these increases the railways were bei 
operated for the Government at a heavy loss; and in the 20 months endi 
August, 1921 (due largely to a coal strike and deferred maintenance expen 
tures), the railways had failed to earn their operating expenses by £12,000,0 
($60,000,000). Hence the necessity for Parliamentary action to promote thi 


back with some assurance in regard to their earning capacity, and they wan 
the £60,000,000 ($300,000,000) which as a compromise had been agreed upon 
compensation for the increased costs of the arrears of maintenance and ot 
matters. So it is not difficult to understand the pressure there was on all interes’ 
to make concessions and arrive at a compromise. The Labour Party want 
and at least one member of the Government appeared to favour, nationalizat 
of the railways. But the public generally was tired of the rigid war time cont 
and was not satisfied that the railways could be operated effectively unde: 
civil service. The shippers, in particular, were strenuously opposed to national 
ization; and the more conservative of the labour leaders realized that the po 
bility of maintaining their high wage scale and at the same time giving the 
freight rates which the shippers were clamouring for, lay in the energetic initi 
of reforms by private enterprise, rather than in a slow moving rigid bureaucré 
organization such as the Post Office. 
The Government proposed to consolidate the railways into a limited num 

of systems under the control of the Ministry of Transport, and to safeguar 
the interests of labour by specifying (1) That employees should be represented 0 
the boards of directors of the amalgamated railway systems, and (2) A contin ; 
ation of the existing Central and National Wages Boards originally set up U 
1919 to regulate wages and conditions of labour. The chambers of commerce @ 
the railways strenuously opposed employee representation on the boards 0 
directors; and labour leaders realized that a minority representation on the boards 
might be of little actual benefit to labour, while the responsibility resultin 
therefrom would seriously curtail its freedom of action. This feature wa 
accordingly abandoned when it was agreed that labour should have equal repre: 
sentation with the railways on the wages boards and that the existing wage scat 
and employees’ jobs were to be maintained. The Act as passed safeguardec 
railway labour by specifying that no employee of five years standing sho 
the result of the amalgamations be in any worse position as regards pay or r 
and that any who did so suffer were to receive compensation as decided 

arbitration. This clause protected employees from losses resulting from th 

amalgamations; but it did not safeguard them against being laid off as the resu 

of a depression. In a depression the railways were under a moral obligat 

protect the 70 per cent of the employees who were considered to be ‘‘perma 

and who, as such, had at the joint request of the railways and the labour 

been “excepted” from the national Unemployment Insurance commonly kno 

the “dole.” The other 30 per cent who were not classed as ‘““yermanent” 

under the protection of the national Unemployment Insurance in case of 1 

This latter group consisted of shopmen, casuals, auxiliaries, etc., and th 


_ RAILWAY CONDITIONS 1023 


een very few lay-offs of such employees, as in a depression the railways 
‘the labour unions combine to work out short time schedules, ete., to care 
these men. ! ; 

The Railways Act, passed in August, 1921, and which went into effect 
anuary 1, 1923, amalgamated the 120 standard gauge railways of Great Britain 
excluding the London underground systems), with about 20,000 miles of route, 

o four geographical groups and about half a dozen jointly owned lines which 
ad a total of about 600 miles; and it specified the conditions under which they 
should operate. It placed the process of amalgamation under the Amalgamation 
Tribunal, rates under the Railway Rates Tribunal, and wages under the National 
jages Board. | 
The public and the commercial interests wanted lower freight and passenger 
S which, as stated above, then averaged about 110 per cent and 75 per cent 
spectively above pre-war. The Act specified that the existing rates should 
mtinue in force until the Railway Rates Tribunal fixed new rates to yield the 
andard return for the railways, to go into force at a date which was subse- 
uently fixed by the Tribunal as J anuary 1, 1928. But the railways volun- 
rily reduced rates from time to time, until in 1927 freight rates were about 
) per cent and passenger rates about 50 per cent over pre-war. In 1928 and 
sequently many rates were still further reduced. Both passenger and freight 
tes were, however, increased 5 per cent in October, 1937. Yet at the present 
time, despite the fact that railway unit operating costs are about double pre-war 
lue to the increased prices of labour and materials, the level of railway charges 
} a whole is only about 50 per cent higher than pre-war, which figure corre- 
onds closely with the increase in the cost of living. 

_ The public also wanted the competition of pre-war days, and at the same 
it wanted the convenience of the unified railway system. The grouping of 
railways on geographical lines, however, largely eliminated competition 
pt at common points where the systems overlapped; and the shippers were 
arful of the effect this would have on the service. But they soon found that 
a result of the increased enterprise of the mangements, the short routing of 
Mipments, and the elimination of clerical work and delays resulting from 
ransters between different lines, conditions had improved rather than suffered. 
90 satisfied were they as to the results from this elimination of competition, 
in 1932 they agreed to the pooling of freight traffic at all common points so 
the most convenient depots and the most economic routes would be avail- 
e for all shipments. The privilege of using passenger return tickets on any 
smnative direct route was also introduced at the same time. So the pre-war 
etition with its extravagances has now virtually disappeared, with result- 
enefits to both the public and the railways. 

_ Though the British railways are not yet above criticism, the reduction in 
tes and charges, the increased speed and convenience with which freight and 
sengers are now handled, the co-ordination of highway and rail services 
h freight and passenger), and the introduction of many special passenger 
ces make it impossible that the public would ever consider reverting to the 
itions of 15 years ago. 

Thus the shipping and travelling public has obtained much of what it 
inted, and far more than it expected from the Railways Act. 

The railway companies wanted their pre-war prosperity as represented by 
andard return which was based on the 1913 net earnings plus an allowance 
tater capital expenditures, and which total was equivalent to a return of 
4-7 per cent on the invested capital. But they have never obtained this. 
), their best year, they realized 88 per cent of the standard return, and 
14 years to 1936 they averaged 70 per cent of it. During this 14-year 
the railways expended about £200,000,000 ($1,000,000,000) in physical 
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ents, partly to make good accrued wastage and partly to effect economies. 


y 
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By before the war. 


This money came principally from renewal reserves and depreciation ft 
‘Jess than’ 7 per cent of it being charged to new capital, the interest on wi 
resulted in increasing the standard return the railways were entitled to 
This money was spent for new locomotives and cars, track improvements, si 

ling, shop equipment, improvement in freight depots, new freight han 


equipment, etc. The railways also introduced a vast amount of improvem« 
in operating details. But the maximum economies possible from the use of ne 
equipment and methods of operation have been restricted by staff questions 
the Railways Act protected the jobs and rights of employees; ‘and the railw 
have been scrupulous in observing the spirit of this clause in the Act and 
safeguarding human relations when handling their employees. Though exa 
figures are not available, the railways estimate that less than one per cen 
the total employees were dismissed as the result of the amalgamations; and 
most of these cases the financial compensation was settled amicably, few cas 
going to arbitration. Also in the closing of shops, depots and offices the railway 
moved very cautiously so as not to penalize any locality by removing railwe 
activities until new industrial developments had replaced them in the commer: 
cial life of the community. So it will be a generation from the date of amalga 
mation before the railways will reap the full economic benefits to be expected 
under rationalization. 
Whereas when the Act was passed a time of increasing business activity 
was expected, the period since 1923 has been one of fluctuating national pros 
perity. From 1923 to 1932 railway gross revenues decreased 24 per cent, 0 
ton-miles 22 per cent, receipts per train mile 30 per cent for passenger 
14 per cent for freight. Further,—the development of common carrier high 
truck and bus competition, and the use of the privately owned motor car a 
truck, has had a serious effect on the merchandise and passenger traffic of 
railways. So it is not surprising that the railway companies have not to 
been able to fully realize the financial benefits possible under rationalizati 
As business improves and highway traffic 1s brought under better control, a 
personnel conditions permit the introduction of the labour-saving equipment an 
methods which the railways have planned, they expect to obtain all the financié 
results that were anticipated. But they have not obtained them to date. _ 
Without the improvement in operating efficiency which resulted unt 
rationalization the combination of the high war time wages for labour whiel 
have been substantially maintained to date, the increased prices of mater 
and the reduction in freight and passenger rates from their 1921 level wo 
have meant bankruptcy for probably one-third of the rail mileage of the count 
with consequent injury to the whole financial system of trust funds, insurar 
investments, charitable endowments, etc. This improvement was not @ 
that resulting from such items as joint use of rolling stock and facilities, short 
routing of traffic, standardization of equipment, consolidation of shops, off 
ete., which would naturally be expected from the grouping of a number of 1 
ways. The managements realized that rationalization meant a new era for’ 
railways. They were shaken out of their pre-war conservatism, and they be 
eager to make improvements in operation; and to facilitate this introducec 
widespread changes in accounting, research and administration. The generé 
attitude and effectiveness of railway labour also improved greatly, as the m 
saw they could expect to hold their gains only if the railways prospered. 1 
‘machinery set up to facilitate the prompt settlement of questions affecting 
interests and welfare of the staff worked well; and the sensible attitude o: 
labour leaders resulted in increased respect for the railway trade unions. 
result was that despite a large element still favouring socialization of th 
ways, a spirit of co-operation and veneral desire to do their best replace ' 
almost hostile attitude on the part of the men which had at times been in evide 
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oa portion the extent to which the improvement in opera- 
has been due to each of the various features which were 
irectly the consequences of the Railways Act. They must all be 
together as the total net results under the rationalization of the rail- 
_and the really remarkable character of these results is indicated by the 
‘ison of the operating results of 1913 and 1936 given later in this paper, 
ybour, more than any other interest, has gained by the rationalization of 
le railways, because it enabled the trade unions to consolidate and hold all the 
1s made between the outbreak of war and the commencement of amaleamated 
ion; and further, labour secured a very effective system of settling dis- 
es with the railway managements. 
Prior to the war railway wages and hours of labour in Great Britain were 
ore or less chaotic state and varied with the cost of living and the general ; 
scale in the districts. The weekly wage rate for the same class of rail 
ur varied 30 per cent between the different localities; and the regular weekly - 
on which the wage rates were based varied from 48 to 76 for the different 
es of labour, four per cent of the employees having wage rates based on 
72 hours per week; and there were erratic rules as to over-time and Sunday 
ight.work. During the war the wage scales and hours, generally speaking, 
ned unchanged; but to compensate for the increased cost. of living all 
les of railway labour received an additional compensation known as the 
‘Bonus, which in 1920 amounted to about 38/- ($9.50) per week. fe 
In 1919 when the Government granted an 8-hour day to all members of ime 
ilway wages staff in Great Britain, it set up a Committee to review the 2 
of pay and the conditions of service with the railway trade unions; and 
mprehensive National Agreement covering all the railways of Great Britain 
worked out. Except for locomotive and train crews, switch and signalmen, rae 
2w rates were on a town and country basis, the London rates being about | 
cent higher and the rural rates about 8 per cent lower than the rates in 
industrial areas of the country. These new weekly rates were about 100 ; 


er cent higher than the average English pre-war rates, plus an allowance vary- 

with the cost of living, which allowance has gradually disappeared since as 
cost of living has fallen. As the wage scale was on a weekly basis and the 
day was changed to an 8-hour from a 9- to 12-hour and the classification 
vertime was tightened, the increase in hourly rate of pay compared to pre- re 
-varied from 120 to 200 per cent according to the class of labour and the Mie 
uty, after the cost of living differential had disappeared. The benefits-to 

ur of the Agreement can be seen from the following figures giving the average 
fal annual earnings for all employees in the standard gauge railways of Great 
ain in various years. 


Br) Year i Average annual earnings — 
a eer re ys ii A ae 8 £ 76 ($380) ean : 
oan y aN URI Sk Mind PN 182 ($910) a) 
ESE oe RC rae 180 ($900) fi 
Be tere mam s roe Ce, lu ty 178 ($890) 


id when considering the above annual earnings for post-war years it 
be remembered that the average weekly working hours have been 


ed about 18 per cent since 1913. un 
he variations in the post-war annual employee earnings are due to changes a 
ost of living differential and a temporary reduction in the wage scale in ap 
The figures indicate that the average actual yearly earnings of all classes ee 
vay employees in Great Britain are now about 130 per cent. higher than wel 
as compared with about 45 per cent in the cost of living. . pe 


re were also. set up to handle railway staff questions: Local Depart 


m 


mmittees and Sectional Councils to deal with hours, welfare, opera- 
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tion, application of wage agreements, etc., at particular depots and on sec 
of the individual railways; a Central Wages Board and finally a National W 
Board to handle questions of wages, etc., on which there had been a failure 
agree. The first three of these were constituted of an equal number of r 
sentatives of labour and the railways. The National Board had in additi 
these, representatives of the public and an independent government appoin’ 
chairman. The decisions of these various boards were none of them bi 
on labour or the railways. But except in a few cases the decisions of the Natio 
Board have satisfied both parties; and in these exceptional instances subsequ 
direct negotiations between the railways and the trade unions resulted in agr 
ment. ¥ 
After 15 years’ experience with this machinery for negotiation it was revise¢ 
in 1935. The titles of the Central and National Wages Boards were changed t 
Railway Staff National Council and Railway Staff National Tribunal resp 
tively, to indicate that they dealt with all staff questions and not merely wages 
and an important change was made in the National Tribunal. The Natione 
Wages Board had consisted of six railway representatives, six trade unio 
representatives, four representatives of the public, and a government appointet 
chairman. The new Railway Staff National Tribunal which has replaced it 
consists of one railway representative, one trade union representative, and | 
chairman appointed by agreement, or failing such agreement to be appoint 
by the Minister of Labour. The chairman is virtually the sole arbitrator 
all matters; and by agreement any question can be referred to him for decisio1 
without being formally presented to the Tribunal. Direct conferences betweei 
the railways and the trade unions are also made a part of the machinery; an( 
it is specified that no question can be referred to the National Council or th 
National Tribunal unless there has been failure to agree in such a direct con 
ference. In the formal Agreement it is also specified that ‘The Railway Com 
panies and the Railway Trade Unions shall use their best endeavours to avol 
publicity or propaganda in respect to any question while it is under considera 
tion.’ These changes from the original negotiation machinery set up by th 
Railways Act are quite important. They indicate the conviction of the rail 
ways and the trade unions that their disputes should be settled by direct nego 
tiation between themselves, and that the public or the government should hay 
no part in them. be 
As indicating the improved standing of labour in the railway organizatio 
since rationalization, it is interesting to note that whereas in the Railways Ac 
and 15 years ago employees were officially known as “servants” of the rail 
ways, now they are known as the railways “ staff.” al 
The above indicates the more important benefits that rail labour and th 
public have obtained under the rationalization of the railways of Great Britai: 
considered in its broad and total effects. It is also interesting to see wha) 
benefits the railways have obtained from the more effective use of labour whic 
has resulted from the consolidations with their accompanying physical bett | 
ments and improvements in operation and administration. To make suc 
comparison it is necessary to go back to the conditions in 1913. The reason 
this is that on January 1, 1923, the official date of formal amalgamation, man 
of the more obvious possibilities of unified operation had already been put int 
practice. From 1914 on, during the period of government possession the ral. 
ways were largely operated as one unit and many arrangements were made fc 
the economic routing of traffic, the common use of equipment and facilities a 
for joint services. And when in August, 1921, on the passage of the Rai 
Act, the railways were handed back to the companies, not only were ma 
these arrangements continued, but further arrangements, consolidations — 
informal partnerships were made in anticipation of amalgamation; and 
resulted in immediate substantial savings of a permanent nature. These inf 
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nents were accelerated because of the clause in the Act which specified 
er amalgamation the railways would be permitted to retain in addition 
standard return an amount equal to one-third of the annual savings 
ted prior to the date of amalgamation. Net earnings in excess of this 
unt, when considered to be permanent, were to be allotted 30 per cent. to 
ction in rates and the other 20 per cent was to be added to the standard 
which the railways were permitted to carn. As a result of all this a con- 
ble part of the immediate benefits to the railways which were expected 
der rationalization were already existent in 1923. To obtain a true picture 
he way in which the improvement in operation developed under rationaliza- 
n it is necessary to compare the results of 1913 with those of 1923 and subse- 
t years. 
It is not possible to go into elaborate detail. But a simple and instructive 
aparison can be made by taking in each year the average train-miles (passen- 
t plus freight) per man-hour of all employees in railway service proper, 1.e., 
lusive of hotels, docks, etc. This is because under English conditions train- 
are a very fair measure of the work a railway has to perform, since 85 
ent of the train miles are determined by the passenger and merchandise 
fic, the servicing of both of which is decided by public convenience and 
mnot be curtailed at the will of the railway. These figures for all the standard 
auge railways of Great Britain combined, are given below. The man-hours 
been determined from the average number of employees in each year, 
the normal average rated work hours of 58 per week in 1913 and 48 in 
war years (House of Commons Documents), and with the percentage of 


ime, short time, sick leave and holidays estimated from the information 
able. 


Man-hours per 
Year train-mile 
mn RHETT Renter. Crna My hey. NN 4-43 


ly introduced by the railway managements as the natural wastage of 

nnel through death and retirement permitted it, the increasing effectiveness 

our under rationalization became evident. This is indicated by the further 

‘crease of 26 per cent in the man-hours per train-mile in the next 13 years 
6 


hese figures indicate that if in 1936 labour had only been as effective as in 
he total number of employees in the former year would have been about 
t cent greater than it actually was. Assuming this percentage applies 
ly to all classes and grades of labour,—and informed investigation 
s that this assumption introduces only a small error,—the total increase 
1936 payroll for all the standard gauge railways of Great Britain (exclud- 
e London underground system) would have been £40,800,000 ($204,000,000). 
imated that there would also have been an increase of about £1,500,000 
000) in the cost of fuel and supplies if 1913 equipment and standard of 
n had existed in 1936. If the railways had incurred this additional 
of £42,300,000 ($211,500,000) for labour and materials in 1936 they would 
own a net operating deficit of £8,900,000 ($44,500,000) instead of the 
Ings of £33,400,000 ($167,000,000) which they actually showed. This 
yf £42,300,000 ($211,500,000) is about 26 per cent of the gross revenues 


te 


be earning their standard return plus a satisfactory margin W 
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and represents a reduction of about 24 per cent in what the oper 
ld have been with the 1913 standards of efficiency. There 


for the year, 


expenses wou 13 s 
further saving resulting from the reduction in train miles due to pooling of tra 


closing of branch lines, short routing of shipments, common use of freight ¢ 
etc., in 1936. It is not possible to estimate this, 
which public convenience requires in Britain the net percen 
large. 
Many of the statements made above are of necessity only approximat 
due to the limited amount of detailed information available. But as 
railways, the labour executives and the government bureaus have been 
enough to assist with information, advice and criticism, it can be assumed the 
are reasonably accurate. . 

As previously stated it will be a generation before the full benefits und 
the rationalization of the railways of Great Britain and its attendant posstbil 
are realized. But the saving of £42,300,000 ($211,500,000) in 1936, most of w 
went to the shippers in reduced rates, indicates the progress made to date; 
the increased effectiveness of labour explains why it 1s possible to pay labo 
such greatly increased wages while still keeping freight and passenger rates. 
a level comparable with the cost of living. However, it must not be forgott 
that though wages and salaries constitute two-thirds of the operating expe 
of the railways, the effectiveness of labour is only one of the items affectiu 
their prosperity. 

Since rationalization the railways have never earned their standard retut 
and over the last 15 years have averaged only 70 per cent of it. These pa 
earnings have been largely due to the reduction in freight and passenger ra 
the disturbed economic condition of the country prior to 1927 and to 
depression since 1930. But if Great Britain experiences years 
such as were foreshadowed in 1927 and 1929 it seems likely that the hopes shar 
15 years ago by the public, the progressive railway managers an ab 
leaders will be realized in the next 10 or 15 years. The railways should. the 


| 


further reduction in rates; while rail labour, no longer subject to the pre-v 
conditions of low pay and poor morale, should through still higher wages | 
sharing in the prosperity of the properties. This will have been the result of t 


co-operation of the public, the enterprise of the managements, and the comm«¢ 
sense policy of the labour leaders. ‘ 


DISCUSSION 
The following is an abstract of the remarks made by the author when closi 
the discussion on the paper. Me 

The Amalgamation Tribunal consisted of three men—a banker, an accou 
tant and a lawyer. It substantialy completed its work in a year and disband 
at the end of two years. Its decisions were final, except that appeals to t 
Courts could be made on points of law. Absorption of the individual compan 
was accomplished by exchange of their securities for those of the new amalga 
ated railways, the old companies passing out of existence. This operation 
simplified because the Railways Act specified that the test of value was 


the past net earnings of the individual companies, with any allowance consi 
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sible dangers from placing so much power in the hands of the 
Managers of the amalgamated properties; it should be remembered 
Highway competition is a powerful check on the railways, (2) The 
’s are under the control of the Ministry of Transport, and (3) The Labour 


s political platform for the government ownership of the railways is always 
at in the background. 


a 
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iS EXHIBIT No. '75 


Statement by Sir Edward Beatty, G.B.E., on savings 

o the Royal Commission on T ransportation. 

On January 5th, in response to enquiries of the Commission, I presented 
figures giving the approximate savings to be achieved from further co- 

ation in establishing joint trackage, stations and terminals, and indicated 

yossible savings which might be secured through unification. 


from co-operation, 


(CO-OPERATION 


‘Since that time our officers have made a more complete study of co-opera- 
n and I now file a detailed statement showing a possible saving of $6,348,000 
ough such joint arrangements. 
n the outline of the proposals which follows, I will indicate the difficulties 
1 attend the making of such joint arrangements. This is done with 
idea of prejudicing a full and impartial examination of the proposals, but 
0 give the Commission some idea of the nature of the obstacles that have 

vercome to bring joint agreements into effect. 
e largest part of the saving estimated is based upon the establishment 

ty-two new joint trackage sections involving the abandonment of 1,582 
f track, details of which are shown in Exhibit PSsee 
e longest section included is one of 405 miles between Winnipeg and 
Mistiquia, near Fort William. The estimated saving of $1,250,000 is 
ught about by abandoning operations over the Canadian National route via 
ational Transcontinental between these points. Three ways are suggested 
ich the traffic could be handled. The first, and that which has been included 
the exhibit, contemplates that the year round traffic of the Canadian National 
be moved via the old Canadian Northern line, only, the overflow traffic 
@ rush period to be accommodated on the Canadian Pacific double track 
Such an arrangement would have certain disadvantages to the Canadian 
mal which would have to be weighed against the proportion which would 
e to that company of the monetary saving to the two railways. In speak- 
of disadvantages, I have in mind that-the Canadian National would, under | 
roposal, have only one regular route for traffic between Hast and West. i 
would, in addition, be practical difficulties in operating, during the period 
ak traffic, over a joint section 405 miles in length, which would include two via 
nediate terminals. If the Canadian National trains were to be operated 
eir own employees, special arrangements as to accommodation would have 
‘made for their train and engine crews operating away from their home 
nals. If the trains were to be operated by Canadian Pacific employees 
would arise in respect of the interest of the Canadian National and 
an Pacific employees. There would also be difficulty in adjusting expense 
of fluctuation of traffic from year to year. 
€ second arrangement would be to route the major part of the Canadian 
al freight and passenger traffic over the Canadian Pacific the year round, 

Id present no less difficult problems, because of the existence of the 
ate Canadian National route via Fort Frances and the practical difficul- 
xr 
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ties of operating over such a long section of track with employees of two ¢ 
panies having conflicting interests. At the intermediate terminals, there wo 
be problems as to priority in switching and in the repair and despatching 
locomotives. 

The third proposal is the same as the second, except that Canadian Pacif 
employees would handle the traffic. This would overcome the practical d 
culties referred to, but the objection to it is that it involves placing the maj 
traffic operations of the Canadian National in the centre of their system und 
the control of a competing carrier. a 

Another large item is a saving, estimated at $1,206,000, to be secured b 
the abandonment of operations over the Canadian Pacific track between K 
loops and Petain, 163 miles, and Canadian National track between Hope at 
Vancouver, 79 miles. No practical difficulties are apparent in creating a joi 
section between Kamloops and Petain, ultilizing the Canadian National Io 
grade line, although it might be necessary to make some expenditures in 0 
to bring this section of Canadian National track up to the standard of t 
Canadian Pacific line to be abandoned. To abandon the Canadian Natione 
track between Hope and Vancouver, it would be necessary to make a connectio: 
so that the Canadian National could reach their freight terminals. 4 

The remainder of the joint sections are for relatively short distances. ~ 

In Exhibit “B” details of an estimated saving of $2,269,000 are show 
These savings are to be secured through the establishment of joint stations al 
terminals at sixty-seven places. A brief description of some of the items Wl 
indicate the factors involved. a 

The saving of $81,000 at Quebec is divided about equally between consolidat 
ing the freight sheds and the car departments. With regard to the former, it: 
appropriate to note that prior to the consolidation of the Canadian Nation 
Railways, the National Transcontinental Railway was making use of the Can 
dian Pacific freight shed. The combined Canadian Pacific and Cana 
National traffic could have been taken care of in the joint terminal with a sm 
extension to the freight shed. The Canadian National, however, considered. 
desirable, for competitive reasons, to withdraw the National Transcontinent 
traffic and consolidate it in the Canadian Northern shed. There has been : 

change in the situation since that time. With regard to the car departmen 
negotiations toward consolidation have already taken place. To accommo 
all the Canadian National coaches, it is necessary to enlarge the joint coach y 
This work, and the consolidation of the car staffs, has been temporarily deferre 


eh} 


in view of existing business conditions. This particular situation illustrates t 


difference between savings feasible through co-operation and through unificatio 


as the passenger traffic of a unified system, because of the reduction in tl 
number of passenger trains and cars to be operated, could be adequately talk 
care of in the existing facilities. wi 

In view of the failure to agree upon a general program for joint use 
facilities in Montreal, no saving has been included for such joint use. | 
item of $290,000 represents an amount which it is estimated could be sav 
the two systems agreed to close the outlying freight sheds in various parts 0 
city and consolidate the handling of less-than-carload traffic; the Cane 
Pacific at Place Viger, and the Canadian National at Bonaventure and | 
St. Charles. 

The largest single item in the study is the saving of $637,000 sh 
Toronto, This saving represents the results of the consolidation of pa 
coach yards, the consolidation of passenger stations at Parkdale and 
Toronto, and the establishment of joint switching for industrial areas. I! 
past it has been difficult to reconcile the differences of the two companl 
switching industrial areas. For instance, it is only a little over a year ago 
the Canadian National required the Canadian Pacific to construct a 
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he 2 ce with the forms of an agreement 
o, in order to secure direct contact with the industries instead of 


2 ae of the services of the Canadian Pacific which had been performing 
ching. - g 


extraordinary conditions which prevail during 
or the prompt release and return of grain carrying equipment. 
isagreement, absolute impartiality in the placi 
would be essential, and this would be almost impossible to arran 


_ It is estimated by consolidation of all facilities at Calgary, there would 
saving of $120,000. The establishment of a joint passenger station has 
en the subject of discussion between the companies. This project is usually 
up with the Canadian Pacific’s use of the Canadian National terminal 
dmonton. An item covering this and including the abandonment of 33) 
of Canadian Pacific track, is listed in Exhibit “A.” 
Included in the total is a saving of $90,000 through the merging of the 
agan services. This includes a consolidation of train and boat services 
e Okanagan district. 
From what has been said with regard to the points at which joint operation 
ears at all feasible, it will be seen why the total to be saved from co-operation 
much less than the saving which would result from unification. In a pre- 
us statement, I referred to the difficulty in extending the field of co-operation 
yond certain boundaries. Conflict of interest, and of governing policy, is 
und to exercise a restraining influence. Prestige and good will are of the 
st value in the railway business, and withdrawal from certain areas by a 
apany professing to give nation-wide service might endanger both, and do 
mage to the morale of the whole organization. The operation of a trans-' 
omtinental system cannot be localized. The employee at Saint John or Sher-' 
Ke, or Regina or Edmonton, is not concerned only with the working of the 
ay in his own city or his own district, but is vitally interested in advanc- 
he fortunes of the whole system. To neutralize the staff at many of the 
oints in the country, would result in the indifference which is bound to 
any effort to satisfy the requirements of two contending masters. At 
t has always been the experience that one of the parties felt that the 
staff did not hold the balance evenly, and that its influence and reputation 
‘community was weakened. 


& general scheme of co-operation between the two competing systems 
be worked out on a large scale, carrying with it an assurance of 

ency, it would have to be on the principle of equality of sacrifice and’ 

of advantage. Conditions vary to such an extent in different sections 

ountry, and are so subject to modification from time to time, that the 

es in negotiating a mutually satisfactory arrangement on broad lines 

be almost insurmountable. In short, competition and co-operation are 
ice irreconcilable. . 


bmitted to Royal Commission, February 19, 1932. 
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EXHIBIT No. 76 


Summary of Mr. Fairweather’s discussion of Senate Exhibit No. 
Royai Commission on Transportation. 
WESTERN Tour, 


En Route, OTTAWA TO VANCOUVER, 
Tunspay, December 8, 1931. — 


PRIVATE CONFERENCE 


This afternoon the Commission asked Mr. 8. W. Fairweather, Director 
the Bureau of Economics, Canadian National Railways, who is accompanyin 
the Commission as Sir Henry Thornton’s personal representative, to give 
Commissioners the benefit of the study he had made of the possible econom 
which might be expected to result from a consolidation of the Canadian Pae 
and Canadian National Railway systems. Mr. Fairweather stated that he i 
prepared a somewhat extensive report in the matter for Sir Henry Thornton 
late as November 27 last. 7 

Mr. Fairweather stated that the economies which could be foreseen a 
result of consolidation were undoubtedly large, but could on db 

‘the resolute facing of a situation which required sacrifices 
and collectively as, if it is to reach large proportions, it would involve drai 
abandonments of line, reduction in quantity and quality of service, particul 
passenger service, and a considerable disturbance of the railway labour 
material market. Canada would also have to be prepared to accept the 
attendant upon monopoly, the possibility of inadequate service, of inefficien 
of carelessness, and of political difficulties arising from the creation of a ki 
eroup with a common interest. 

Mr. Fairweather divided the possible economies under eleven heading 
using as a basis the reported accounts and statistics of the Canadian Nation 
and Canadian Pacific Railways, supported by special information where nece 

sary. On the low volume of 1931 traffic the anticipated economy from cons 
dation at present level of prices and wages was estimated at $49,000,000 per jy 
to be realized only after a period of adjustment tentatively set at five years. 

On the basis of normal traffic, substantially 30 per cent above the tre 
1931, the anticipated economy from the consolidation was estimated at : 
five million dollars per year. In addition to this improved financial r 
arising from readjustment of traffic and of operating conditions, there would = 
a constructive betterment arising from the release of materials and equipme 
which would greatly reduce capital requirements for a period of years. 
capital value of this released material, allowing for salvage costs, wouX 
$48,000,000, interest upon which at 3 per cent amounts to $1,500,000 per ye 
This estimated saving was divided among the following services in the pri 
tions indicated. 


1931 Traffic Normal Traffic 


basis basis 
General overhead expenses .. -- ++ ++ e+ ee os $ 1,020,000 $ 1,020,000 — 
Readjustment of tariffs and ERALOU Heese lis ca iene fee 5,870,000 7,050,000 
Traffic solicitation and advertising.. .. .. «. -- 5,800,000 6,800,000 
Operating economies, freight and passenger... .. 25,850,000 30,470,000 
Sak, NSP er) 2,500,000 2,500,000 


‘ Purchases and stores.. .. .. «- Panumens 
HGS CRN cet STR eS es adios 500,000 - 500,000 


Accountancy and statist 

ETORCIS: Vues ee aot eke Psion ke 4,500,000 4,500,000 

Express. . a 500,000 600,000 

Wolorrap nar sku sketawinn pe cern ee me ansce es 600,000 700,000 — 

Other subsidiaries. 6.0) 020 eters ee wie! weapon ae 700,000 800,000 
CRG tale need cla cisdataa neces cce Rat ca wadayee ince mate 48,840,000 54,940,0 

Economic value of released material.. .. .. -- 1,500,000 — 1,500,000 


Gi ad TORAT oe ieee ge DAD as oe 5 R500 000 apes Ca 4 
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airweather proceeded to examine these estimated economies in order, 
ng general overhead expenses into director’s fees and expenses, general 
pay and expenses, clerks and attendants, office rent, and office supplies. 
stated the main directorate of the Canadian National Railways consisted of 
enteen men drawing approximately $44,000 a year in fees and expenses. The 
dian Pacific main directorate consists of seventeen men, but the extent of 
fees and expenses was not available. There were in addition in both 
izations, directors of subsidiary companies, the fees and expenses of which 
e case of Canadian National did not amount to more than $4,000 per 
um. Mr. Fairweather estimated that a consolidated directorate would effect 
aving of approximately $50,000 per year. | 
Under general officers’ pay and expenses Mr. Fairweather grouped the Presi- 
ent, Vice Presidents, Secretary, Registrar, Treasurer and the system technical 
visory staff. Altogether there appear to be thirty-two positions in which there 
; a duplication of functions, and were it not for the fact that the consolidation 
ould create a system of such magnitude as to be almost unwieldy, one-half 
these duplicating positions might be abandoned. The estimated saving in 
ry and expense would, in that event, approximate $600,000. However, so 
ieldy would be the consolidated system that in all probability it would be 
ecessary to retain some of the apparently duplicating positions, or alternatively 
) raise the standard of the positions and supplement it with subordinate staffs. 
might be desirable to departmentalize the general executive control instead 
entralize it under a single president. A natural subdivision would be legal 
| finance on the one hand and operation and traffic on the other, or again on 
ration, a subdivision of the general operating authority might be made into 
ters of current operation on the one hand, and budgeting and planning 
the other. Having regard to these considerations it was not anticipated that 
the net economies would exceed 60 per cent of those indicated by apparent 
duplication. This would amount to $350,000 per year. 
- Under clerks and attendants were grouped subordinate technical assistants, 
ds of system, sub-departments and clerks. The combined expense of the two 
ways under that head now amounts to about $5,500,000 per year. Having 
rd to the expectation of a lessened total operating expense, amounting to 
ibly $30,000,000 per year with consequent reduction in supervision, it was 
ipated that economies under this heading would amount to approximately 
0,000. 
Office rent and office supply for headquarters staff were regarded as minor 
The saving on the first was estimated at $20,000 per year on the basis 
per square foot. Office supply, it was thought, might be cut from $255,000 
year to $155,000. 
Under readjustment of tariffs and traffic, Mr. Fairweather discussed the 
et of consolidation upon traffic in so far as such readjustment would affect 
revenue accounts. Mr. Fairweather referred to a number of exhibits dealing 
2 re-routing of foreign interchange traffic to lengthen system haul. These 
justments it was estimated would increase the freight revenues by $6,570,000. 
his increased gross revenue, would, of course, carry increased operating expenses. 
hese on a direct out-of-pocket basis were estimated to amount to $3,250,000 
both freight and passengers, leaving an increase in the system net of 
20,000. 
Allied to the re-routing of foreign interchange traffic was the question of 
justment of interline division. The volume of traffic interchanged by the 
adian Pacific and Canadian National railways with United States roads, 
r than their own subsidiaries, amount to approximately $50,000,000. It was 
ipated that, automatically, the basis of division could be readjusted to yield 
|} increase of approximately 5 per cent, which would amount to $2,500,000 


a 
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Other economies considered possible were the cancellation of all agreer 
with carload consolidating companies. Under unified operation the compe 
‘incentive to the practice of consolidating L.C.L. shipments would be re 
with an estimated beneficial effect upon net income of $100,000. The necessar 
revision of Canadian National and Canadian Pacific interline rate structure 
debit item resulting from consolidating, would amount to about $250,000 a 
Then there was traffic loss by line abandonments or reduced services to be 
sidered. The approximate station earnings on lines recommended for aban 
ment amounted to $2,950,000 per year. The amount of that traffic which woul 
be totally lost was estimated at $250,000. a 

Traffic solicitation and advertising was next considered. Superintenden 
of traffic staff cost the two railways approximately $3,500,000 per year. It w 
estimated that this item could be reduced by 40 per cent, resulting in an econom 
of $1,400,000. ‘Traffic soliciting agencies cost the two railway compani 
$8,200,000. A combination of these activities presently competing with o1 
another would effect an economy estimated at $3,000,000 per year. What 
said of agencies was even more true of advertising including for the purpos 
this study the cost of radio. The combined expense of the two railways u 
that head amounted to $4,800,000 and anticipated economies to $2,000,000 
year. On traffic associations costing $250,000, $100,000 might be saved; 
industrial and colonization activities, the expense of which amounted to $800,00 
per year, an economy of $300,000 might be expected. 

Under the general heading economies, freight and passengers, about 
of the estimated saving of $50,000,000 was set up. The saving on regi 
supervision was estimated at $200,000 per year, supervisory district economie 
$350,000 per year, and district supervision at $600,000. | 

The abandonment of 988 miles of main line was considered possible toge’ 
with 1,035 miles of duplicating branch lines and 249 thin traffic lines, a t 
of 2,272 miles. The economy to be anticipated from these abandonments wa 
estimated at $3,750,000 per year and consisting mostly of that portion of th 
maintenance of way and structures which is independent of use, together 1 
the cost of skeleton train service on thin traffic lines. ee. 

The re-routing of main line traffic as a result of consolidation present 
some possibility of economy, but generally speaking the analysis of comparati 
operating conditions showed that no considerable out of line haul to the 
line of either railway could be justified by improved operating conditions on 
alternative main line. The chief opportunities for economies under that hea 
were:— ae. 

Use of C.N.R. as freight line, Kamloops to Vancouver. Routing ¢ 
traffic from northern Alberta and Saskatchewan to and from Vancot 
via Yellowhead Pass, C.N.R. Reduction of branch line haul to main 
in western Canada. i 

Reclassification of main line. 


The total anticipated economy under these several heads amount 
$1,500,000. i 
Increase in car loading by 5 per cent was felt to be possible and in that 

it was estimated that on the basis of 1931 business an economy of $4,000, 
year might be effected. The loading of locomotives closer to their poter 
capacity would permit of increased train loading and if an improvemen Fi 
per cent could be achieved a reduction in operating expenses on the basis 0! 
traffic might be expected amounting to $2,200,000. 
There was an opportunity for economy in the operation of large f 
terminals. These exist at Saint John, N.B., Quebec, Montreal, Ottawa, Toro 
Hamilton, London, Windsor, Port Arthur, Fort William, Winnipeg, Reg 
- Saskatoon, Edmonton, Calgary, and Vancouver. The total yearly cost of op 
tion of these freight terminals by the two railways approximates $30,000, 


3 
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e Canadian National and the Canadian Pacific Railways have each a 
er of locomotive and car shops, the Canadian National twelve shops 
oying normally 12,296 men and the Canadian Pacific nine shops employing 
ally 10,551 men. Canadian shops could be concentrated at Montreal, 
ipeg and Calgary, with an increase of efficiency. This would involve the 
losing of shops at other points with consequent reduction in overhead expenses 
nd a reduction of repair costs by full application of mass production, with 
attendant economy of $4,000,000 per year. 
_Under consolidated operation drastic cuts could be made in inter-city 
nd transcontinental passenger service. The travelling public would suffer 
e inconvenience but it was anticipated that 3,600,000 passenger train miles 
ld be eliminated without reducing to any considerable degree the effective- 
ess of the railway service. This reduction in train mileage would represent 
economy of $4,500,000 per year. This amount would have to be discounted 

ewhat in view of the drastic cuts already made in C.NR. train service. 
ther possibilities might exist in the substitution of unit cars for steam 
ns, but that could not be accomplished without considerable capital expendi- 


_ There are 249 points in Canada common to both the Canadian Pacific 
Canadian National railways; of those points 29 are joint stations. The 
ance represent opportunities for unification and consolidation. Of this 
uber the larger points are Montreal, Smiths Falls, North Bay, Hamilton, 
don, Winnipeg, Fort William, Port Arthur, Saskatoon, Edmonton, Calgary, 
icouver, Victoria, B.C. Considerable economy could be effected at both 
by joint operation, but in the majority of cases that would lead to large 
| expenditures, and each case would require careful study. It should be 
ible however to consolidate without very large expenditures at Hamilton, 
ondon, Saskatoon, Calgary and Edmonton, and the economies resulting there- 
n would amount to approximately $200,000; at the remaining 235 points 
here there are two stations, it would not be feasible in many cases to make 
le track rearrangement necessary to consolidate all train movements into one 
tion, but it should be possible to consolidate into one station all ticketing 
illing and reduce the use of the remaining station to the bare essentials 
he accommodation of traffic. In that manner immediate economy of 
roximately $450,000 could be effected, which, combined with the $200,000, 
Id represent an annual saving of $650,000. 
Luxury services have been encouraged by the spirit of competition. This 
aken the form of expensive equipment, the practical neglect of upper 
s in sleepers and the provision of very high class dining service. This 
item alone cost the railway $4,700,000 in 1930, offset by receipts of 
000. Either rates should be obtained commensurate with the value of 
e rendered or the service could be reduced commensurate with the amount 
In either case a net economy of about $2,000,000 per year might be 
pated. Bat 

stricter supervision of loss and damage claims and the elimination of the 
titive factor in making settlements should effect substantial ecenomies, 
ting to possibly $100,000. . 

nmder purchases and stores an economy of $2,500,000 was conceivable. 
Is and supplies account for the two railways approximates $67,000,000 
er a period of adjustment there would seem no good reason why this 
yu | not be reduced by $15,000,000. The out of pocket cost of carrying 
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these materials, having regard to interest, warehousing and depreciation, Ww 
not be far short of 9 per cent per annum, and on this basis an econom 
$1,500,000 was indicated. 

The possession of a virtual monopoly in railway transportation wol 
practically eliminate the pressure placed upon the railways. to consider tra 
in placing orders. The material purchases of the two railways in 1930 appro 
mated $140,000,000 and it was anticipated that an economy of one-half 
one per cent would be possible, or $700,000 per year. 

The printing and stationery expenses of the two railways in 1930 1 
$2,300,000. Based on the results obtained by standardization and budgetin; 
on the Canadian National it was anticipated that an economy of $300,000 pet 
year could be effected as a result of consolidation. Substantial economies 
might be effected in accounting and statistical work. In addition, if occasion 
were taken to simplify the financial structure of the Canadian National and 
to centralize the accounting organization further, large economies would be 
possible, the whole estimated at $500,000. 7. 

The Canadian National and Canadian Pacific railways own 20 hotel 
and 12 summer resorts. In addition they are financially interested in a numbe 
of other hotels and resort enterprises. In the former case the hotels and resort 
are operated as departments of the railways. In the latter case they are separ 
ately operated. The investment in hotels and resorts approximates $95,000,000 
and the investments in affiliated properties approximates $8,000,000. It coulc 
not be said that these hotel ventures had been profitable in themselves howevel 
necessary they may have appeared from the point of view of larger policy. In 
dealing with this situation under consolidated conditions it was quite possibl 
that the most desirable procedure would be to dispose of the hotel properties 
to a private syndicate at the best price they would fetch. Under consolidatec 
conditions the chief competitive incentive for operation of hoteis by the railways 
would be gone. In negotiating a sale to a syndicate the capital investment would 
necessarily have to be scaled down somewhat to ensure profitable operation anc 
‘a considerable degree of the railways equity would have to be in the form 0i 


common stock. A tentative financial set-up was given by Mr. Fairweather a: 


follows:— A: 
Security Total amount Rly. Portion a 3 

1st Mortgage bonds.. .. .. .. ..$45,000,000 $45,000,000 a 

2nd Mortgage bonds.. .. .. .. .. 25,000,000 12,500,000 a 
Preferred stock.. .. .. .. .. .. ++ 15,000,000 5,000,000 ae 
Common stock, 500,000 shares No par value 200,000 oe 


a 
Mr. Fairweather felt that the liquidation of the bonds should not presen 
serious difficulty once the present depression is ended and might be expected t 
yield at least $50,000,000 in cash, which might be further enlarged by sale of the 
preferred and common stock later. At best capital invested in hotels does no 
yield more than one per cent; on the other hand invested in remunerative 
improvements to the railway system it should earn at least 9 per cent. The 
difference represented a net economy of $4,500,000 per year. ie 
Each railway company operates an express service on its Canadian lines 
Economies as a result of co-operation would largely consist of curtailment 0: 
supervision and general overhead, consolidation of outside agencies or offices 
the larger centres, and of station services in the smaller centres. Estima 
economy, $500,000 per year. ea 
The commercial telegraph operation of the two systems is somewhat simila 

to the express. Consolidation economies amounting to $600,000 per year mi 

be anticipated. ; 
Both railway companies carry on miscellaneous operations such as 
houses, terminal trucking companies, coal mines, coastal steamships, ete. i 
suggested that there was a field there for considerable economy, estimat 
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000 per year by the operations of the Rail and River Coal Company to 
ide for the requirements of both railways and of $500,000 per year on lake 
oastal steamship account. 

ie abandonments of line, the curtailing of train service, the improvement 
of train performance and the consolidation of shop operation would release large 
juantities of track and bridge material and would result in a considerable surplus 
freight and passenger cars, locomotives and shop machinery. It is not 
icipated that surplus stocks could be disposed of for cash, but this surplus 
aterial would have a value equivalent to a large sum of money annually 
because it could be used to defer investment of new funds in capital expenditure. 
assified estimate of the released material indicated a total value, less salvage, 
48,000,000. Even allowing for warehousing expense and depreciation until 
to active use, this capital should have a net value of $1,500,000 per year. 
_ Mr. Fairweather stated that the actual working out of a program of con- 
idation would require the employment of the technical staffs of both railways 
-a number of years before the opportunities would be exhausted. The con- 
ions arrived at were largely drawn from the experience gained in the con- 
‘solidation of the properties of the Canadian National system, and in thir con- 
“nection it was mentioned that the Canadian National problem was dealt with 
r the stimulus of competitive conditions. Whether with this incentive 
ng the economy referred to could be effected was to a certain degree ques- 
nable. The program was predicated upon a docile or practically helpless 
blic and an equally docile or helpless staff of employees. 

In conclusion Mr. Fairweather dwelt on the cleansing benefits of competition 
h he held to be absolutely essential to efficient operation. He honestly felt 
personally that with the principle of competition lacking a proper esprit de corps 
as symbolized in Canadian National Railway and Canadian Pacific Railway 
nagement could not be secured. He spoke also of the benefit to the shipper 
he joint use of freight terminals, stating that in 1923 when the Canadian 
onal management was being established the Canadian Pacific was approached 


it shippers might be free to ship their goods any way they pleased inside 
mada, but nothing came of it. 

Asked how much might have been saved by such an arrangement, Mr. 
rweather replied that it would amount to about $2,000,000 per year. He 
that 25 per cent might be earned on any capital up to $15,000,000. If 
shippers throughout Canada were free to ship their goods with the knowl]- 
ge that they were getting the best railway service possible, each railway 
ning the Jong haul as far as possible, the increased freedom of buying 
selling and the location of plants would be of decided advantage to the 
try and, since the life blood of the country flows through the railways it 
d not help but be beneficial to the railways. 

“Mr. Fairweather spoke also of the advantages of the use of the blanket 
ay bill as between the Canadian Pacific and the Canadian National railways 
means of which C.P.R. train loads originating in the Peace River country 
uld, under a blanket way bill arrangement, be diverted towards Vancouver 
Edmonton instead of being carried down to Calgary. Under that arrange- 
ent also Canadian National business in the Calgary district could be sent 
rward to Vancouver via the Canadian Pacific by way of Calgary instead 
eing long hauled by way of Edmonton. Such an arrangement would be 
useful during periods of congested traffic and it would defer certain 
] expenditures for at least twenty years. It was in part with this expecta- 
mind that the Quebec, Montreal and Southern had been acquired to be 
19 a low grade alternative route to the present Intercolonial line in that 
and in that case, however, there had been other considerations also. 


a view to consolidating freight terminals with joint switching facilities so — 
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EXHIBIT No.: 77 


Sir Henry Thornton’s discussion before the Royal Commission on Tr 
portation of an estimate of sixty million dollars savings by amalga 
tion. ” 


PARLIAMENT BUILDINGS, OTTAWA, 


Monpay, January 4, 1982. 


AFTERNOON SESSION 


The Commission met at 2.30 p.m. 


The CHAIRMAN: Unfortunately Sir Joseph Tiavells cannot be with us 
to-day; he hopes to join us to-morrow. 


Sir Henry, we should like to hear from you with respect to supcestiall 
as to the manner in which the railway situation can best be dealt with, 


Sir Henry Tuornton: Mr. Chairman and gentlemen, you have now, « 
course, had an opportunity of examining the two properties, and have no dow 
heard a good many opinions expressed. What I have to say is largely su: 
gestive, and [ hope helpful. Anything that I may suggest I should like ~ 
reserve an opportunity to alter in detail as objections may be revealed whic 
quite justifiably might modify such suggestions. 3 

The solution sought of the railway problem of Canada is obviously th 
which will result in a maximum of efficiency, that is to say, economy, and 
the same time provide such transportation facilities as will permit communi 
ties in particular and the nation as a whole to progress without hindrance. — 

In pursuit of this objective, the amalgamation of the two transcontinentl 
companies, namely, the Canadian Pacific and the Canadian National, has b 
discussed. Like most remedies, it has advantages and disadvantages, an 
sound conclusion ¢an only be reached by striking a balance between the t 
not overlooking the chances of practical achievement. 

Amalgamation under some unified form of administration will, in the 
produce the maximum of economies of which a material proportion will do 
less fructify. It has been estimated that these economies would yield a ret 
of something like $60,000,000 per annum, increasing progressively from 
first year, and reaching the figure named perhaps at the expiration of a fi 
year period. Whether all of this sum can be salvaged by amalgamation 
arguable, but whatever it may be it should not be ignored in the discuss 
and it would represent after its full attainment a continuous and annual ret 

One of the inherent disadvantages of any state-owned enterprise such as 
Canadian National Railway, is the problem of political interference—and 
might also ‘add, public pressure. In making this statement I wish it distin 
understood that I imply no criticism of any party or any government, pres 
or past. I merely state a fundamental and universally admitted condition. 

The Jeaders of all political parties and the people of Canada as a wh 
are a unit in their desire to prevent political invasion of the Canadian Natio 
Railway. But the plain fact is that irrespective of such wishes and desi 
the problem presents difficulties beyond the control of our leaders, be they e 
so patriotic or high minded. After all in any form of popular governmen 
must be accepted as axiomatic that the business of government is politics 4 
irrespective of whether one likes it or not, politics is something with whi 

government must reckon in all of its activities. 
This difficulty would of course be removed if the two railways 
amalgamated under private ownership; but at once there is aroused in 
minds of the citizens of our Dominion that fear which is quite justifiab 


a 


ver i and formidable monopoly appears—a fear which the 
f many monopolies in the past have justified. There will also be the 
that with the removal of competition there is bound to be a deteriora- 
service and efficiency, irrespective of the desire and effort of the manage- 
avoid such results. s 
In short, for a wariety of reasons, of which two have been expressed, the 
amation of the Canadian National and the Canadian Pacific would be 
finitely repugnant to the people of the Dominion in my judgment; and 
art from anything else, it becomes politically impracticable. T believe it must 
ore be discarded as a solution. 
_ Perhaps some of you would like to ask me some questions with respect to 
i I have said as to this suggested solution of the problem. 


ord ASHFIELD: Personally I would rather wait for a fuller statement. 


Sir Henry Tuornton: That is all I have to say at the moment on the 
ject of amalgamation. 


EXHIBIT No. 78 


COMPARISON OF CANADIAN NATIONAL AND CANADIAN PACIFIC 
_ ESTIMATES OF ECONOMIES POSSIBLE UNDER UNIFICATION 


C.N.R. Estimate 
as per Exhibit 1 


Pages 486-7 C.P.R. Estimate 
Based on Normal Year as per Exhibits 
(Approximately level Pages 416-426 
of Traffic in 1930) Based on Year 1930 
eased Railway Operating Revenues— 
ger haul over combined systems.. .. .. .... $4,000,000 owen 82,135,000 
justment of interline divisions.. .. .. eta 3,000,000 : pan 
Uaneous: 
ancellations of agreements with car- 
load consolidating companies... .. 120,000 
Adjustment of rates from “two line” to 
a OMe LimecIDASIs yet. Wain. esa) + DY. 230:000 Weel DThOO, O00: 
Loss in traffic from abandoned lines 
¥ which will move by other trans- 
» - portation agencies.. .. .. .. .. .. Dr. 350,000 ese TY 4895000; 
Loss in interswitching and local switch- 
Roe CARAS kee TI IE ea RR Oe wet OTALOO O00 
Loss account reduction in rates due to 
shorter mileage of consolidated lines .... Dr. 460,000 Dr.100,000 Dr. 739,000 
Net Gain in Gross Revenues.. alsa: 6,540,000 Pps 1,396,000 
¢ Solicitation and Advertising— i 
sd $1,400,000 SIN. $1,324,000 
3,000,000 Btn 2,339,000 
2,000,000 areys 1,542,000 
Liscellaneous: 
[raftic Associations., .. .. .. .. «- 100,000 eae 88,000 Lies 
M@ensirial. Bureaus... .. 2.0.5) 2.) Mh Be 92,000 Reeie 
Industrial & Colonization.. .. .. .. .. 300,000 i Maghe on as 
Colonization & Development... .. .. .. hs 200,000 Usieett 
Purchasing, Stationery & Printing.. .. (a) 150,000 Rina A 
Beationery & Printing.. .. .. .. .... ects foe 312,000 ah 
Maner Hxpenses., 5... 4. -2 ss ee oe nae 550,000 79,000 (6) 771,000 
Be, Total Saving in Traffic Expenses. . tose 6,950,000 .... (6)5,976,000 
Ba. 
ree fal ay ae 4 
. Wf hy oe ~ 


i) 


3,47:1,000 
3,944,000 


o,'9) 0 (ej,0 6 


628,000 
918,000 


serene 


1,290,000 
552,000 
225,000 


668,000 


eee eee 


9,444,000 
387,000 
685,000 
475,000 


1,405,000 


12,396,000) 


i : ~! 
_ SPECIA 
‘ ; Based on normal year 
Transportation and (approximate level 
Miscellaneous Operations of traffic in 1930) 
Station and yard services: 
Station service.. .. $ 800,000 $ 
Yard service... .. ha Maver p ih Lois 
Large freight terminals (ndluding 
“ switching) . . E ; , 2,500,000 3,300,000 
Train services... . 12,647,000 (‘c) 
Sleeping, dining and parlour | car services 
Sleeping car service. ; Det MN Sec ratiA sele Mt. Meehan 
Dining and eae car service. Vie Ale Oa a irs eg OREM eed sams oe 
Luxury service. ES 2,400,000 2,400,000 
Miscellaneous: ; 
Superintendence. . 1,150,000 (d) 
Despatching trains. Mey as 
Loss and damage claims. 120,000 
Signal and interlocker operation, cLross- 
ing Bp esetiey, stationery and print- 
INOGEN FECR NSS sco. 1c BUNCOR ED ICE Che uke Meo ara fees CASAL’: 
Purchasing, " stationery and printing. : 430,000 (a) 
Trans. expenses—water line.. -. +. seers 1,700,000 
Total saving in transportation and 
sags miscellaneous OMSTAUUION Ay etal Vii Vlei eis pte 20,047,000 
Maintenance of way and ms ste 
Track maintenance.. . PeA ea NUL Nn Me aint ler shy 
Station and office buildings. . Mone Se 
Shops and enginehouses.. .. +. ++ ++ 0 teeees 
Removing snow, ice and ‘sand. Riaricica 
Crossings and signs, signals and inter- 
lockers, stationery and printing, etc. ....-- 
Prmomamandomineny <.c lh). dase ise eeu © 1 seneriee 2,756,000 (e) 
Abandonment of duplicated yard, station 
and other facilities on lines retained 
and changed standards of mainten- 
ance on ‘alternate lines not aban- 
doned. SA Oe bal is atiie nae ete Meee ede 
Miscellaneous: 
BDO UIECNCANC Ec s sol2\e: pe Nerd ba SQM be Cais yeas MS 5 Tae erene ae 
Direct M. of W. and S.—passenger 
train services. 501:000'Ce) at Saree tts 
‘Purchasing, stationery ‘and "printing. i (166,000 (a) 667,000 
Total saving in maintenance-of-way 
and structures. POE ACR | OMe 3,423,000 
Maintenance of Equipment— 
Superintendence. . Er s hom ck he ALY ek bBo ete nw Os cnter moneys 
eR ery te tate eh een oy bad, BD ue ae meee 
Steam Iscommtives-Repeirs NT Ms 
A) Prewuthiirain cars—Repairs: i. ee ee 
/ Passenger’ train care—Repairs. 6. 6-0 he ee 
a Work equipment—Repairs. . PN ay MAM a UE Bi ome i Ae 0 
‘ Floating equipment repairs and in- 
juries to persons .. gp MAS oree Sd Mt ame Pench Wi case ce 
“AUBe Consolidation of main shops ay aa 4,800,000: 
iin M. of E. Expenses—Train services .. 2,796,000 (ce) 
ivi Purchasing, stationery and printing.. 201,000:(a) 
Total saving in maintenance of 
equipment. . 4 7,797,000 
General Expenses— 
Salaries and expenses of general of- 
ficers. 400,000: 
Salaries “and ‘expenses ‘of ‘clerks ‘and 
attendants... © uP, See 500,000: 
Accounts and Statistics. . : 3 500,000 
General office nee es and expenses. 120,000: 
AWe} O@XPENSES 3) p<) se lverele ey edi Pane 8 oem cree Baa Sans 
Insurance .. . AP danke ooh WARE A Ee ENR ehh us De Nana CR resi cheh 8 
‘Stationery and printing. RH ANE, tLe coat een A eh Ce UC aetna S| Aho, % 
- Purchasing, stationery and printing. . 53,000 (a) 
1,573,000 


Total saving in general expenses .. 


eee eee 


seen 


: - % 
C.N.R. estimate 
Based on normal year 4 
(approximate level C.P.R.estimate - : 
of traffic in 1930) . based on year 1930 
DOC OOUTE in. sa 6: Siar eae 
MAG ANT eM LOLS ie gl er 450,000 
Ss ee ate 4,500,000 bh, aod wh Gan 
CTA CIOTIGINT Mee cess ESD wry cc, a Ves 600,000: 1,450,000 
(railway and commercial) .. 700,000: 948,000 
n released investment in ma- 
ial and rolling stock:— 
st on released stores and track 
terial ad" dig Golo’ RRM eb Sea an ee 1,700,000 
feduction in stores stock... .. .. .. TS OOROGIOME oe" Pi ieraatn ie ed bee one nee 
uterest on reduction in investment in 
SFE Dag lic SRE BEE te ee 4,650,000 C 
mic value of released material tsp 
track, bridge and rolling stock) .. 1,500,000: 3,000,000 1 Wiener 6,350,000 ey 
fiscellaneous :— me) 
Becurance:-departments: ./ J: 4. 2.8 lee 100,000 , 
MeGermsubsidiaries:.£ yaa kk ‘ek 5. 300,000:(£) hp, ok gO i ratte a ay 
cceilaneous income items.. .. 300,000 (¢) 600,000 211,000 311,000 Nate 
MiGeand Fotel.. ee $56,230,000 $75,373,000 is 
i 
| ANNOTATIONS 3 
N.R. estimate $700,000 savings account Purchasing Policy and $300,000 account Stationery Nik 
d Printing, shown in Exhibit 1, Section V on page 486. Distribution of this $1,000,000 DE 
iven on page 487. Py: 
ncludes $200,000 savings account colonization and development which is not part of % Ri? 
erating savings, being included in item 7 of summary shown on page 416. 5 i ty 
-R. include in Exhibit 1, Section IV on page 486, the following savings account train — ip 


services: 
LO MOULIN MM aMM IMO MLA Ca geen tala creat ss ave wee cic dem eicce eee Sie ONL000 a aa 
bxencascdncaT Modders mums rnd he ig. et WES RE ae eA tlh iC 4,800,000 tan, 


a PGheARe Caml OAC INOS Cyt a. Ae ie Ri ray 2,700,000 ; 
Intercity and transcontinental passenger service... .. .. .. +. «- 5,400,000 Baa 
ry, SSS Be 
$14,700,000. Lone 
_ Add saving from train services off abandoned lines, calculated from Daa ny 


iY Gatanimeh srbibri le OMm PAaAgesOUSi Wit ccs "s. wee ciel eealeneh oe de ln 1,544,000 
i MiG cate Savino ime PrAIN GELVICES. uA oh! 6h «cl sn, de Sa les ea tas ae, SLOEE 000) 


d on information shown in Exhibit 1, on page 487, in Exhibit 11, on page 508, and in 
Exhibit 17, on page 510, it is calculated that thig total of $16,244,000 was split approximately 
as follows:— 4 
me) Direct M. of W. & S. a/c Passenger service .. .. .. .. «+ .. .. $ _ 501,000 
Maintenance of Equipment. . Bn bets 2,796,000 


Miransportation Expenses). ...... 00... y tt AE Ss Sah Ae 
Miscellaneous Income Items (Hire of Equipment).. .. .. .- -- 300,000 
$16,244,000 
> ‘ ee oe ee ss 
) Comprised of following items shown in Exhibit 1, Section IV on page 486: es. ‘ 
Becclonal SUPeTVISION. . a.) 6a see ee ke ee oe eae Ble ee oe $ Baa i 
Bee District Supervision..9.- 2. 22. dpe. ee ee eee ee we we es 0, bak 


DD iVASTOMM IOC GIShOM atta. sie) jfe’s els\dislel lei Nols” lis) Ute ua)'o) Melle te oniiers 600,000 
$ 1,150,000 


} 


R. estimate $4,300,000 savings account line abandonment which on basis of information 
own in Exhibit 11, on page 508, was distributed approximately as below:— 


oo 


_ Maintenance of Way and Structures... .. .. .. cee , ai 
j “d Trans. Expenses—Train Service.. ete. BN Sia a car 44, ¢ ; 
I ( $4.300,00 


R. estimate $800,000 savings account other subsidiaries in Exhibit 1, Section X Os N 


486, which according to text on page 484 is split as follows:— $500 we ie 
Sewake-and Coastal Steamers... 25 6+ 8. 02 ce te tess a er re ioe) 4 83 aya 
BeUiiany SODSTATAT LOR. 1s a ge) eie tev ois as near ee) si sisih Sieh icles ee) : 


wd 


3 . $800,000 
i : ; ‘ SS 


ars 
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EXHIBIT No. 79 


Memorandum in Connection With “Adjustments Suggested a the Cana 
National” Which Forms Part of a Report of the Joint Committee, Exh 
71, Filed This Morning, for Economies Covering the Year 1932. 


The studies developed a divergence of views; the Canadian National rey 
sentatives rather featuring co-ordination while the Canadian Pacific represe: 
tives were in favour of unification. The Canadian Pacific did not see fi 
suggest any adjustments to the Joint Report. In order to meet the views of 
Canadian National on unification, it was necessary to reconcile the view po 
even at the sacrifice of some additional economy which we felt could be m 
and in our opinion to a greater amount than those represented by the figures i in 
1 and 2 of the Canadian National suggested adjustment. 


Number 1 suggests that certain rentals now paid to the parent compa 
by both telegraph systems will not be available to the railway companies if o 
or other of the telegraph systems vacated the premises. We were of the opi 
that if the telegraph systems vacated premises owned by the railway compa 
the railway companies would find use for the premises to a value equal to 
rentals paid. 

Paragraph 2.— One of the reasons given by the Canadian National as» 
why the expenses for 1932 should be studied rather than 1930 was their clai 
that they had instituted extensive reductions in expense since 1930 which w 
not be reflected in the 1930 statement, and this factor would be developed in 
study of the 1932 report. In as much as the savings to be effected for 1932 
the joint statement were greater than those estimated by either of the compani 
for 1930, this would not appear to be a very serious factor. 

Paragraph 3.—While this saving is shown exclusive to co- -ordination 
could also be applied to unification. At the present time the communicat 
department of the Canadian Pacific operate joint uptown offices with the expr 
ticket and freight departments, one agent covering all departments. This 
developed to a much greater extent on the Canadian Pacific than on the Cana 
National. If the Canadian National Telegraphs operated in these joint offi 
under a unified management, there is no question a saving equal to the amo 
shown in this paragraph could be made under unification. a 
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9. 83. Report of Committee on appraisals on reproduction cost of the communi- 
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0. 84. Copy of lease from Montreal Telegraph Company to Great North Western 
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Service. 
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‘MINUTES OF EVIDENCE 


THE Senate, 


Turspay, June 14, 1938. 


The Special Committee appointed to inquire into and report upon the best 
of relieving the country from its extremely serious railway condition and 

al burden consequent thereto, met this day at 11 am. 

Right Hon. George P. Graham and Hon. C. P. Beaubien, Joint Chairmen. 


Colonel 0. M. Biggar, K.C., Counsel to the Committee, 
the Cuarrman (Right Hon. Mr. Graham): Are we ready to proceed, 


emen? I believe that Senator Dandurand has something to say. 


Hon. Mr. Danpuranp: Honourable senators, I deem it my duty to recall 
, the decision of the Committee was when we first met on this matter. We 
ided that we would hear representatives of the J oint Co-operative Committee, 
| order to find out what efforts they had made to bring about co-operation 

the two railroads and obtain economies thereby. The Committee is 
up of two sections of three members each, one section representing the 
dian Pacific and the other section representing the Canadian National. 
uring the adjournment which followed our opening sittings, Colonel Biggar 
those gentlemen and came to the.conclusion that the chairmen of the two 
as should first be heard, that is Mr. Fairweather and Mr. Armstrong. 
heard those two gentlemen. Then it was decided that we should hear from 
higher officials, the executives. So, Sir Edward Beatty followed Mr. 


s departments of the Canadian Pacific. Continuing along the same lines 
morning, we have Mr. Hungerford here, and hé very likely will do as Sir 
d Beatty did and ask the committee to allow ‘his experts to follow 
I mention that in order to dispel any idea that we are placing the two 
rs In opposition to each other here. We are simply facing one with the 
of the other because this is the only way in which we can get expert 


ence. It is with that end in view that we are proceeding in the way that we 
een. 


andonment of something over 5,000 miles, and the Canadian National 
ied abandonment of something over 2,000 miles, Now, the mileage which 
adian Pacific proposed for abandonment is indicated on the map by 
arks, and it seems to me it would be very helpful if these marks were 
and new ones placed on the map to indicate the abandonment suggested 
anadian National. This procedure would I think be useful to us when 
comes for us to make our report. I make my suggestion subject to 
es of other members of the Committee. 


Mr. Danpuranp: I suppose that when we are through with the 

ce that point will have been covered. 

Mr. Buacx: My suggestion will not have been met unless the markings 
anadian Pacific proposed abandonment are removed from the map 

ed by markings indicating Canadian National proposed abandonments. 


ng. Sir Edward made statements, which were confirmed by heads of. 
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Mr. Bicear: It occurred to me that it would be unfortunate to remo 
black tape markings from the map, but that the point Senator Black 
raised might. very well be met if some white adhesive tape were placed ovet 
black to show the Canadian National proposals. e 

Hon. Mr. Buack: Quite all right. That is just what I wanted to ge 
something like that. q 

The CHarrMaN (Right Hon. Mr. Graham): We have had a great ma 
requests from. individuals, municipalities and organizations of various kinds 1 
an opportunity to be heard before this Committee. One such request came fi 
the town of Sioux Lookout, Ontario, and I suggested to the Mayor that we cou 
not very well give him an opportunity to be heard, but if a resolution © 
sent in we should see that it was placed before the Committee. I have 
received a communication from the Mayor Sioux Lookout, and I would a 
the Clerk to read it to you. j © 

The Crerx: This is the letter: 


t . 


Town or S1oux Lookout a | 
Sioux Lookout, Ont., June 1, 1938. 


The Rt. Hon. Senator Gzorce P. GRAHAM, 4 
Chairman, Senate Railway Inquiry Committee, 
Ottawa, Ontario. 


Memo Re—Railway Unification 


Dear Sir: 

As Mayor of the largest town between Capreol and Transcona, 
territory taking in some one thousand miles of the Canadian Nat 
Railway Lines, which is proposed to be abandoned under the C 
scheme of unification, I am at the direction of a thoroughly aroused pe 
directed to place before your honourable committee some of the 
as it affects my town and the surrounding district. P| 

I may say that you will find that the statements which I make intl 
memorandum will be found in direct variance with statements alt 
made by C.P.R. representatives before this committee, and I respect 
propose to show to your honourable body that a deliberate attempt ¥ 
seem to have been made to leave with you and through the press t 
people of Canada an absolutely inaccurate picture of what aband 
of this piece of C.N.R, track would mean to the people living 
north country, and would seek to minimize the terriffic human sa 
the wholesale human suffering, this abandonment would entail 
part of these people. 

It would seem that the statements made to your honourable 
by C.P.R. representatives, as reported in the press, were made fo 
purpose of belittling the importance of the area before mentioned, DC 
from a standpoint of property and human values and from an indu 
and railroad standpoint. 

Permit me to point out one specific instance of such misrepr 
tion. It was reported through the press that C.P.R. General Sup 
dent McNab, informed you that there were only some 3,500 
between Long Lac and Transcona, a distance of some 671 miles. | 

May I respectfully be permitted to classify that statement 
so ridiculously inaccurate as to expose the fact that Mr. M 
utterly unfamiliar with Northern Ontario and it would seem that 
the statement more to an eye to its value as public propaganda : 
desire to furnish your honourable body with reliable informati 
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ake this direct statement that you may find 3,500 people within 
s of twelve miles of the town of Sioux Lookout alone. and let me 
hat I am not including any miners or trappers. 

The town of Sioux Lookout alone has an assessment roll of nearly 
0,000 and a property value of at least $1,800,000, including municipal 
mprovements. This town was built by the thrift and industry and 
_ savings of those who believe in this district and who never dreamed that 
_ their means of communication would ever be taken away. 

____ From an industrial standpoint, the proposed abandonment of these 
C.N. lines would retard and probably halt the mining development of 
_ Northern Ontario, which promises to be the most important, industry in 
_ Canada. 

____ Within a radius of 100 miles of Sioux Lookout, there are no less than 
_ seven producing mines, market valuation $28,500,000. In addition to this, 
_ and I base my statements on my knowledge of the north country as a 
_ mining man, there are not less than nine near producing mines with a 
_ market valuation $22,500,000, a total of $51,000,000. 

_ The milling plants for these nine properties and others have still 
to be freighted in. This would be impossible without the Canadian 
~ National Line. 

% There is at least five thousand people engaged in mining in that dis- 
__trict—ninety per cent of the freight is shipped to these mines by water 
_ from Hudson and other points along the Canadian National Lines. 

P I would again point to a specific instance where misrepresentation 
has been supplied your committee. C.P.R. General Superintendent 
_MeNab is reported to have told you that the mining business and trans- 
_ portation of freight to the Red Lake country could be readily handled 
from a point on the C.P.R. I make this statement that 15 out of every 
~ 16 tons of freight shipped into the Red Lake country from the town of 
|. Hudson on the C.N.R. and is shipped from rail head by the water route. 

_ The other ton is shipped by airplane. 

a It is a known fact that the C.P.R. could make no other connection 
with Red Lake than by airplane. I would point out that a great per- 
_ centage of the bulky freight shipped to Red Lake by water in the first 
place could not be shipped by airplane and the terrific increase in the 
cost of transportation through an all-airplane route would put your 
Northern Ontario mines out-of business. 

___ I would swing for one moment to a brief survey of a wider territory. 
Between the towns of Capreol and Transcona, you may find property 
values made up of the homes of workers totalling a sum of at least 
$8,000,000. You will find in that area a population of at least 22,000. 
These figures are based on first hand information from the organized 
towns and a thorough familiarity with the smaller towns involved. You 
will find at least ten saw-mills in that area giving employment through 
_ bush operations to thousands of men. You will find at least four of these 
‘saw-mills at, and within, ten miles of Sioux Lookout. 

In conclusion, I might say it would be too much to ask that the 
interests of the individual, or of a single community, should be placed above 
the interests of the nation, but I respectfully submit to your honourable 
body that, on the one hand, you have problematical savings in railway 
operations about which even railway experts disagree, and, on the other 
hand, you have the known fact that railway unification, as proposed, would 
leave a trail of ghost towns across Canada — would cause terrific sufver- 
ing to thousands — would result in a huge inflation of relief rolls — would 
Wipe out the life savings of thousands of Canadian citizens and, with 
ification an accomplished fact, would render desolate that part of 
Canada affected for generations to come. 
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I would ask one more question. Mr. McNab, when making 
statement that the interests of the people of Hornepayne were 1 
paramount, said that transportation will still be afforded the town 
Hornepayne. My question is when you abandon this part of the Canadia 
National Railway who will be left at Hornepayne who will requi 
transportation. 

The people of Northern Ontario look forward to you, Senat 
Graham, to have the facts placed before your committee. 4 


Yours respectfully, 


(Sgn.) JNO. L. MORAN, 
Mayor. 


Hon. Mr. Danpuranp: Mr. Chairman, would you allow me to express: 
opinion to the committee? I thought that we should proceed with the exp 
evidence to be offered this morning by the representatives of the Canadit 
National Railways who, since 1934 and before, have been in contact witk 
Canadian Pacific representatives in reference to co-operation or unification 
that in the meantime our esteemed chairman would examine any communica 
which reach us from the outside and give us a summary of them later. Alr 
a dozen or two communications have reached me. Some I have read and oth 
of forty and fifty pages in length I have asked my secretary to summarize, 


The Cratrman (Right Hon. Mr. Graham): We have no secretary. 


Hon. Mr. Danpuranp: I was under the impression that we were to det 
dealing with any communications from outside until this evidence is closed. 
a 


The CuarrMan (Right Hon. Mr. Graham): I think it is a good idea 4 
that we had better not. discuss it. I think my honourable friend really mea 
say, “ Let us get on with our work.” Senator Beaubien and myself, as well 
the leaders and other members of the committee have received letters, D 
possibly not so many have received resolutions from towns and cities. 

When we last met we suggested, with some force, that we should make not 
of the evidence and refrain from asking the witnesses questions until they we 
through. I am not sure that we succeeded very well along that line. 


Son. Hon. Memsers: Oh, oh. 4 
id 


The CuairMan (Right Hon. Mr. Graham): But it was the best we coul 
My brother chairman and I desire to repeat that suggestion, in the hope that 
will shorten the proceedings. Let us allow the gentlemen to express their vie 
or give their testimony without interruption, unless under trying circumsta 
and then we can ask them any questions we like on what they have said. Gentl 
men, if that suggestion is not a success, don’t blame us. Often suggestions of 
kind are made in committees and do not work out at all. My confrere says th 
I should say something about holding the communications until we get thr 
as was suggested by Senator Dandurand. We have plenty of them, and, 
haps, when we look through them we will find that the ground has been ¢ 
Meantime I suggest, and I think you will agree with me, that we should no 
any more letters before the committee until we get through with the 
work. . 
Mr. Biccar: Mr. Chairman, the committee is anxious to hear Mr. H 
ford, who is here, and he should not be detained. I have half a dozen doe 
that were asked for last week, ready to put in, but I think we might post} 
them until we have heard Mr. Hungerford. Y 


Some hon. Senators: Hear, hear. 
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Hunerrrorp, Chairman and President, Canadian National Railways, 
| as a witness and took the stand. 


_ Q. Mr. Hungerford, you have attended here to-day at the request of the 
mittee for the purpose of assisting the committee in dealing with their 
rence from the Senate. I need hardly remind you what the terms of that 
erence are. The committee is asked to report upon the best means of relieving 
e country from its extremely serious railway condition and financial burden 

equent thereto. I understand that you have some submissions to make with 
ard to that situation, and that you have reduced them to writing and are 

ared to open with them.—A. That is quite correct, I thought it would save 
e time of the honourable committee if my views were more or less condensed. 
_Q. And copies of that are available to the members of the committee, and 
e being distributed?—A. I believe so. 


—Q. Now, Mr. Hungerford, will you go on, please?—A. I have to apologize | 
my voice. I am not sure that I can speak clearly enough to enable you to 
, but I will do my best. 


_ Honourable Senators: Having been requested to appear before you, I 
viewed the proceedings of this Committee and in accordance with the approach 
the problem, as developed therein, I believe you would first desire to have my 

S on unification and on the estimate of 75 million dollars per year saving 


h has been put forward to support it, and then my views on the general 


u tion, 


_ The railway problem was examined by the Royal Commission on Transporta- 
m in 1931 and in 1932, and as one who appeared before that Commission, I 
bear testimony to the very careful and searching inquiry which was made 
e merits of unification. The conclusions arrived at by the Royal Commis- 
1 bear the stamp of careful and considered judgment on a difficult and com- 
ted matter. Unification, as suggested to the Royal Commission by the 
adian Pacific, was rejected and a policy of enforced co-operation was recom- 
ded. These are the conclusions which impartial study would appear to 
ant. It is my considered judgment that these conclusions are as sound 
day as they were in 1932. 


_ The Chairman and President of the C.P.R. in his evidence before this Com- 
nittee has told you of his surprise at the findings of the Royal Commission. 
: my part, was surprised at the subsequent institution by the Canadian 
fic of a policy of pressing publicly for unification. I cannot but feel that 
tmosphere created by this policy has made co-operation between the pro- 
ties less effective than it otherwise might have been. The management of the 
nadian National Railways has not carried on a public controversy as to the 
ts or otherwise of unification and the reiteration of one side of the case may 
reated an impression that there is no reasonable and logical answer to it, 
1 is not correct. z 

As part of the advocacy of unification, the income deficits of the Canadian 
onal Railways have been constantly stressed and there have been statements 
the accounting of the system since the passage of the Refinancing Act in 
improper; also, while I cannot believe that it was part of the policy of 
nadian Pacific Railway, there has been a continuing attack by self-styled 
and writers upon the administration of the Canadian National properties. 
emocracy it must be expected that State owned enterprises will be sub- 
d to criticism and attack, especially in periods of depression and to be 
ged continually in public controversy answering uninformed statements 
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From time to time, however, it is well to examine the fundament yf 
railway transportation system and we should at no time overlook any opportv 
of bettering it. aa 

Reduced to simple terms, the case submitted by the Canadian Pac 
this Honourable Committee is that an unwise venture of the State into t 
railway field has produced the greatest danger to the future of the nation 
the creation of the Canadian National Railways; that this danger can o y 
removed by unification and that savings of $75,000,000 a year would result. 

I cannot agree that the creation of the Canadian National Railways 
State owned and controlled public utility is a danger to Canada, much less 
ereatest danger to the future of the nation. Those who hold and express su 
views overlook the great measure of public service performed by the Canadi 
National Railways System in the development of Canada and in furnish 
railway transportation to communities to which, as parts of this Dominion, tk 
are entitled but which it is impossible to provide on a paying basis judged 
railway profits. : 

The history of the formation of the Canadian National Railways Syste 
that public service demanded the continued operation of roads which found 
impossible to continue operations on a profit basis. The public need for se v 
existed, and still exists, and the only instrumentality of providing that serv 
was the lines of railway now incorporated in the Canadian National System. 
If, as was the case, it proved impossible to operate these lines under private 
ownership at a profit and if they render a needed public service, it seems to 1 
illogical not to expect a measure of financial encumbrance as a result of th 
continued operation in the public interest. 

The wisdom of the formation of the Canadian National Railways cant 
be judged solely from its financial results. There is a sounder justification 
the operation of the property than railway profits. That justification is f 
in public service. I am firmly of the opinion that Judged from that point 
view the Canadian National Railways far from being a danger to the natioi 
existence has aided in large degree, and is continuing to aid, in the develop 
of the country. Amounts by which the property fails to earn interes 
bonded indebtedness are more than offset by these features. 

In the administration of this property there is always taking pla 
balancing of two features; on the one hand the real need of service to the pub 
and on the other hand a requirement to render the property self-sustaini 
That it has never since 1923 failed to meet its operating expenses, notwithstan 
ing the great depression, and that during the years of prosperity it succeeded im 
earning its interest charges to the public is a remarkable achievement having 
regard to the condition of the properties when they were taken over by 1 
Government and the requirements of public service which it was necessa: 
meet. 

There is a tendency to consider the income deficits of the Canadian Nat 
as deficits arising out of the operation of the property, but this is not so. 
property, in fact, has a very great earning capacity under normal traffic ¢ 
tions. For the 15-year period, 1923-1937 inclusive, its operating reve 
exceeded its operating expenses by $361,346,000, or an average of $24,090. 
per annum. Even in the years of depressed earnings, 1932 to 1937 inclusive 
System earned $71,567,000 in excess of its operating expenses, an avera 
$11,928,000 per annum. In the five most prosperous years, 1925-1929 
property earned $225,287,000 over its operating expenses, an average Ol 
$45,057,000 per annum. These figures relate to the all-inclusive system. T 
deficits arise not from the operations but from the heavy burden of inter 
charges. a 

The potential earning power of the Canadian National System 1 
‘great and cannot be judged from any period in the past. As I have jus 

[Mr. S. J. Hungerford.] 
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cites 
of 45 millions of dollars was earned, after payment of onecr- 
, in each of the 5 years 1925-1929 inclusive, ee the fact thes 
; period a program of rehabilitation of the properties was going on 
very heavy operating charges. Under similar traffic conditions in the 
am confident that the net earnings would be substantially greater. 

le I cannot agree that the continued existence of the Canadian National 
S is the greatest danger to the nation, because I hold quite contrary 
I an, naturally, willing and anxious to examine the merits of any proposal 
ucing railway transportation costs in this country. I might say here 
r, that the cost of railway transport in relation to the work done, apart 
nterest on invested capital, is practically as low in Canada as in any 
ountry in the world at all comparable to this Dominion. It is admittedly 
ible to reduce invested capital to any considerable extent in any plan, 
r drastic; consequently it is fairly obvious that when you try to improve 
m a performance which ranks with the best, assertions of savings need to be 
efully scrutinized to see whether they hold real promise of being realizable. 
s I am in a specially favoured position to judge the practical economies 
be expected from large-scale consolidation of railways, because in my experi- 
I have gone through three such consolidations:— 


st—Consolidation of the Canadian Northern and Canadian Government 
Railways into the Canadian National Railways. 

d—Consolidation of the Canadian National with the Grand Trunk 
a Pacific, 

_ 8rd—Consolidation of the Canadian National with the Grand Trunk 
| Railway. 


My experience has been that large-scale economies are not produced from 
solidations, and I speak not from theory but from experience. I do not mean 
fer by this that very considerable improvement in the operating perform- 
the Canadian National Railways System has not taken place. In point 
, since 1923 there has been a progressive improvement in the efficiency 
hich the operations have been carried on. I do want to make it clear, 
ver, that this improvement has not, in a large degree, resulted from con- 
tion, but is mostly the result of improvements in the art of railroading 
| has been paralleled by the experience of railways in other countries. It is 
bably more closely related to the competitive principle than to any other 
sle factor. Drastic abandonments of lines, service and facilities were not a 
r and indeed, if attempted, would have defeated the very object for which 
‘ational Railways was formed. 

Your Committee has before it from the Canadian Pacific an estimate of 
00,000 per year as being the realizable economies from unification. In my 
nt, based upon my extensive experience in consolidations, savings of this 
would never emerge. 

n the absence of details as to what physical changes in facilities and 
es other than line abandonments are contemplated, it 1s impossible to deal 
ail with the estimate, although if the Committee desire to have their views, 
fficers of the Canadian National Railways are available here for a critical 
ination of it in as much detail as the partial exposure of it will permit. 
find that the asserted savings of $75,000,000 per year divide, upon examina- 
into two broad classifications :— 


lst—Those savings which are based upon assumptions that the quantity 
_ of transportation service is greater and the quality of transportation 
service is higher than is needed, to which I have joined the asserted 
savings from a drastic program of abandonment of lines, the closing 
of stations, shops and other repair points and the consolidation of 


ancillary services. This group totals approximately $55,000,000 a year. 
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-2nd—Those savings which are based on the assumption that Ca 
Pacific unit costs can be applied with propriety to Canadian N 
operations without due regard to differences in geographical distri 
tion of lines and the relative traffic, maintenance and oper 
problems. This group totals approximately $20,000,000 per year. | 


“y 


The assumptions which underlie assertions of such savings are, I believe 
unsound. 4 


There is an assumption that Canada has entirely too much railway 
mileage and that a minimum of 5,000 miles of line should be torn uf 
regardless of the pioneering service which much of it is performing. — 

There is an assumption that the quality of railway service in Canads 
is on too high a standard and that great savings can be made by reducin 
it without detrimentally affecting the commercial and industrial act? 
of the country. 

There is an assumption that railway traffic can be forced to m 
over specified routes to suit economy of operation without regard to 
requirements of industry. 

There is an assumption that stations, terminals, roundhouses, re] 
points and main shops can be abandoned and rearranged to suit 
convenience and economy of the railways alone without regard to the 3 
in which the continued operation of these facilities affects the communi 
in which they are located and the country as a whole. % 

There is an assumption that Canadian Pacific unit costs are applicabl 
to Canadian National operations notwithstanding the fact that the ¢ 
‘graphical distribution of lines, the nature of the traffic and opera 
problems are very considerably different. a 

There is an assumption that the savings which appear in the estimate 
are net savings, but there is no regard to offsetting features such 4 
expenditures for changes in facilities, compensation to displaced labour, 
loss to individuals occasioned by the withdrawal or restriction of raih 
service, loss of tax revenue and the loss to communities from the aband 
ment of facilities. 4 

There is an assumption that the disturbance to the labour and materi 
markets would be of no consequence. % 
a 


Each of these assumptions must raise doubts in thoughtful minds ai 
the reliability of estimates based upon them and, in my opinion, these dou 
will be confirmed in proportion as the details of the changes proposed to bi 
made are disclosed. Fe 
Consider line abandonments, for instance. In advancing arguments 
favour of unification before the Royal Commission, the Canadian Pacific pla 
line abandonments as the important initial step and stated that “the first t 
of the Committee was to determine what tracks it was considered coule 
abandoned if the properties were operated as a unit,” and again, “WwW 
confident that unification would permit an abandonment in excess of 
miles,” and yet again, “we put that (5,000 miles) as a minimum and n 
maximum.” ' . 
At the request of the Royal Commission, the Canadian Pacific furnis 
an estimate of the proportion of the total savings in railway operating expe 
due'to line abandonments as being $16,366,850 per year with the qualifi 
that “due to the manner in which the figures were assembled for the e% 
this distribution has had to be made upon somewhat arbitrary lines.” | 
Among the things which have emerged from your Committee’s inqul 
appears to be clear that the abandonment of 5,000 miles of railway 
country is not feasible, having regard to the public interest. I leave it 
[Mr. 8S. J. Hungerford.] ee 
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nt whether it would be in the best interests of this country to do what 
been proposed in this instance. For my part, I cannot envisage setting the 
portation clock of Canada back 30 years. The public interest is too much 
volved. I hold that much of the economy, based on other and undisclosed 
astic changes, involving the abandonment of stations, roundhouses, terminals, 
ops, etc., and the degeneration of main lines into branch lines, if given a 
milar touch of reality by a disclosure of exactly what was contemplated, would 
ewise prove unsound and unrealizable. 

The continuing insistence by the Canadian Pacific in evidence before this 
ommittee that 5,000 miles of line can be abandoned (if not the lines in their 
‘ogram, then some other lines), may be taken as a faint warning of the 
titude towards public service to be expected under unification. 

I have used line abandonments as an example because it is only in line 

abandonments that there has been a complete disclosure of the program con- 
mplated in unification. It is to be regretted that the Canadian Pacific has 
t given the details of the proposed curtailment of services and what shops, 
rminals, division points, roundhouses, stations, etc., it is proposed to abandon. 
he extent to which public interest is adversely affected may be gauged by 
is reluctance to give the details of just what is contemplated in the unifica- 
on plan. The frank statements by Canadian Pacific officers that to divulge 
ch information would impair relationships with the communities affected, is 
fficient evidence to me that the general statement contained in the brief of 
e Canadian Pacific that the quality and quantity of transportation service 
no part of the country would be seriously impaired, is incorrect. Nor can 
accept the Canadian Pacific argument that since none of these things will be 
ne- without the prior consent of the Board of Railway Commissioners, the 
untry need not concern itself with such matters at this time. 
The real matter to be decided upon is whether the estimate of $75,000,000 
in fact, be realized. It makes no difference in that regard whether the 
sal to contemplate such drastic changes is expressed now by public opinion 
ubsequently by a Commission acting in the public interest. Such exposure 
he details as has taken place has confirmed my general belief that most of 
e economies of unification are incapable of realization. 

Most of the economies which are realizable in a practical sense, in that they 

ate to economies which can be really made effective without unduly impairing 

the public interest, will be found upon examination to be obtainable under the 
ciple of co-operation and the country need not incur all of the unknown 
Is of unification in order to obtain these economies. 
It is entirely feasible under co-operation to arrange for the abandonment of 
of two closely paralleling lines of railway where public interest is not 
versely affected. It is feasible under co-operation to make arrangements for 
int stations and terminals where an economy is indicated. It is feasible to 
range for the handling of one company’s traffic over another company’s line. 
is feasible to eliminate duplicate competitive passenger train services to the 
nt justifiable in the public interest. It is feasible to deal co-operatively with 
llary services. Types of all of these economies have been explored and have 
en demonstrated as entirely practicable and workable. 

The second classification which I have made of the $75,000,000 estimate 
lates to the treatment by the Canadian Pacific of the operating costs of the 
ed system. It is an unwarranted assumption that statistical averages 
he Canadian Pacific performance can be used to determine the operating 
s of the Canadian National Railways without reference to the differences 
en the maintenance and operating problems of the Canadian Paciiic and 
ational System. Add to this the narrow basis upon which the comparative 
ating costs are based, namely, the single year 1930, and it becomes apparent 
the $20,000,000 is a mere statistical conjecture. 


age 
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The Canadian National Railways, from the onset of the depression in 
fall of 1929 until about the middle of 1930, pursued a policy of maintaining 
work on the property all of its staff for which legitimate employment could 
found, rather than taking the drastic step of wholesale dismissals, closing dov 
shops, ete. This policy, whether well-founded or not, was publicly annou 
and supported in Parliament. Such a policy pursued at a time of fall 
traffic, naturally affected the 1930 basis of unit costs on the Canadian Natio 

The inference which has been drawn from this manner of treating 
operating costs, namely, that the Canadian National is less efficient in 
management than the Canadian Pacific, I desire most emphatically to de 
While there is a superficial similarity between the two systems, there are wide 
differences between them as regards the property and facilities to be maintained. 

The nature and volume of the traffic handled by the two systems is also 
considerably different and these factors have a bearing upon operating co 
through the average car load, through the average haul and through termi 
operations, which are much more complicated in the case of the Canadian 
National on account of its dominance in the industrial section of Canada and its 
lines in the United States. } 
: The average volume of traffic per mile of line on the Canadian National 1s 
less than on the Canadian Pacific and this has an adverse effect upon the com: 
parative operating results because on the average the Canadian National has 
maintain and operate more mileage of lines than the Canadian Pacific to earn 
the same gross revenue. Development on the pioneering lines of the system will 
remedy this disparity, but it is one which exists at the present time. 4 

The Canadian Pacific witnesses have admitted a lack of detailed knowledge 
of Canadian National traffic and operating conditions and have based their com- 
parisons upon a presumed comparability of Blue Book statistics, whereas it is 
well known to railroad people in this country that the Blue Book statistics om 
railways lack comparability to such a degree that the Minister of Transport 
has set up a Joint Committee of Canadian railway officers and of Government 
officials to develop a uniform method of reporting. ae 

The historical development of the Canadian National System, which is a@ 
consolidation of four other systems must also be taken into account. In any 
event, 1930 is now eight years behind us and I. do not believe that figu 
which are so much out of date can safely be used to draw conclusions with regart 
to present and future operations. Since that time both railway systems have 
effected many changes leading to a reduction in operating expenses. In that con- 
nection, I most earnestly desire to assure the Committee and the Canadian people 
that the National Railways is being operated at a minimum of expense consistent 
with the requirements of public service. It is my considered judgment that n 
portion of the $20,000,000 per year savings arrived at by applying statist 
averages to conditions which are not comparable, could be realized. If 
desire further evidence supporting this conclusion, I shall be pleased to have th 
officers of the company who are here supply it. 

To sum up my position with regard to the asserted economies from unifi 
tion or amalgamation, it is my judgment that they are largely unrealiza 
Railway savings purchased at the expense of the development of Canada 
of a wide disturbance in the already disturbed labour and material mar 
of the country would be too dearly obtained. The country instead of bein 
better off would be worse off. Yet it is only to the extent that a program 
drastic reduction in expenses could be achieved that the country would 
warranted in inviting the perils of monopoly and of the great difficulties whie 
T foresee in the type of management of the joint enterprise which is now propo 
It is my opinion that monopoly docs not make for efficiency. I do feel 
there is a very grave danger of a slackening of the morale of the organizatio 
of a lessening of initiative and enthusiasm, a loss of sympathetic contact 

-[Mr. 8. J. Hungerford.] i) 
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on the management and the men and between the management and the 
. These risks are, in my opinion, so great that they could only be offset 
reality of substantial economies on a scale which I, for my part, cannot 
e. 

at there are financial risks involved in unification cannot be gainsaid. 
yanadian Pacific has made very plain that unification, while it contemplates 
ae technical preservation of the respective ownerships of the properties, 
lly consists of a permanent fusion of the physical properties and of the 
zations into an indivisible unit. The State, as represented by the 
nadian National, and private ownership, as represented by the Canadian 
cific, are to go into a partnership on some terms as yet undisclosed. 

In the absence of knowledge of the exact terms of the proposed partnership 
ould be idle to speculate upon this aspect of unification, although it may be 
ng to remark that a partnership between such diverse interests as public and 
ate ownership is liable to produce a number of unforeseen problems which 
ht conceivably involve the State to an extent never contemplated in the 
inal contract. The reason I hold this view is that there would tend to be 
conflict of interests in a partnership between the public on the one hand and 
ivate interests on the other. Public interest is properly and primarily con- 
med with the use of the railway property for purposes of national develop- 
t-and national policy; private interests are primarily concerned with profits 
dividends. The Joint Board of Directors representing such diverse interests 
Id, in my opinion, quickly get into difficulties and, since the properties could 
be unscrambied, the State could only break the stalemate which would 
It either by acquiring the Canadian Pacific property or by making some 
cession in the form of guarantees or otherwise. The present proposal for 
fication has neither the merits of public or of private ownership and, in my 
lion, is impractical and would conceivably lead to serious involvement of the 


€. 

I have previously indicated that I am in favour of a policy of enforced 
peration to eliminate any waste or duplication of effort where such could be 
omplished without unduly weakening the benefits of competitive incentive 
f unduly reducing the services which the railways render to the public. I 
id emphasize again, however, that we must not mistake railway economies, 
urchased at the expense of the public at large, as being true economies in the 
ytional interest. Within this reservation there is a considerable opportunity 
effecting savings by enforced co-operation, not only as regards the elimina- 
of duplicate facilities and the elimination of wasteful effort, but also the 
ention of additional duplications in the future. 

I think these considerations are sufficient to justify a policy of enforced co- 
ation and the only question in my mind is the best machinery for making 
, policy effective. 

I have previously referred to the unfavourable atmosphere under which 
peration has been attempted in the past five years. It may be that if this 
mate inquiry could dispose finally of unification as an alternative to co- 
eration, that greater progress in achieving co-operative economies will be 
ade in the future. 

_ Furthermore, from the experience gained in the past five years, I suggest 
serious consideration be given to the setting up, for a period of years, of 
blic body to deal with co-operation. This body should, in my opinion, be 
e up of three people, one representing the Canadian National Railways, one 
enting the Canadian Pacific Railway, and a Chairman representing the 
“interest. 

uch a body need not be permanent, but might with profit be appointed 
O-year term. It should be charged with the exploration of the whole 
of possible co-operative measures and the development of specific co- 
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operative projects. It should be its duty to endeavour to secure agree 
the two railways to all such proposals as are feasible, productive of eco 
and in the public interest. 

The reports of the body on specific projects should in all cases be mad 
public at the time a majority decision is arrived at, because I feel an inform 
public opinion on specific co-operative projects would be very helpful to raily 
executives in considering co-operative measures. 

In cases where public interest and economy indicate that a measure sh 
be made effective, but in regard to which either railway company refuses 
agree, compulsion should be invoked through the medium of the arbi 
tribunal provided for in the present Act. I would suggest, however, that ins 
of leaving this to the discretion of the railway companies, it should follo 
automatically after a reasonable stated time had elapsed from the date of the 
publication of the report. L 

A report of all the activities of the body should be made to Parliament 
each year. . 


Canadian Pacific Act. 
If it secures unification, the Canadian Pacific has imdicated a willing- 
ness to submit to compulsion in the public interest through the medium 
an over-riding commission having wide powers. It is not clear if the prin- 
ciple of compulsion is proper in unification why it should not be proper mm 
co-operation. x 
It has been suggested that co-operation is only successful to the extent 
that it destroys competition and that proceeding logically, therefore, it has the 
same goal as unification. This would be true if through co-operation the 
drastic abandonments contemplated in unification, as submitted by the Cana- 
dian Pacific Railway were attempted, but co-operation, as I envisage it, 18 
limited to practical economies which can be justified as being in the pubhie 
interest; nor is it designed to completely eliminate competition. In facet, i 
object is to maintain a state of healthful competition while eliminating obviot 
existing duplications and preventing duplications in the future. i 
It has been argued that co-operation and competition are incompatible 
terms and that so long as the competitive element is permitted to exist little 
can be expected from co-operation. My answer to this is that given a will to 
co-operate, substantial economies would result. That has been demonstrated 
time and again. I would go further and say that if an opportunity for eco- 
nomy in the public interest exists and the will to co-operate does not exist 
in the railways, compulsion is quite justifiable in the public interest. 3 
In conclusion I would say that the difficulties in which railways of thi 
country find themselves at the present time are the direct result of the depres 
sion in trade and the general disturbances in economic conditions through: 
out the world. I know of no magic by which this fundamental situation ca 
be cured. Fundamentally a solution must await the return of a more nor. 
flow of production, commerce and trade. I know there are those who V 
the present condition of affairs as permanent and who ask whether w 
continue as a nation to bear the cost of rail transportation on the present 
It is instructive in that connection to consider the general economic con 
[Mr. S. J. Hungerford.] 
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country. All things considered, Canada has suffered less from the 
sion than other countries. It is a really remarkable fact that last year 
ional income exceeded the national outgo by over 500 millions of dollars 
onsequence, Canada, as a people, actually reduced its debt to the rest 
e world and added to its store of wealth. Such a record does not support 
mistic outlook or justify a policy of defeatism. Canada has vast poten- 
s of wealth production and railway service is essential in developing 
1. We may have built our railways somewhat in advance of immediate 
juirements, but, generally speaking, they are well located and admirably 

ted to the requirements of the country. Railway transport is still by 
odds the cheapest form of land transport and this gives the industry a 
advantage over its competitors. The problems facing the railway in the 
of highway, water and air transport competition are difficult, but not 
jolvable. At the moment we face a situation of increased railway costs and 
ereased railway traffic and admittedly that is a serious matter so far as 
mmediate prospect is concerned, but I am not prepared to admit that this 
permanent condition. | 
The Canadian Pacific in its submission has stated that the Canadian 
fic Railway, even under depressed conditions, can carry on and meet its 
ed charges. For the Canadian National that is impossible. The property 
n, however, pay all of its operating expenses out of revenues, notwithstand- 
z the disabilities in the way of rendering pioneering and public services, to 
h I have previously alluded, and the Canadian National is in a position 
uickly show substantial increased net earnings with increases in the general 
of business activity in this country. 
I have previously alluded to the great potentialities of the property and 
stated that no period in the past can be taken as indicative of its real 
ing power. The Canadian National has far greater potentialities than its 
cipal rival in Canada or for that matter than any other railway on the con- 
ent because no other railway is so well located in relation to the natural 
sources of the northern half of this continent. 
One of Canada’s chief natural resources on which the great pulp and paper 
cellulose industries depend is the vast coniferous forests in northern Ontario 
Quebec, served almost exclusively by the Canadian National. From the 
t of view of mineral development, we are only beginning to realize the 
which is stored in the geological formation known as the Laurentian 
, which extends from the Mackenzie River Basin to the Labrador Coast. 
e Canadian National Railways traverses the Laurentian Shield with main 
id branch lines and it is, therefore, no accident that most of the mining 
pment which has taken place in Canada in the last 10 years has been 
the lines of the Canadian National. 
onsider too, that in the highly industrialized section of the country, which 
sontinue to draw its stimulus from the development of the north, the Cana- 
National is pre-eminent in serving every industrial centre and I think you 
realize the truth of what I have said, that the potentialities of the System 
ry great. If development takes place without a needless duplication of 
of railway, which would serve only to increase expenses and divide the 
fic, the broad outlook for the development of traffic on the lines of the Cana- 
Yational Railways is decidedly encouraging. 
Throughout the depression the property of the Canadian National has been 
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enance to be picked up and, from all of these points of view, we may 
o the future with a degree of confidence. In the meantime the wise policy, 
ee it, is to conserve the property. 

Mr. Hungerford, the main point that you make, as I have followed your 
lon, is that railway transportation is really an activity that is carried on 


roved in its inherent efficiency. There is no considerable amount of deferred 
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in the public interest; that. it is not primarily an activity for private profit. A 
I right in that?—A. Well, I suppose it is both to a degree, but it partakes of 
nature of a necessary public service. i, 

Q. But your memorandum emphasizes, and I think perfectly properl 
considerations of public interest have affected the character of the Ca 
National Railways and the character of the service that they give. I ar 
in that, am I not?—A. I think so. 
Q. Now, really, the problem before the committee is how much the tax 
can afford to pay for these transportation facilities. The more of them 
are, of course, the better the public interest will be served, and I think Is 
perhaps first direct your attention to the situation in that respect. You 
remember, no doubt, that in discussing this subject with you six years : 
the present Chief Justice of Canada in the course of the commission proceedi 
referred to the condition of the Canadian National and the Canadian Pae 
in 1932 from a financial point of view as desperate. That was the expres: 
he used. It is at page 2521 of the Proceedings of the Commission, and if ; 
have not a memory of it I will refer you to it —A. I remember a great deal of 
proceedings, but not that particular item. 
Q. It is just towards the end of the proceedings of the inquiry. W 
Mr. Justice Duff, as he then was, said in speaking to you, was this: — 


Of course, Sir Joseph has put it in such a way that there 1 
necessity whatever to repeat it. Of course, the economic situatio 
desperate one. You can conceive of an economic situation where — 
would be told by the Government, well, there is no more money. 
suppose that it is not so severe as that. There may be money exp 
for trestles and to keep the line in such a state of efficiency that it w 
permit the running of trains over it. In other words, to avoid the ex 
ture of money would really be criminality. Suppose the financial situa 
is such that there is no money for anything other than that, what we 
be the effect? 


He was speaking about the economic situation then. And since 1931, whit 
was the last year that was under consideration by that commission, it a 
that the amount that has been contributed by the Government to the Can 
National Railways—you will find it at page 52 of these Proceedings—is 3 
million dollars, or $50,000,000 a year. And I find that the total ordinary revel 
of Canada during the same six years was 1,867-94 millions, so that the amour 
that went into the Canadian National is 16-13 per cent of the total revenu 
Canada for those six years. Now, I should be glad if you would direct 3 
attention to how far it is justifiable for Canada to spend some one-sixth 0 
total revenue in providing, in the public interest, transportation service by tf 
Canadian National Railways—A. Would you repeat the question, please 

Q. What I want to direct your attention to is the position presented 
fact that during the last six years since Sir Lyman Duff referred to the situai 
-as desperate, 301-2 millions have gone into the Canadian National for de 
or 16-13 per cent of the total revenues of Canada, the total ordinary reven 
Canada.—A. You mean the total wealth production? 

Q. No, the total revenue, the total tax revenue. I was thinking of 
this means in terms of taxes. For example, the total revenue of Cana 
last year, when it was considerably higher than in any previous year 
$445 000,000, and $42,000,000 of that, or about 10 per cent, went into the 
dian National. In the previous year the revenue was $372,000,000, and th 
previous to that it was $304,000,000; then it dropped into the $200,000,0 
the previous year. Now, really that is what the committee is concerned 1 
That is what the terms of reference of the committee are directed to. 

[Mr. S. J. Hungerford.] 
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Suppose the tax burden of this country could be : 
{ by the elimination of that obligation to meet deficits— 
‘a er I know of no means by which it can be done. 
_ You see, it really comes home to all of us. If one-sixth of that $40,000,- 

be taken off the income tax, it is, roughly speaking, 30 per cent of the 
ceived. That is our real difficulty, Mr. Hungerford. It is not a question 
ar ‘cular figures; it is really a question of getting out of a very difficult 
lation here in Canada. Our whole war pensions are no more expensive than 
, Canadian National Railways.—A. After all, railway service is probably. 

st useful and efficient tool for producing wealth in the country, and the 

y unquestionably gets a very substantial benefit through the provision of 
ailway service. 
. lL agree. I concede at once that there are national advantages in run- 
nprofitable railways. But the question is how far can this country afford 
xury?—A. Well, if relief is to be set up on the abandonment of the railway 
e service entirely, you simply change the incidence of the burden. You 
d improve the railway situation, but the burden of supporting the people is, 
ferred to other agencies. 
Q. Let me call your attention to that interesting graph that the Bureau of 
istics furnished us and which appears at page 63 of the Proceedings. There 
Ou will find that the share of the economic results that has been obtained by 
he railway has been dropping ever since 1923, which is as far back as our 

es carry us. What is going to happen?—A. Well, no one can predict what 
going to happen, but one thing is very evident, and that is that the business 
country cannot be carried on without substantially the present volume ba 
f railway service. h 
-Q. But can it be carried on with a volume of railway service which costs 
J, 15 or 16 per cent of the total revenue of the country? It is a constructive — 
tion that we really need. How are we going to get out of that difficulty ? 
‘Edward Beatty has put it quite clearly in his submission that ever since 
7, when the Drayton-Acworth report was made, there has been a continuous 
ion from certain quarters that were interested in national railway trans- 
ution, “ Wait and see. We will do better some time soon.” Yet, instead of 
ng better, we are actually faced in 19388 with a situation which is very much ‘hy 
e serious than the one we were facing in 1917; very much more serious than okt 
me in 1925 or in 1932. Now, what is your suggestion about meeting that 
on?—A. Just exactly what it was before the Royal Commission. 
Right Hon. Mr. Meicuen: Another Royal Commission. 
The Witness: To carry on as economically as possible, to restrict capital 

iture. 


By Mr. Biggar: AS 
Q. You are doing that now, aren’t you?—A. Yes. Then, persisting that. 
Q. You are doing it as economically now as you can possibly do it, con- ie 
y with what the railway administration regards as public interest, is that 
A. Well, that question of the public interest is usually to a very large os 
etermined by the Board of Railway Commissioners. ad 
o, I do not think that is an answer to my question. Thai is the basis Me 
pon oo you are operating the road, as economically at it can be operated? 
ma Yes. 
Q. That is, as economically as it can be operated, consistently with your 
the public interest?—A. Yes. 
uppose you had a different view of the public interest, could it be 
for less money, with less burden on the revenue?—A. It might possibly my) 
might be operated at a lower cost for the railway, but from my point 
tt would be simply a transference of the burden. 
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Q. But is not that a political rather than a railway problem?—A. P 
| Q. May I call your attention to what your predecessor said to t. 
Commission, as it appears at page 1038 of our proceedings? He is quoted 
as having said:— a 
One of the inherent disadvantages of any state-owned enterpris 
as the Canadian National Railway, is the problem of political inte: 
ence—and one might also. add, public pressure. In making this state 
I wish it distinctly understood that I imply no criticism of any part 
any government, present or past. I merely state a fundamental an 
universally admitted condition. , 
The leaders of all political parties and the people of Canada as_ 
whole are a unit in their desire to prevent political invasion of th 
Canadian National Railway. But the plain fact is that irrespective 0 
such wishes and desires, the problem presents difficulties beyond th 
control of our leaders, be they ever so patriotic or high minded. Afte 
all in any form of popular government it must be accepted as axiomati 
that the business of government is politics and, irrespective of whethe 
one likes it or not, politics is something with which a government n 
reckon in all of its activities. 
Now, is that not really the position, that it is the public interest and the politic 
considerations which have determined the losses of the Canadian National? 
A. No, I would not say that. ‘ 
_ That, in other words, it is the public interest which has determined th 
level of the service and which does now prevent you from making economie 
that if you were operating this line for private shareholders you would | 
absolutely obliged to make?—A. If you could get authority to do it. 2 
Q. Exactly, if you could get authority —A. If you could get it. hi 
Q. But you cannot get authority now, because every time you seek t 
throw men out of work there is a. political flurry?—A. Well, let me say or 
thing, if I may. ve 
Q. Yes—A. So far as the ordinary operation of the railway is concerne 
;t is carried on like that of any other railway, and, I think, with the sar 
degree of efficiency. We are endeavouring to bring it to the highest state 
efficiency, and we have made very substantial progress so far as the 
concerned. But there is no question but what we have burdens to carry 
way of service that, judged by all past experience, we could not possib 
rid of if we attempted to do so. I could show you line after line of railw 
which we provide a service at a loss, and I am sure that you would agre 
me immediately that it would be quite hopeless to make an attempt or expe 
to be permitted to withdraw service from those lines. Recognizing that 1a 
the only thing that is open to the management of the Canadian Nati 
Railways to do is to provide the service that is insisted upon as being i 
interest of the public upon those lines, and provide that service as economl | 
and suitably as possible. ba 
Q. I agree. I am conceding that whole situation. But it is a fact th 
if you were operating this line for private shareholders who were not able 
supply $50,000,000 of a deficit every year, you would cut down expenses In @ 
that you cannot do under the present circumstances?—A. We would do § 
Mr. Biggar, if we could get the power to do it. 4 
' Q. In other words, it is true that there are shops that you cannot Clo: 
because of the political storm that would follow—I do not care what gover 
ment was in power. Whatever government was in power there would be a pol 
storm if you, for example, made a change in your roundhouses at the L 
head, or at Winnipeg?—A. No. It is quite possible that we have more ti 


[Mr. S. J. Hungerford.] . 
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ations and things of that kind, than a private com 


sentatlor : any would; 
eral and to a maximum extent carry on, I think, as a 


an ordinary 


But do you? I mean, for example, in the St. Henry election just this 

he question of the Montreal terminals and proceeding with them was an 

political question, was it not?—A. I heard of it. 

Q. There 1s nO question about its having been discussed, and it was 

posed that it should be carried on. I am not blaming anybody. It is a 
r of course, is it not?—A. The railway management was not involved in 


Q. No. That is just my point, that the railway management had nothing 
© with it. It was done on behalf of the owners of the Canadian National. 
what would happen, suppose that this was a private organization and it 
not a question of operating this railway in the public interest at an expense 
t $50,000,000 a year?—A. My point with regard to that is that public opinion 
ad public requirements would have to be considered, irrespective of whether 
ere was unified management. 
-Q. Iam not speaking about unification at all. Suppose that the Canadian 
tional was not a government enterprise, it certainly could not be carried on 
on the present footing?—A. Certainly not. 
_ Q. Private people would not put in $50,000,000 a year, would they?—A. No. 
| Q. Let us carry that just a little further. Suppose that there had been a 
pany, private people, who had put in all the money that Canada has put 
the Canadian National Railways, and suppose that it had been carried on 
1e same way until it had got to the present point and that then it just threw 
yits hands, and the owners would not supply any more money at all. I am 
putting it to you on the supposition that Parliament said, “We cannot afford 
iO pay one cent more.” Now, what would happen to the Canadian National ?— 
I think the Government would take it over, just as it did before. 
Q. I put it to you, suppose the Government said, “We cannot pay any more 
ey to the Canadian National,” what would happen?—A. Well, you could not 
ide the service beyond a certain point. 
_ Q. What is its value to private investors to-day?—A. I am sorry, I do not 
low that. 
Q. You put it yourself to the Royal Commission that the value of any 
terprise depends on its earnings. The quotation that I am referring to is at 
Bes 2527 and 2528 of the Royal Commission. Now, what is the value of the 
dian National Railways undertaking to-day, on the basis of its earnings ?— 
That depends on so many different things. I could not give you an answer 
nd in regard to that. 
@. You have not changed your opinion with respect to the value of any 
rtaking depending on its earnings, have you?—A. No. | 
Q. Well, now, take the Canadian National as an instance of an undertaking, 
alue of which depends upon its earnings. What is its value? What could 
ou get for it if you went into the market?—A. Well, that is something that it ‘ 
very difficult to answer. 
). Well, Mr. Fairweather thought that railways were a drug on the market. 
dn’t you say that the Canadian National could not be sold for anything . 
ept a nominal sum?—A. Possibly so. I cannot conceive of a private interest 
g the Canadian National and assuming its obligations at the present time. ; 
. Of course, I am not speaking about any obligations. How much could it 
ppose it was sold free of obligations and the purchase money applied 
unst the obligations? How much could private people afford to come forward 
ad otter the Dominion of Canada for this railway enterprise?—A. I would like 
you an answer a little later on, sir, may I? I cannot tell you that. 
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Hon. Mr. Danpuranp: How much would a syndicate offer when in 192 
Canadian National earned $40,000,000 above its operating expenses? 
would it represent? — ) mie 

Mr. Biccar: Would it have bought on one year’s record or on ten 

record? I looked at the statement appearing at pages 82) and 83 of the 
After all, the Canadian National organization was really put together in | 
and you have got to allow a certain length of time to shake down. 


Right Hon. Mr. MricHEn: The statute providing for its being put tog th 


was passed in 1921. = 
Mr. Biacar: The length of time that one gives an organization to shake 
~ down is just a question of judgment. a 
Q. Suppose one gives the Canadian National to 1927 to shake down. I 
referring to part of Exhibit 26, at pages 82 and 83 of the proceedings, ‘and I 1 
that during the ten-year period the Canadian National’s income before its fixed 
charges was $164,793,673, that is for the whole ten years. That means an annua 
amount of approximately $16,500,000, over and above operating expenses. N 
it seems to me that would not be an unfair way of getting at the value of | 
Canadian National, would it?—A. I would not think so. : 
Q. What would you think? I am only suggesting this because it is y 
view that we are after, not mine —A. I am not trying to sell the railway. 
Q. But you are trying to help this Committee to solve the problem 
relieving the country from its extremely serious railway condition and 
financial burden consequent thereto.—A. I tried to indicate the manner in wl 
the burden could be lessened in the largest degree, having regard to the v: 
character of the public interest and service. % 
Q. But you have not dealt with the other point. How about this pubh 
‘nterest business? I mean, is it not a little like a man who has an income 
$2,000 a year trying to live in a house the rental of which is $1,800? 


Hon. Mr. Srncuam: You are assuming, Mr. Biggar, the present control © 
freight rates? 4 


Mr. Biccar: Yes. Mr. Hungerford has not raised the question of fre h 
rates, but I suppose we shall have to speak to him about that before we ir 


By Mr. Biggar: i 

Q. What are we going to do about it, Mr. Hungerford? I do not want t 
press you to say what you do not want to say, but we have a real difficul 
there, and that is what the committee is directing itself to—A. In my opin 
considering the value of this railway service to the public and the influence 
it has upon the production of wealth in the country, I think that what 
be done is to continue as we are and to economize to the extent that 
interest will permit. 
Q. Who is going to determine public interest, members of Parliament | 
their respective constituencies, who are going to get into trouble if th 
supporters of the Government and any economy is made in the Ca 
National administration in their particular constituencies? —A. We try to 
a balance between what we regard as public need on the one hand and 
necessity of operating as cheaply as possible on the other. As a matter of fi 
is checked very largely by the board representing public interest. 
. Q. I am troubled really about that, because Mr. Fairweather when 
examined before the committee said he thought, difficult as he found it, int 
of national interest, not in terms of railway interest whenever he could 
that the danger, instead of this railway being operated as a railway, it 
ated as a national public work, that is, consistently with what is at the mo 
regarded as being the public interest, and that extends, as Sir Edward - 


[Mr. 8. J. Hungerford.] eam 
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ink, tk he whole organization of the Canadian National. 
er all keep the Minister of Railways out of trouble; is it not? 


| 
4 


Cuamman (Right Hon. Mr. Graham): It does not always succeed, 
Hon. Mempers: Oh, oh. 
ir. Biccar: No. 

By Mr. Biggar: . 
_ Q. Is not that true of the whole organization?—A. I confess I find it very 

ult to express my views exactly in regard to this, but let me illustrate in a 
~The type of public interest I have in mind may be illustrated, say, by 
eration of the Gaspé line. That line does not pay. , 


By Hon. Mr. Dandurand: 
-Q. Running from Matapedia station straight on through Gaspé?—A. Yes, 
do not know that it ever will pay. I do not see any prospect of it ever 
g, and yet it was considered essential that those people should have rail- 
service. If we were going to act on the broad principle of only operating 
> services that pay, putting them on the basis on which a private company 
nt operate them, then every one of those services would be wiped out. But 
ow perfectly well we could not possibly withdraw services from lines such 
at. The public would not permit it. 


By Mr. Biggar: 


Q. Another point occurred to me in regard to that. I find according to the 
ical returns given in Exhibit No. 26, I think it is, the total passenger 
e of the Canadian National was $17,023,000 in 1936, which is only about 
than half of this deficit. It struck me as an interesting comparison that 
deficit on the Canadian National was more than double the total of what 
ut as passenger revenue. There is another figure of passenger train revenue 
1,000,000. I am not quite sure what the relation between them is. Perhaps 
can tell me.—A. I do not know. 

on. Mr. McRaz: Colonel Biggar, in that connection, I think the freight Me 
ssenger business for last year would have to be advanced 25 per cent, and . He 
ould fall probably $2,000,000 short of the probable deficit. That gets it 4 
o freight and passenger business together. hoe 
Mr. Biccar: Yes. ‘cst 
Right Hon. Mr. MercHen: Without increase of costs. . 

‘Hon. Mr. McRar: Yes. You would still be short $2,000,000 of the deficit. 


— By Mr. Biggar: bee ” 
Q. Then am I to understand your position is that you cannot suggest any 
f meeting this situation at all except by this scheme of compulsory i 
eration that you have suggested?—A. I think that having regard to the ‘ 
e of the service to the public it is in the best interests of the country to pro- 
that way. I may ‘be egotistical in expressing a view of that kind, but it is | e 
nion. meth 
We have been told by Mr. Fairweather that the utmost that can be ik 

by compulsory co-operation is an annual saving of $10,000,000. Tit is not 
ear whether the million and three-quarters already made was included in 
not, because Mr. Fairweather told us he could not break down the © 
000. The Canadian Pacific told us their view was that the total that i 
obtained from any kind of co-operation was $11,000,000 odd, and from 
be deducted the million and three-quarters. Does your view disagree 
e?2—A, With the amounts of the estimates? moe 
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Q. Yes; that we cannot look from compulsory co-operation to econom S Of 
more than about $10,000,000 a year.—A. I have learned to distrust all estimat 


of that kind. 
Q. Are you distrusting one more than the other? 


By Right Hon. Mr. Meighen: a 

Q. What is your estimate?—A. As a matter of fact, I do not see how anyone 

can make an estimate accurately without investigating the whole situation. 

Without such investigation the figure is not an estimate; it is more or less of 
a guess. | 


By Mr. Biggar: 
Q. My question is really this. You disagree with the views already expressed 

by several of the witnesses who have already appeared before the commit 
that the utmost to be hoped for in the way of economies from compulso 
co-operation is about $10,000,000 a year—A. I would not limit it to that, sir. 
I would not place any figure on it because there is not sufficient knowledge 0 
the matter to warrant any figure. = 
Q. But we have had those estimates given to us very seriously. What would 
you replace them with?—A. They may be quite right, but I will not give an 
estimate in regard of them. i 


By Hon. Mr. Mchae: = 

Q. Mr. Hungerford, you are strongly recommending to the committee com- 
pulsory co-operation. Surely you have arrived in your mind at some result 
which might be obtained from that compulsory co-operation?—A. Yes. we 
Q. I think the committee will be very much interested to have your opinion 

on that.—A. I think a substantial amount would be obtained, but just w! 


Q. We are interested in what might result from the adoption of that co 
pulsory co-operation—A. I would say $10,000,000 is as good an estimate ai 
could be prepared. I think it is somewhere in that vicinity, but I doubt whether 


anybody could be exact. 


By Hon. Mr. Black: a 
Q. Just along that line I should like to ask a question. At page 1032 of the 
proceedings of this committee will be found Exhibit No. 76, which is a summary 
of Mr. Fairweather’s discussion of Exhibit No. 49 before the Duff Commissic 
At that time Sir Henry Thornton, who occupied the position you now occupy: 
estimated a saving of $60,000,000 net per annum could be made. He did not give 
any particulars of that estimate, but taking Mr. Fairweather’s submission at the 
time, his estimate was that a saving of $49,000,000 could be made. Then he 
went into particulars and said that it might be increased to $56,440,000. Ther 
is a great disparity between the estimates of savings in 1932 and 1938. It ink 
Mr. Fairweather’s estimated saving of $56,000,000 odd was based on a year 0 
normal traffic. 1930 was not such a year. It is difficult for those of us who ar 
trying to find a solution of the railway problem to reconcile the very rea 
difference between the estimated savings made before the Duff Commission 4 
1932 and the possible savings submitted to this committee now. What would ye 
say, Mr. Hungerford, about those estimates, first, that by Sir Henry Tho 
of $60,000,000 and the other by Mr. Fairweather of a possible $56,000,000, 
given before the Duff Commission in 1932?—A. The general attitude I too 
regard to those estimates was the same as I take to-day. I said they we 
realizable. They were simply lists containing a ereat many figures and item 
that never would be realized at all. It is idle to expect they could be. Oot 
sequently an estimate of $50,000,000, $56,000,000, $60,000,000 or $75,0 
is more or less unrealizable. : 
; [Mr. 8S. J. Hungerford.] 


By Hon. Mr. Horsey: 
ve you ever attempted an estimate yourself, Mr. Hungerford?—A. No. 


f By Mr. Biggar: 
7 


of what you are permitted to do and how you are going to determine what 
ould be in advance. You could make an assumption, but you have no 
tee you would be permitted to go that far. 
Could you let the committee have a calculation of the kind of thing 
act upon day by day, of what the position you think will be from year to 
Say for ten years? Because we must plan for a considerable number of 
ahead. I mean you have to make some assumptions about what you can 
annot do with respect to the Canadian National. For instance, you will 
o make some assumptions about the level of traffic. But with those 
nptions it ought to be possible to calculate approximately what the position 
the Canadian National will be from year to year, say, from 1939 to 1948, 
may have something before us that you think the Canadian National can 
ip to.—A. We could make an estimate with, I think, reasonable accuracy 
ould assume a certain level of traffic; but I do not know how we could 
mably forecast that at all, more particularly at this time of general world- 


. I think if would be very useful to the committee to have something 
fic in the way of a prognosis of that kind._A. May I add this, sir,— 
Hon. Mr. Danpuranv: Would not the crops during the next ten years have 
) be computed? 


By Hon. Mr. McRae: oh 


Q. I presume that Sir Henry Thornton’s estimate of $60,000,000 was based f 
very carefully prepared statement. You, Mr. Hungerford, were in charge 

eration at that time. Was not that built up similarly to the case of the 

-‘R. here? You got the information through the different departments.—A. 
Jy, I do not know how it was arrived sat. 

). Were you not ever consulted about it?—A. No. 


Hon. Mr. Moravn: Is it possible to make that estimate? It is all very well : 
large figures to the public, but first of all we should know whether it is ; 
le to reach some sound figure. 


. Biccar: Mr. Hungerford says he can do it, except for the level of He 


The Wirness: If you assume gross earnings. 
By Mr. Biggar: oe Pe. 
©. It might be based on two or three alternatives. Perhaps your opinion is 
er than anyone else’s with regard to world-wide movements of trade; 

e it might be done on two or three alternative bases. But there is another 
‘of the same kind which gives me a little difficulty. Having regard to that Ry: 
hibit No. 24, it is at least possible that the railways, instead of being : 
© obtain the present level of traffic and revenue may have less, isn’t it? 
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- You will remember that in 1932 everybody who had to do with the D 
mission thought you were at the bottom of the depression, that nothin 
be worse than the condition you were then facing and that in six month 
year you would be back on top of the wave, like you were in 1928. Now, su 
pose, instead, that the other thing happens, and that we go down now—and 
a matter of fact, there is some reason for thinking we may be going 
because the returns for the first three months of this year are not as g00d— 


Hon. Mr. Hara: Four months. 


Mr. Bicaar: I have the figures for only three months. They indicate tl 
the Canadian National failed to earn operating expenses. a 
Hon. Mr. Hata: I was going to ask if these figures could not be brought 
to the Ist of June. I saw figures in the press on Saturday up to the 7th of Ju 
They showed that the gross revenues of the Canadian Pacific for the week w 
down 11 per cent this year, and that the figures for the Canadian Nationa. 
the same period were down 17 per cent as compared with last year. 
Mr. Biccar: The only reason I do not put in the documents is that 
are quite elaborate. ‘ a 
Hon. Mr. Hata: The Ottawa Journal on Saturday gave that informa i 
Mr. Breaar: I got the figures from the Statistical Department this mor ni 
The Cuarrman (Right Hon. Mr. Graham): Mr. Hungerford was try 
to say something. ? 
The Wrrness: I just want to explain for Senator Haig’s benefit that 1 
figures published are the figures of the gross earnings statement, which is isst 
week by week; but there is nothing published in that way in respect of» 
expenses. The expenses are out somewhere about the 20th of the folloy 


month, and are given for the full month. 


By Mr. Biggar: ai 
Q. According to the figures I got from the Bureau of Statistics, the Canad 
National System failed to earn its operating expenses for the first three mo 
of this year by $5,652,000, of which $4,559,000 is attributable to the Canad 
National Canadian lines, so there is a possibility that we may not have as 
revenue as we have had in the past five years. Now, what is going to he 
to the C.P.R. under those circumstances?—A. You have their statement 
they can carry on. f 
Q. That is perfectly truc, but what I am really putting to you is this. 
not a question of whether we have unification or not, but we cannot exclude 
the consideration the possibility that we may have to have unification after 
Canadian Pacific has got into trouble, and not before. Is not that a possibil: 
__A. I suppose all things are possible. I cannot quite contemplate it my 
Q. Can you count on going: on indefinitaly with a national enterp 
supported to the extent of many millions a year, in competition with a p 
enterprise which has no such resources? Are there not bound to be wa 
depression which at some time are going to swanp the boat that has n 
this aid? 
, Right Hon. Mr. Metcuen: Or both. 


By Mr. Biggar: D 

Q. Or both—A. Of course, things of that kind may be possible. | 
one of those who believes that this country it going to grow. It is grow! 
[Mr. S. J. Hungerford.] hi 
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n page 22 of your submission you get down te figures. 
und d them. I read one sentence. You Sly oss 

‘Tt is a really remarkable fact that last year the national income 
eeded the national outgo by over 500 millions of dollars and, in 


_ consequence, Canada, as a people, actually reduced its debt to the rest 
_ of the world and added to its store of wealth. 


derstan 


Ime ae $500,000,000 is the excess of exports over imports.—A. All factors 
volved. 

. Just what are the factors? I thought it was simple. Maybe it is not. 
May I ask Mr. Fairweather to read the items? We have them here. 

Q. I was going to ask you. Can you tell us how you made up that 
000,000?—-A. That is made up from information from the Dominion 
au of Statistics. 


Bi By Hon. Mr. Robinson: 

\) Q. Is that the calculation of the Dominion Bureau of Statistics?—A. It 
is taken from that. 

Hon. Mr. Haie: Let him tell us what it is. 

i’ 


_ «~-By Right Hon. Mr. Meighen: 


_ Q. Give us a few of the items anyway, if it takes too long to give them 
-A. Well, here is commodity exports $947,000,000, less commodity imports 
000,000; net gold export $131,000,000; tourist expenditure in Canada 
00,000, less the estimated expenditure by Canadians elsewhere, less net 
ht payments on exports and things of that kind, capital expenditure. There 
private construction performed. 
~Q. What?—A. Private construction performed; not building contracts — 
d, but reported by trade and general contractors for private account, 
000,000. AW 
Q. Is that called income?—A. That would be capital surplus, I suppose. sae 
-Q. Private construction, and you put it in income?—A. It is simply an 
nulation of wealth. nie 
~Q. Good gracious: You don’t mean to say you have the amount put into ihe, 
ruction in the income of the country? 
_ Hon. Mr. Buacx: J suppose the money was all borrowed for it. 


Right Hon. Mr. Muteuen: It does not matter. It is not a receipt in any 


) | 


on earth. You have included money that people have put into houses as a 
ome, but you say we have reduced our debt. How much have we reduced ay 
ebt to the outside world? $500,000,000? Bee) 


ton. Mr. Murpocx: Does not the report of the Bank of Canada contain We 
item ? a 


s bight Hon. Mr. Mricuen: We never reduced our debt $500,000,000. x 
‘The Wirnzss: Paid, bond maturities held abroad, $145,000,000. ae 
a By Right Hon. Mr. Meighen: oa 


Q. What is that? I cannot hear you—A. I am sure it would be much more 
telligible if we let you have the statement. ; 
What I am getting at is this. You have made this statement to us, 
ive told us in these words that our national income exceeded our outgo by ‘6 
0,000. No doubt sales of goods are properly included as part of the = 
less the purchase of goods. But you gave investments in houses, so I Dh 
e how you get your $500,000,000 as a difference. Do you maintain that er 
reduced our debt to the outside world by $500,000,000?—A. No. . 
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“G Then, by how much?—A. The increase in SN was aOR 
Oo You do not say that. You say we have reduced our debt. I wan 
know how much we reduced our debt to the outside world in 1937. 


- Hon. Mr. Rosrnson: As I understand it, this is a calculation of the Burea 1 
of Statistics. 


Right Hon. Mr. Mrteuen: No, this is his interpretation of something, a 
I want to get at the common sense of it, 


The WITNESS: The net change in bonds and securities held abroad 
$156,000,000. 


By Right Hon. Mr. Meighen: 
Q. Do you mean to say that we have changed our debt by that, because se 
there is a net change in bonds held abroad?—-A. That is part of it. a 
Q. You do? Then I will stop. 
By Hon. Mr. McRae: . a 
Q. Have you taken into that account the interest which private companies 
paid?—A. I think we have taken all factors in. : 


By Right Hon. Mr. Meighen: _ 

Q. And the net reduction is what?—A. Well, I— ; 

Q. You don’t know.—A. It all depends on how you look at it. The con- 
clusion is, anyway, whether the figures are right or wrong— a 
Q. What is the net reduction of debt? 


Hon. Mr. DanpuraNp: We should perhaps allow the witness to exami 
into these figures, and to give them exactly when we return at half-past thr 


Right Hon.'Mr. Mricuen: Mr. Fairweather might be prepared to give 
them. oh 


Hon. Mr. McRae: May I suggest to this statement that has been arranged 
for—we have endeavoured to bring down the C.P.R. estimates to 1937—tha ui 
by collecting them we can pretty well apply 1937 to 1930 with reasonable 
accuracy. He could base this statement on 1937. We then should have some- 
thing to go on, instead of going over several years. Take the operation for 1 
year; how much would the saving be under enforced co-operation on the oe 
of last year’s operation? 


Mr. Biccar: Assuming the same level of traffic? ; i 


Hon. Mr. McRag: Yes. We should have something to compare then. a { 


‘Hon. Mr. Hara: On page 22 of the memorandum read by Mr. Hungema rd 
this morning there is this statement:— 


At the moment we face a situation of increased railway cone and 

decreased railway traffic and admittedly this is a serious matter a 
I should like the figures up to the 30th of April this year, of expenses and n ne 
earnings, compared with 1937. 


The committee adjourned at 1.05 p.m., to resume after the Senate rises ti 
afternoon. 


; at Og Gi Ca Fae es ea 
np erm hig f ae ha 
ae fe Sf af sit iy , i 
er _ RAILWAY CONDITIONS nee 


TI : committee resumed at 4.35 p.m. 


Mr. S. J. Huneerrorp reappeared and took the stand. 


By Mr. Biggar: 
Q. Mr. Hungerford, I have had an opportunity during the adjournment to 
over your memorandum of this morning, and I think perhaps I can put 
point that you are making quite shortly. The first point, as I understand 
is this—I am using practically the words of your memorandum—that the 
1adian National is being operated as efficiently as it can possibly be operated, 
stently with the public interest?—A. I think that is right, sir. 
_Q. And that public interest is really determined by the public as repre- 
ated by the Government of the day?—A. In its larger aspects. 
Q. And the duty of the railway administration is, subject to that deter- 
nination, to operate that railway at the minimum possible expense?—A. Correct. 
Q. Now, if then as a matter of public policy more expense is being incurred 
might be incurred from a strictly railway point of view, that is really a 
ter for the public, as represented by the Government of the day, rather 
1 for the railway administration, to whom the actual day-to-day conduct of 
ailway is being entrusted?—A. In a sense that is correct, sir. 
Hon. Mr. Danpuranp: Could you not enlarge upon that expression, “ the 
ernment of the day”? The Government is but the executive of Parliament. | 
Mr. Bicear: Yes. Well, “Parliament” is perhaps more accurate. 
_Q. If that is so, it seems to me that perhaps it is true to say that a national 
rtaking of this kind differs from a private undertaking in this, that in the 
of a private undertaking the administration does two things: it actually 
utes the undertaking and it determines, by recommendation at least, the 
licy that is to be followed?—A. Yes, that is correct. : 
Q. Whereas, in the case of a national undertaking the actual adminis- 
m is done, as it were, by one body, the railway administration, while the 
ermination of policy is done by Parliament or the Government?—A. Well, 
, in its larger aspects that is correct. 
Q. Now, when you compare the proposal that has been made by Sir Edward 
yy with the present situation, what you are really comparing is an admin- 
tion as now of the Canadian National, dealing with the administration of 
railway, and an administration that determines not only how the railway 
be operated but also what its policy should be?—A. Yes, if I follow you ; 
ctly. : 3 
~). In other words, that the determination of the general policy is not an 
sarily, under the new circumstances, in what we have been describing as 
blic interest, but in what I think Mr. Fairweather described as the nar- 
railway interest?—A. I think that is correct. 
Q. Quite independently of that, I suppose that your view would be that 
nopoly, even in a national administration, where there was this divergence i 
iction between the actual administration and the determination of policy, 
have its dangers?—A. I am afraid I do not follow that, sir. 
Q. Would you think that a national monopoly had its dangers? I mean, fs 
that something happened so that the people of Canada had to take Pe 
administration of the Canadian Pacific as well as the Canadian National or 
m it into one organization, there would be some dangers of monopoly, ao 
ere not?—A. Possibly so. Personally I do not like a monopoly. a 
3ut even in that form, that is what I mean—A. Yes. r 
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posed, what you would have would be all the railways substantially in 


_of the railway under the head of “ public interest” as distinguished from w. 


ating on a profit basis we would desire to eliminate those lines. But inasm } 


- involved in regard to that. 
es [Mr. 8. J. Hungerford.] 
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- Q. And there would be also the dangers of the lack of st 
petition, in exactly the same way as there would be under unification, 
sense that Sir Edward Beatty has put it forward?—A. Well, if the sp 
competition was eliminated, there would probably be the same back: 
that I think would be the case. oe 

Q. But when you come down to the essence of the thing, the real differen 
between the present situation and the situation as it would be under uni 
tion is this, that half or rather more than half of the railway mileage in ( 
ada is now operated under a policy that is determined by reference to 
public interest?—A. I think that is correct, sir. 

Q. While the other part of it is determined by an administration th 
really concerned with the railway interest primarily?—A. Quite right. 

Q. And that if the change came about that Sir Edward Beatty has 


ada operated from the point of view of the narrower railway intere 
A. Well. certainly narrower, but I do not think to the full extent. 
Q. But certainly a narrower railway interest?—A. Yes. j 
Q. And would you think that the dangers of monopoly and the absence 
the stimulus of competition would be greater or less under those circumst 
than in the case of a national railway including all the railway lin 
A. Well, I do not think that there would be a great deal of difference. T 
might be some, but perhaps not a lot. 
Hon. Mr. Core: Mr. Biggar, would you ask that he means by ie 
snterest” as distinct from what you refer to as the narrower railway intere 
Hon. Mr. Danpuranp: Would you not have that definition in the dir 
tions given by the Board of Railway Commissioners? That Board h 
examine into the public interest when a proposition is made to them. 
Hon. Mr. Core: I don’t think we would find the definition there. 
only object of my question is to get a definition in relation to some fun 


Mr. Biggar refers to as the narrow concept of a railway as a transport 
system. 
By Mr. Biggar: a 
Q. It is really covered, Mr. Hungerford, by your memorandum. What w 
have been using the expression “public interest” to means is, as I u 
stand, the provision of such service as is necessary for local areas to 
on as they are, notwithstanding that such service may not return a pro 
Hon. Mr. Horsey: Yes. He illustrated it this morning by the 
situation. 
The Wrrness: I would like to say, sir, that it is common knowledge 
we are carrying on with the consent of everyone the operation of a great mi 
lines of railway which are not profitable in themselves, and if we were 


as this organization was created in the first instance to carry on, to pr 
service on lines of this character that could not support themselves, we alway 
assume that it was the policy that was desired. It has been approved, I think 
by each succeeding government to a degree, and it appears: to be the i 
point of the people of the country that that is what they want, as I under 
it. a 
Q. And that would be true too of the maintenance of more roundh 

‘and shops than are strictly necessary from a railway point of view?—A 
that is rather a different question, and a good many different featu 
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icy; private interests are primarily concerned with profits and divi- 


. Mr. Corz: Yes; but he was referring to operating a line which was 
yaying proposition, and he put that under the heading of public interest. 
orivate company does that to; the C.P.R. is operating lines which do not 


. Bicaar: Not to the same extent. 


n. Mr. Corn: They have to continue to operate those lines because they 
close them without the consent of the Railway Board. To the extent 
ey are continuing the operation of lines which are not producing a net 
they are also serving the public interest. 

n. Mr. Murpocx: But the Board of Railway Commissioners say they 
ot abandon those lines because it would not be in the public interest for 
anadian Pacific to do so. 

on. Mr. Corn: But the extent that they do not abandon those lines they 
rving the public interest too. 


fon. Mr. Danpuranp: They are limited by the decisions of the Railway ae 


we 


is lon, Mr. Corre: Yes. 
- - By Hon. Mr. Haig: 
Q. If the people of Canada did not own the Canadian National Railway, 


ne system was owned by yourself, what economies could you put into effect 
ke your expenditure equal your income? 


he CuairMan (Right Hon. Mr. Graham): They do. 


) Hon. Mr. Hate: Oh, no. They have to pay the bond interest on the road 
he same as anybody else has to. ae 
fon. Mr. Moravup: But they are in a different position. They had to take i 


hose lines. se 


Hon. Mr. Hate: That is not my question. i, 
Hon. Mr. Moravup: That is your question. Me 
Hon. Mr. Hara: No. a 
Oe. ah 
By Hon. Mr. Haig: i) 
Q. I want to know, Mr. Hungerford, if you had not the public purse to draw 
d had to run your road as the Canadian Pacific run theirs, and keep out un 
nkruptcy, is there anything you could do to prevent the road going into _ aa 
uptcy if you had to do what the Railway Commission compels you to do, cs 


me as the C.P.R. The Canadian Pacific can do only certain things because Me 
! ailway Commission will not permit them to do anything else—A. There 
3a degree of similarity in that respect between the two roads. The outstanding 
ture, however, is that the Canadian National was constituted originally out aS: 
lot of lines that were not self-supporting. The private interests that ran 
iled, and the Government had to step in and take them over in order 
de service. Apparently it was felt to be essential to the public interest 
vide that service. oe 
You have not so far this morning or this afternoon suggested any savings 
_ Mr. Fairweather told us he estimated $10,000,000. When Sir Henry — 
ton appeared before the Duff Commission he estimated I think a saving 
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‘of $60,000,000, and at that time Mr. Fairweather gave an estimate of $5 
based on normal traffic of 1931. Can you give us any savings that 
make at all, leaving out any question of public opinion? The only opin 
want you to consider is what the Railway Commission will make you do; not 
else. 1 
Hon. Mr. Corp: He cannot say in advance. 
Hon. Mr. Hate: He can tell that. - 
The Wirness: It would depend altogether on what the Railway Com mis- 
sion would permit us to do. 4 


By Hon. Mr. Hawg: a 
Q. You know what they will permit you to do. The law is the sam 
you as for the C.P-.R—A. As you know, we have applied for permission 
abandon a lot of small branch lines that in our opinion had outlived 
usefulness, and we got permission to abandon about one-half; the others we 
refused. Under those conditions it would seem to me to be quite hopeless 
apply to the board for permission to abandon anything more important and 
useful and more productive in the way of traffic than the lines which w 
include in that group for which we asked permission to abandon. 
Q. In your opinion no other savings can be made?—A. Oh, yes, cert 
savings can be worked out by co-operation. 
Q. What are those?—A. In certain places where there are lines clo 
parallel to each other. There are places— a 
Q. Tell us where they are. We compelled the other side to tell us wh 
theirs were. Now, what is your suggestion of where savings can be made? 
T have read the evidence myself and have not found any except line abandon: 
- ments. e* 
Hon. Mr. McRazn: Colonel Biggar, I think I can put the question in anotl 


way. 


sels 


By Hon. Mr. McKae: ; 

Q. Mr. Hungerford, can you give the committee roughly an estimate of 
extent to which your earnings are affected by what we would call extra natio 
service?——A. I am afraid, senator, I could not answer that off-hand. That wou 
require some investigation. i 


Hon. Mr. Rosrnson: It is not the earnings, it is the original organization. | 
Hon. Mr. McRaz: But the earnings are affected by this extra national ser rice 


By Hon. Mr. McRae: g 

Q. Let me give you these figures. The Canadian Pacific Railway con 
templated abandonment of 5,000 miles, and the Canadian National 2,200 miles 
I think roughly that was three-fifths Canadian National and two-fifths Cana 
Pacific Railway, as I remember it. Now, without any abandonment whatev 
Canadian Pacific Railway’s $75,000,000 savings would be reduced by 10 per 
$7,500,000, of which three-fifths would be applicable to the Canadian Nat 
about $5,000,000. Is it fair to presume that on account of this extra na 
service you are expending about $5,000,000 more than you probably would i 
were running the system strictly on a.railroad basis?—A. Well, it would 
to be a pure conjecture on my part at this stage. 

Q. I know it would be just an estimate, but I want to correlate thos 
situations—A. No, sir, I don’t think I could give you an estimate at this ti 
~ Q. Then do you think, if there was no abandonment made of the 5,000 m: 
the $7,500,000 would cover the deficit cost of operating that 5,000 miles?— 

Q. You don’t think that figure would be it?A. No, IT would not t 
off-hand. 

[Mr. 8S. J. Hungerford.] 
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I erstood, Mr. Hungerford, your view was that you were not prepared 

ss specific figures with regard to specific possibilities until you had had 

1 opportunity of having every single factor that entered into the figures closely 

ined for the purpose of determining how accurate it was? That is what I 

ood your position to be—A. I do not know that I have said that, sir, but I 
hat would cover the position to-day. 


). That is what I understood. But may I go back for one instant to that 
on of public interest— 


on. Mr. Hara: Before you do that, Mr. Biggar, I want to ask a question. 
Railway Commission says what can be done by any railroad in regard 
bandonment of lines and that sort of thing. Now, what service does the 
adian National give that by law they do not have to give? That is what 
am trying to get this witness to say. 

Mr. Bieear: I do not suppose Mr. Hungerford can possibly go over the whole 
em. 

Hon. Mr. Hate: No; but he should be able to give a specific illustration of 
service they furnish the public that they would not have to furnish if 
did not want to. 


Mr. Biccar: As a matter of fact, Mr. Hungerford first put it in the memo- 
ndum he gave us this morning. At page 11 he said: 


Tt is to be regretted that the Canadian Pacific has not given the 
_ details of the proposed curtailment of services and what shops, terminals, 
division points, round-houses, stations, etc., it is proposed to abandon. 
The extent to which public interest is adversely affected may be gauged 


by this reluctance to give the details of just what is contemplated in the 
unification plan. 
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q By Hon. Mr. Haig: 

_Q. That is what I want to know.—A. For instance, the National Trans- 
ntinentak. 

~Q. You have to run it?—A. Yes. te 
a But the Railway Commission would not allow you to abandon it any- 
ly ‘—A. No. 4 
—Q. You have to do that by law. But what else do you do that you do not 
ve to do? 

Hon. Mr. Moravup: Did you not get those things? 

Hon. Mr. Hare: No. 

_ Hon. Mr. Moravp: He illustrated that by the Gaspe line. That is a line = 


n was forced on the Canadian National and they have to operate it at a 
y loss, just for the public interest. 


Hon. Mr. Hara: But they do not have to do it on account of the public 
est; they have to do it because the Railway Commission compels them 
) It. 


Hon. Mr. Moravp: No, no. 

Hon. Mr. Murpocx: No. 

Hon. Mr. Hara: They could not abandon that line. 

Hon. Mr. Murpocx: A number of those lines were made part of the Cana- 
n National not by action of the Railway Commission. 
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Hon. Mr. Hata: That is true to a creat extent. They op e 

line, and they cannot abandon it without the consent of the Railway Commis 
Hon. Mr. Murpock: That is right. ee 


Hon. Mr. Hate: And the Railway Commission would not now allo 
to abandon that line. But the other railroad is in the same position. » 


Hon. Mr. Rosrnson: No. The Canadian National have to operate a 
-pailroads taken over by the Government. iy 

Hon. Mr. Hata: The Railway Commission makes them do so. Kc 

Hon. Mr. Rosrnson: That is public service. If the Government had 
taken those lines over the Canadian National would not have to operate them. 

Hon. Mr. Hac: But the C.P.R. do the same thing. ‘a 

Hon. Mr. Moravp: Not at all. 

Hon. Mr. Horsry: Not to the same extent. 


By Hon. Mr. McRae: 
Q. Colonel Biggar, I want to get this thing boiled down at little. The 2,20( 
miles which the Canadian National contemplate abandoning, and which, 
presume, Mr. Hungerford, would include 1,500 or 1,200 miles of your own li 
was on the basis of not depriving any necessary public service, was 1t?= 
A. Speaking from memory, the figures relate mostly to closely parallel lines. I 
speaking from memory entirely. . 
Q. That could be abandoned without any serious interference with the pu 
service?——A. I do not say I endorsed that recommendation which was submi 
by the Canadian National to the Royal Commission at that time, because 
‘not recall at the moment whether I endorsed it or not. I do not think I: 
I certainly would want to look over the items before expressing an opr 
on them. Ay 
Q. I am trying to get those things correlated, Mr. Chairman. Here is v4) 
miles of railway that the Canadian National agreed to abandon. That, I taken 
was without depriving the public of necessary service. If we could tie onto the 
and get some estimated saving from that source, the committee would be gettin 
somewhere. f 
Hon. Mr. Buacx: Then we have the illustration, Messrs. Joint Chairme 
of that matter suggested by Colonel Biggar, of what is supposed to be abandor 
able by the C.N.R. af 
Hon. Mr. Danpuranp: I think, Mr. Fairweather was of opinion that 1,0 
miles would be the maximum. i 
Mr. Biccar: Approximately I think it is. : 
Hon. Mr. Hate: We have the C.P.R. abandonment proposal to the Du 
Commission. Where is the C.N.R. proposal made to the Duff Commission? - 


Mr. Biccar: That is what we are waiting for. > 
Hon. Mr. Roprnson: What is the use of continuing to harp upon 
$56,000,000 C.N.R. saving, when the C.N.R. disclaim any such thing? It y 
on the basis of doing things which they say cannot be done. ‘f 
Hon. Mr. Brack: Is not that, Senator Robinson, what we are try 
get at? The object of the committee is to discover some means whereb 
burden may be reduced. We were told by Mr. Fairweather that no furt 
operation could be effected or very little more without compulsion. I sl 
like to know what in the way of compulsion this committee may hav 
recommend. We may not get anywhere with it, but if it is a matter of ¢ 
sion to get further economies, then in the final analysis we are certainly ex 
+o know what the C.N.R. think they can abandon if this compulsory coop 
is brought into execution. 2 
[Mr. 8. J. Hungerford.] 
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| . Chairman, may I read two paragraphs here which, 
sively the point we are talking about. They will 
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_ Most of the economies which are realizable in a practical sense, in 
hat they relate to economies which can be really made effective without 
nduly impairing the public interest, will be found upon examination 
to be obtainable under the principle of co-operation, and the country 
- need not incur all of the unknown perils of unification in order to obtain 
these economies. _ 
4 It is entirely feasible under co-operation to arrange for the abandon- 
ment of one of two closely paralleling lines of railway where public 
_ interest is not adversely affected. It is feasible under co-operation to make 
arrangements for joint stations and terminals where an economy is indi- 
cated. It is feasible to arrange for the handling of one company’s traffic 
over another company’s line. It is feasible to eliminate duplicate com- 
_ petitive passenger train services to the extent justifiable in the public 
interest. It is feasible to deal co-operatively with ancillary services. 
. Types of all of these economies have been explored and have been 
demonstrated as entirely practicable and workable. 


i seems to me that covers the point Senator Haig was inquiring about. 


_ Hon. Mr. Hate: For five years these two railways have been trying to 
perate. Mr. Fairweather told us, and the witness tells us again, that we 

» to have compulsion to do it. Now, I want to know what savings could be 

under compulsion. 

Hon. Mr. Hucessen: Is not that a little unfair, Mr. Chairman? 

‘Hon. Mr. Hate: No. 


lward Beatty read a general statement. He did not go into detail, but left 
o his officers. I imagine Mr. Hungerford will do the same thing, and will 
» the details and suggestions for compulsory economies to his officials. 

don. Mr. McRaz: Sir Edward Beatty did tell us in the aggregate what the 
y would be, very definitely. 

Mr. Bicear: It is fair to remark that Sir Edward Beatty had had made by 
3 officers, in advance, what he regarded as a very comprehensive and penetrat- 
study, whereas Mr. Hungerford has told us he has had so such study made 
oes not want to express any opinion about it. 

ion. Mr. McRaxr: But he recommends very strongly to this committee 
ve should endorse compulsory co-operation. What Senator Haig is trying 
t at is the saving that is going to be made. . 

Mr. Biecar: He has told us he cannot help us on that. . 
lon. Mr. McRar: He has made a recommendation, and it must have some 


75,000,000; but there are 792 railroad presidents and boards of directors 
country immediately adjacent to us who guessed the same thing in the 
on of certain railroads which finally went into receivership. The dear old 


t and a board of directors who optimistically hoped for things that they 
e not able to bring about. 
on. Mr. Hate: That still does not answer my question. This gentleman 


at th tt ni of page 12 and the top of page 13 of Mr. Hungerford’s - 


on. Mr. Murpocx: It is true that Sir Edward indicated that we could — 


did so three or four times because of a guess, an estimate made by a 


ds compulsory co-operation. Under that what saving can he make? hy 
he cannot answer, let him tell me who can, and I will see that he is 


, Li 


_ Hon. Mr. Hucessen: Will you allow me to make an observation? Sir 
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Mr. Bicear: He has told us he was not going to disagree with 
already made of about $10,000,000. rye con a 
Hon. Mr. Hare: Well, let him say— © | Ail aa 
The Witness: May I say this by way of explanation? Without a con 
investigation extending over a long time, and specifying the points that you 
dealt with, and without analyzing every possible item and studying it th 
to a conclusion, you could not make an estimate that would be accurate. 
can make some kind of a guess— 
Hon. Mr. Hare: Let me call attention to the fact— 
Hon. Mr. Rogpinson: Let him finish. a 
The Wrirness: What I tried to say, and intended to say, was that it was 
my opinion that practically all the savings that could be made effective wi 
the consent of the board or either party under unification could be ma 
effective under co-operation. Just the extent to which that would go I am 
prepared to say. I do not know, and I do not think anybody else knows; a 
if anyone quotes a figure it can only be at most an intelligent guess. q 


By Mr. Biggar: 
Q. Would you really go as far as that without this inquiry, that all t 
expenditures that could be saved by unification could equally well be s 
under co-operation?—A. Not quite all. There would be a difference, in n 
opinion, largely in respect of the cost of the supervising staff generally. Un 
unification some saving might be made in that regard. So far as the use 
facilities or the abandonment of facilities and services is concerned, I think 
much can be done under co-operation as under unification. As I said be 
I think something could be saved by unification in the way of official se 
In my opinion the amount that would be saved in that respect would be o 
however, by let-down in the organization. me 
Q. I do not want to lead you into a discussion of details that you are 
prepared to deal with, but I understood you to say that you were not ab 
express an opinion with regard to the view that the limit of savings unde 
operation was about $10,000,000.—A. Again I have to say that that might 
considered a reasonably intelligent guess, nothing more. i 
Q. I need not bother going into details, then, as to the difference between 
consolidation and co-operation. There is just one other point I thought it was 
fair to call attention to. You speak in your memorandum, on page 6, and again 
later, of your experience in connection with consolidations, and say that la 
scale economies are not produced according to your experience. Now, it 
true, is it not, that your experience of consolidation has been under Gove! 
ment ownership, national organization?—A. Yes, that is right. 
Q. I think that is all. 
Hon. Mr. Hata: I asked for some returns. ra 
Mr. Biccar: They are in course of preparation. I am getting them. 


By Hon. Mr. Mchae: 
Q. Possibly, Mr. Hungerford, you would give us your idea as to 
voluntary co-operation during the last four or five years has accomplish 
little?_A. 1 think there are a good many factors involved. One of the 
culties was that in the first instance, when we started, we had no experien 
to how to organize or proceed to handle this work on a more or less fo 
basis. We made some false starts and used up a great deal of time in 
‘regard. Then later on, for a time, we seemed to make pretty good pr 
then we seemed to get more or less into the position of, “T won’t do this 
you do that,” and altogether it 1s a very difficult matter to analyse and det 
[Mr. 8. J. Hungerford.] 


work in order to ensure that proper progress would be made and a 
ination reached. I am sorry that I cannot give you a more definite 
nation than that, but it has proved quite a difficult. thing, 
Q. Naturally you were quite disappointed in the results?—A. Frankly, I 
. As I said before, I thought the machinery planned for t+ 
y—although it was not my suggestion—would be adequate for the purpose. 
d I think it was, to a point; but in my opinion we found an element lacking. 
_ Q. For all practical purposes you have gone about as far as you can go with 
oluntary co-operation, haven’t you?—A. I would think so, unless there was a 
ermination on the part of both railroads to go at it again energetically. 
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By Right Hon. Mr. Meighen: 


~ Q. You could have made the arbitration compulsory at any minute you 
anted to all through these years?—A. Quite so; but apparently there was a 

ctance on the part of a good many people to incur the odium of doing 
lat was an unfriendly act, or something of that kind. 


* 
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t to initate the economies to be made?—A. Yes, sir. In my opinion the 
ird party, the chairman of this body, should have the right to initiate the 
msideration of any question, any suggestion that might come to him in the 


@. And therefore you consider that he would be instituting the study of both 

, Substituting for both boards, and intimating where the economies should be 

ned. Do you think that would be quite right?—A. I do not quite follow 

at, sir. I am sorry. 

_Q. If that party had the initiation of all the economies to be made, then 
ould have the responsibility of examining both railways and pointing out 

e those economies should be made—A. Yes, My suggestion was that 

board consist of three members, one nominated by each of the railways, and 

nominated and appointed by the Government, the chairman to have the 

er to initiate any investigation and pursue it and push it to a definite 

lusion. I do not know just exactly what legal provision would be required, 

hat is my thought as to how it should function. 

Q. And in that case surely both railways, the representatives of each rail- 

would suggest the economies to be made.—A. Oh, quite; the suggestion 

ght come to the board from any member. 

Q. And then the arbiter would decide?—A. Yes, sir. 

~Q. Haven’t you got that now?—A. No, sir. 

-Q. I cannot understand. What is your arbitral tribunal for? 


Right Hon. Mr. Metcuen: The arbiter is not selected by the Government 
» by the chairman of the railway commission. If he is selected by the Gov- 
ent you will have two one way and one the other. 


By the Chairman (Hon. Mr. Beaubien): 

Q. What is your opinion of the arbitral tribunal now?—A. The arbitrator 
) plan and pursue all of these studies and bring them to a conclusion. If 
Te accepted by the two railways they are to be made effective with the 
ussion of the Board of Railway Commissioners. if their permission happens 
cessary. If not they can proceed without that. But if there was a 
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os automatic and should not be left to the initiative of-any of the railways. 


hy 


- dispute } and a disinclination on the part ) ‘ 
measure effective there should be an appeal, and in my opinion 


eee No, I do not. 


there is more than that. 


1 do not understand your question. 
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Q. And you do not think that would be duplicating your arbitral tribu 


Q. Both railways now have the right to initiate economies?—A. Yes. — 
Q. If they do not agree, they call in the arbitral tribunal?—A. Yes, bu 
a 
tom 
Q. And then the arbitral tribunal decides. Is that. right?—A. That is 
what it is suppdsed to do. i 
Q. I cannot see very much difference between that and the propos 
vou have just made.—A. The arbitral tribunal was only designed to set 
disputes when there was disagreement between the parties. q 
Q. That is the function of the arbitral tribunal now?—A. It is nob ar 
arbitral tribunal. My suggestion of the commission is along the lines of t 
conciliation board under the Industrial Disputes Investigation Act, except that 
:t would not be appointed for a specific case, but for a specific period of tin 


to deal with all cases. 


By Hon. Mr. Moraud: 
_Q. With the right to initiate?7—A. Yes. a 
; Right Hon. Mr. MrIcHEN: But the very men to initiate that have 
initiate now. : ill 
Hon. Mr. Moravp: Now the railway has to go to the Board. 
Right Hon. Mr. MeicHen: But the railway representatives would be 
this board of three, and they could say, “We three members of this Bo 
have to bring about a conclusion.” That is exactly what they have a fi 
to do now. if 
Hon. Mr. Moravup: Except that under the new scheme the chairman of ’ 
Board could force action. m4 
Right Hon. Mr. MsIcHen: No, he could not. a 
Hon. Mr. Moratp: If Parliament gave the power to initiate. a 
Right Hon. Mr. MEIGHEN: But the representatives of the railways would 
have to agree. es 
Hon. Mr. Moravp: Not necessarily, because the chairman of the Bo 
would have the right to force the matter. ua 
Right Hon. Mr. MEIGHEN: That is not the suggestion in this memoran 


Hon. Mr. Moravp: It should be. 


\¥% 


By the Chairman (Hon. Mr. Beaubien) : 

Q. Do you think it would be quite proper for this third party to set 

your judgment, to go about your own road and come back and tell you that 
have to make economies? Do you think he would be better qualified t 
yourself and your board to do that?—A. Well, if I understand your quesul 
sir, that implies the setting aside of the provisions of the existing Act. Pe 


~ Q. I am discussing the power to initiate that the arbitrator would ha 


has a right to initiate an economy on any of the roads, could go about 
roads and find economies to be 
do not attach very much importance to your judgment. IT am going to | 

opinion of the President aside and I suggest that such-and-such econor 
made.” Do you think that would be quite proper and in the interest 0 
- yoad?—A. I think there is a misunderstanding in regard to the 


[Mr. 8. J. Hungerford.] 
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not to initiate the actual putting into force of the thing 

study and consideration and analysis of a proposition and 
down to a definite recommendation. Then the recommendation natur- hy 
uld go to the executive of each railway and they would have 
ilege of saying whether they wanted to go along with 

not. And if there was disagreement, there is provision for going before the 

itral tribunal. . 

Then if there was any economy, it would be suggested in the first place 
Canadian Pacific or the Canadian National?—A. No, not necessarily. 


By Hon. Mr. Black: 


Q. Is this not right, that no application has been made to the Board by 
ler road, the Canadian Pacific or the Canadian National, at any time in the 
five years? Neither road has applied to the arbitral tribunal for a decision? 
That is right. 


 Q. And it seems the reason given in both instances is the same, that they 
d not want to offend each other’s feelings. 


By Hon. Mr. Robinson: 
-Q. Do I understand this to be the suggestion, with regard to the Board of 


e, that a matter may be initiated by any one of them, or by someone 
de the board—say, Senator Black, or Senator McRae. Then it would be 
erred to the executive and thoroughly investigated, and if no action were 
en upon it it would not be necessary for either railroad to apply to the 
ral tribunal, but the chairman himself could do it and take it off the 
ders of the railway? Is that the idea?—A. I would make it automatic. 
uld make it a requirement that if a measure was favourably reported upon 
his committee or commission and not acted upon by the two railways, 
it automatically should be referred to the arbitral tribunal for considera- 
after the lapse of a few months, or something to that effect. 

_Q. That takes the onus off the railways?—A. Yes. 


By Hon. Mr. Hugessen: 


HQ. Let me see if I understand your suggestion. You would substitute for 
two present bodies one set up by the railways, comprised of one man ~ 
esenting each line?—A. Yes. 


public? The board would then fulfil the functions which your two co-opera- 
‘committees are doing now, with the difference that if the two railways did _ 
gree upon any economy the chairman would have the duty of calling for an _ 
ral tribunal to settle the matter? Is that right?—-A, In a way, yes. 
Unlike what Senator Meighen said a few moments ago, it is a completely © 
ent set-up from that existing at the present time—A. At the present time _ 
are two sections of what we call a co-operative committee, the Canadian 
¢ section and the Canadian National section, under the chairmanship of 
nen. They are expected to work along and bring in reports, if they can. 
uggestion would be that the committee be composed of three: one representa- 
ym each of the railways and a chairman selected by the Government from ; 
a neutral person altogether. < 


__ specify all the details of it. a 
_ »  [Mr. 8. J. Hungerford.] oe 
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By Hon. Mr. Hag: 7 He fa ah ee 
- Q. What would happen in a case like this? Suppose a matter comes b 
the board and both railway men on the board are not in favour of it. 7 W 
would happen then?—A. I would give the chairman two votes, or something 
that nature. : 
Q. Then there would be a tie. You would have to give him three. Woule 
you give him power to override the other two? a 
By Hon. Mr. Black: 4 
Q. As I understand your suggestion, you would give him power to override 
so far as that he could decide to call for a tribunal?—A. In the ordinary course 
he would decide with one man or the other. ; 


By Hon. Mr. Haig: 4 

Q. Senator Hugessen said that your position was not as Senator Meighen 
suggested. You told Senator Hugessen that the suggestion was that the 
Canadian Pacific would appoint one representative and the Canadian Nation 
one, and the Government one. Now, suppose a proposition for economy 
suggested by the Chairman, say. And the Canadian National man on t 
committee says “ No,” and the Canadian Pacific man says “No.” Now, wh 
would happen?—A. That is a situation I can hardly contemplate. 
Q. Well, following up what Senator Hugessen said, can you tell me what 
would happen then?—A. You would have to make some provision for that. — 


By Hon. Mr. Horsey: 
Q. You said it would go automatically to the tribunal?—A. That was my 
thought, that if there was any disagreement the matter would go automatically 


before the tribunal. 


By Mr. Biggar: R 

You are not suggesting the abolition of the Joint Co-operative Com- 

mittee? This board that you have been suggesting is a body in addition to the 

Joint Co-operative Committee, is it not?—A. No sir, it would take the place 
of those two. : 


By Hon. Mr. Horsey: q 

Q. I understand that you say that when the two railways could not agr 

on a proposition of savings, that automatically the matter then would go befo 

the arbitral tribunal for decision?—A. Yes. 

Q. Then you would get action. That is where it differs from the present 

set-up. “' 
Hon. Mr. Haic: Then the chairman would be the whole committee. 

could have a matter sent to the arbitral tribunal over the heads of the ot 


members. 


By the Chairman (Right Hon. Mr. Graham) : 

Q. I suppose, Mr. Hungerford, you have not studied the whole detai’ 
this. You are in favour of some statute that would compel people to ac 
A. Yes, to have some progress made. 

- @. And you would leave it to some person else to work out a schem 
carry that idea out. If it is not feasible there would be no use getting de! 
But I imagine that if we decided that there should be a compulsory 
somewhere, to compel co-operation, there would be a way of findi 
machinery?—A. Yes. I was only offering a broad suggestion without tr 


rib} ra ent: ; ; \ 
RAILWAY CONDITIONS 3 1079 ~ 


; ibt fe, any of us sitting around here could even give a suggestion 
t the machinery would be, if we were asked to do it. 


| By Hon. Mr Cote: 


—Q. You contemplate a situation under which the two railways could not 
ee on the economy under study, and then you go a step further and you say 
lat in the case of a disagreement there shall be a reference to an arbitral 
unal. If we should so legislate, there would not need to be a chairman at 
the matter would be automatic—A. The purpose of the chairman is not 
much in resolving disputes when they come down to a definite difference of 


inion, as to insuring progress being made in the study of projects and bringing 
hem to a conclusion. 


‘ue 


By Hon. Mr. Hugessen: 


| Q. And to relieve one of the railways from forcing the arbitral tribunal on 
e other?—A. Yes. And there are other features in connection with it. 


By Hon. Mr. McRae: 


 Q. There is one question I should like to ask you. Are you favourable 
) an advance in rates to make up in part the deficit of your system?—A. It 
a very broad question, sir. 

It is a definite one.—A. Yes. It is very very questionable. If you got an 
ease in rates and got a loss in traffic, you would not be improving the 
tuation from the national viewpoint ; you would make it worse. ae 
_ Q. Sir Edward Beatty told us he was not in favour of an advance in rates. nF 
Jould you agree with him?—A. I think I would take that view too, in a general : 


BY: 
_. Q. Then naturally you would depend on the public treasury entirely to 
make up your deficit?—A. Yes. 


p By Hon. Mr. Moraud: 


__Q. How do your rates compare in this country with rates in other countries art 
he world? Are they higher or lower?—A. Almost exactly the same as the — 

tes in effect in the United States, and lower than in any other country in the 

rid that we know of, except, I think, Japan and India. . 


q Hon. Mr. Horsey: They are purely Government roads. 


a By Hon. Mr. Gordon: ir 
_ Q. Perhaps this is not a fair question to ask you. In dealing with the : 
anadian Pacific during the past five years—and during that time a good many Bh 
us think that as much progress was not made as should have been made— a: 
» you found them pretty hard to deal with? I wonder if your attitude Ae 
muld change in respect of the Canadian Pacific if the Government of the day ce 
e to you and said, “Mr. Hungerford, we are getting tired of paying these x 
ficits. We are going to place $100,000,000 or $150,000,000 to your credit, " 
th the understanding that when that is exhausted something is going to be fe 
me; we are going to get rid of this railroad. That is the limit of the money Bs 
is going to be advanced to you in future for deficits.” Would your attitude eae. 
ds the Canadian Pacific then be the same as it is now?—A. All I can 5 
in regard to that is that I cannot visualize the premises that you mention. att 
r all, it is not a question of any individuals responsible— 
Q. I should like to get a reply to that question. If you had $150,000,000 
(0 your credit to be used for deficit purposes and you knew that when that 
t there would be no more coming to you, would you not endeavour nore am 
ly to come to terms with the Canadian Pacific under a plan of unification — $ 
wlgamation or something else? Would you, or would you not?—A. I can- ; 
alize those premises. 


- Q. Why cannot you?—A. Because after all—_ Petia 
Q. Is it your idea that the Government obtains money in some other \ 
than by taxation and borrowing?—A. No. ‘ te, 
Q. And that it is going to keep coming down from Heaven all the time?— 
A. After all, sir, the Canadian National Railways system is the property of 
the people of this country, and they have the say as to how that property s 
be run. All we do is to run the system in the way that they apparently w 
it run. a 
Q. But, Mr. Hungerford, I should think from that you are not of opinion 
that it needs to be run as a business organization at all?—A. Oh, yes, I do 
Q. No business could last with continuing deficits such as we have got te 
meet every year—A. And no railroad organization could have got started wi 
the financial set-up that we have; it could not be done. B. | 
Q. Do you think it is better to pay those deficits continually, or try to de 
something now to stop their continuance—A. My suggestion is to do all th 
things that you can that will not injure the nation otherwise to a greater extent 


By Hon. Mr. Horsey: ; 

Q. If a definite decision was reached against unification would the progre 

in your view be must greater under cooperation than it has been?—A. I would 
expect there would be some improvement. . 


By Mr. Biggar: 

Q. Mr. Hungerford, I think you have covered the ground very fully, 

I am very much obliged to you. I understood you to say you were not fam 
with any of the details of these estimates that had been made, and that 
remark applied both to the $56,000,000 estimate made by Mr. Fairweather 
the $60,000,000 estimate made by Sir Henry Thornton.—A. May I ask w 
the question was in relation to that? 
Q. I understood you to say you were not familiar with the details of ei 

of those estimates——A. Oh, I have seen the details as published more or le 
Q. But I mean you are not prepared to discuss the soundness or otherw 

of the detailed figures?—A. No, sir, Quite frankly I do not believe any of thei 
I do not think they are realizable. . ) 
Q. And that it applied to both of them. It was suggested to me that I 

had misunderstood you. Di 


By Hon. Mr. Coté: 

Q. Mr. Hungerford, you said a moment ago, and quite correctly too, th 

the properties of the Canadian National are the assets of the Canadian peop 
Then you added that the railway is run as the people want it run.—A. 
regard to broad policy. . 
Q. Broadly speaking?—A. Yes. B 

Q. I think that involves two subdivisions. There is the acquisition of lin 

and I can visualize in the past where a non-profitable line has been fore 
on the Canadian National Railways by governmental purchase. To that ext 
1 realize the implication of what you have said. But then the second 
division of my question is the operation of the facilities already acquired. 
what extent, if any, do the people, as represented by Parliament or by 
Governments of the day, this Government and the last Government, inte 
with the operation of the railways?—A. Well, in so far as actual opera 
concerned, there is not very much interference at all. That, I think, is an 
taken idea entirely. es 
[Mr. S. J. Hungerford.] 
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interference after you are forced to operate 100 miles of line 
u never expect to make profitable?—A. Yes, there is that broad obliga- 

quirement, or whatever it may be termed, to provide railway service 
ditions that cannot be profit-making. 


ie By Hon. Mr. Coté: 

Q. Senator Moraud’s question goes back to my first point of acquisition. 
1e moment you have acquired a railway, I want to know to what extent 
> is Government interference. I do not mean political interference—A. You 
an the number of trains run, and things of that kind? 

_ Q. In the operation of the system?—A. None. 

_ Q. So in running the railway you are at this disadvantage, that unprofitable 
s from time to time have been, I would say— 


Hon. Mr. Moravp: Unloaded. 
_ Hon. Mr. Cor£: —unloaded on the system? 


The Wirness: To a very considerable extent, sir, we started that way, 

se the Canadian National Railway system was originally composed of 

that were unable to carry on. They had not earned or paid anything on ey 
fixed charges for some time before. NG 
Q. Will you go a little further in connection with the operation of lines? a 
not suppose there would be very much difference between your operation 
rour facilities and the operation of the C.P.R.?—A. I would not think so. © 
Q. You give what you think is reasonable service where you have to 
te your railways, and then you cannot curtail that service beyond a 
in point, even if you wanted to, because the Railway Board is in the back- 
d and regulates all that sort of thing: is that correct?—A. That is correct. — 
want to make a change in our train service we have got to get the con- 

| of the Railway Board. 


By Hon. Mr. McRae: 


Q. You referred earlier in the day, Mr. Hungerford, to the expense of 
ng the Transcontinental Railway. Do you think it would be practicable 
economical and justifiable to run more than one transcontinental train 
oss the country?—A. On all lines? OR in 
Q. What we will call one up-to-date transcontinental train—A. That is, 
between the Canadian Pacific and the Canadian National? ca 
~Q. Yes.—A. Oh, yes. we 
-Q. Whether, in other words, co-operation there could not be worked out?— 
That is a very, very difficult matter, because both companies have found _ 
ecessary over extended periods to run even more trains. 

-Q. I mean one system. As a matter of fact, you referred to the expense 

pf it, and I wondered if there was not some way in which that could not be — 
‘mized.—A. The difficulty lies in this fact. While there are common terminii — 
hose lines, almost invariably the lines serve quite different communities. = 
nstance, west of Winnipeg the Canadian Pacific parallels the border pretty = 
to Medicine Hat and Calgary; whereas the Canadian National mainline | 
northwest through Saskatoon and Edmonton. It is a question whether — 
communities, large and important as they are, are not entitled to a — 
service of good quality. We have felt that they were so entitled. But — 
through trains never have been through trains so far as our line is con- — 
ned, for they have always performed local service practically from one ts 
of the line to the other. On some sections they represent the only passenger 
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Q. Another aietan: Mr. Hungerford. I asked Sir Edward Be: 
and now I ask you: It appears indisputable that obsolescence is going on 
rapid pace on the railways in the United States and, I presume, to some e 
here. In the march of time is it not going to require a great deal of capit 
the way of new equipment and betterments if we are to keep up to the sa 
standard as the roads to the south of us?—A. I think possibly you have in mir 
the deisel-propelled light-weight, high-speed equipment in the States? | 

Q. They are carrying that very far now.—A. I cannot visualize any very 
radical change in the construction of locomotives .and freight equipment, a 
things of that kind. Passenger equipment may lend itself a little bit more 
developments of that sort. Improvements will be effected of course continuous 
Probably the largest development will be by the greater employment of 
steels of lesser weight, and things of that kind. There has been a very consid 
able beginning made already; but so far as the usual equipment is concern 
apart from the special feature train, I do not see anything but normal develo 
ment ahead. ; 

Q. There is a good deal of agitation in the United States now that the roads 
are getting antiquated, and that new equipment should be introduced to bri 
the roads up to date as an unemployment relief measure.—A. I think the 
really a lot of misunderstanding and possibly some exaggeration in regard to 
that. 

Q. The trouble is a great many people riding across the continent in th 
trains like them very much—A. Yes. The newest train put on is propelled 
steam on the run from New York to Chicago. 

Q. The one running from New York to San Francisco is a modern dei It 
train that makes the trip in thirty-six hours?—A, Yes. 

Q. You have got to reserve accommodation on that three weeks or a month 
ahead.—A. There is that development of special passenger equipment. I have 
felt that the field in Canada was not sufficiently large for any general use 
that equipment. But, to come back to your original thought, as to the prob- 
ability of considerable obsolescence of railway equipment, generally I cann 
see it. It will he improved in design as it has always been progressively, a 
modern equipment is very much more efficient and capable of performing ve 
much more work. But as to throwing away a lot of equipment and spendi 
huge sums of money to replace that equipment, I cannot visualize such 
situation. We have gone HEE the period of replacing wooden cars; that h 
been accomplished. 


By Hon. Mr. Haig: 


Q. Do the Government interfere, if you want to close up some shops, mo e 
than it would if the shops were privately-owned?—A. It is twenty years sine 
worked for a privately-owned company. I really do not know. ‘ 


By Hon. Mr. Ballantyne: 

Q. Let me put it this way, Mr. Hungerford. Suppose traffic is decreasi 
and the Canadian Pacific decided to lay off, say, 2,000 men; and you felt it 
necessary to close down your shops at Winnipeg ‘and Montreal and so cu i 
the number of your employees. The C.P.R. could do it on their own initiatY 
but I am under the impression you would have very great difficulty in laying | 
the same number of men. In fact, I doubt very much whether you would 
able to do it—A. All I can say is, we have done it frequently in the past. 


By Hon. Mr. Moraud: 


Q. How many did you lay off between 1930 and. 1932, say?—A. I d lon't. 
know how many; we laid off a considerable number during that periag as” 
[Mires as. Hansetovat 


ose that simply terminated their seasonal work and were | ‘ 
Of course, there was a drop in the staff of between 30,000 


bas 
O Ba ee 


ween 30,000 and 40,000?—A. Yes. 


By Hon. Mr. Haig: 
ag he 1st of June this year did you lay off any shopmen?—A. Yes, on the 
» Division, and we reduced the days of work. 
. On the Central Region?—A. No, nor on the Western Region; but we "aes 
od the days of work for the two months, 


Be By Hon. Mr. McRae: | 
). There was quite a protest, too—A. There is always a protest. If you 


f one man at a place there is a protest, but that is something you have 
e. ; 
The Cuarrman (Hon. Mr. Beaubien): Are there any more questions? a 
‘Hon. Mr. Sincuair: We were to get an explanation as to page 22, in refer- bs 
ace to the question asked by Mr. Meighen before we adjourned at the noon hour. _ om 
__ Mr. Bicear: The question with regard to the $500,000,000? me 
‘Hon. Mr. Stvcuair: Yes. i 4 
The Witness: This was prepared for me by our Bureau of Economies, and 
accepted as such, and here is a little memorandum that covers it, I think. ay 
the permission of the Chairman, I would ask Mr. Fairweather to read it fi, 
1 to answer any questions about it. . ae 
Mr. Biccar: Yes. . steer 
A r. FatrRwEATHER: (Reading) :— ; Ne 
me The statement contained on page 22 of the brief that the national 3 : 
- income of Canada exceeded the national outgo by over 500 millions of ; 
_ dollars for the year 1987 is based upon publications of the Dominion . 


~ 
_ Bureau of Statistics, arranged to show the addition of capital surplus ‘i : 
_ to the people of Canada for the fiscal year 1936-37. The additional 


oe 

_ savings to the people of Canada are represented by increased saving — ce Re 
_ bank deposits, increased life insurance, a decrease of indebtedness outside 
_ of Canada and an increase in construction of homes, stores, factories, ete, 
_ within the country. Expenditures by governments and provinces on Re. 


- capital works were not included, because it was impossible to segregate 
_ such works from unemployment relief expenditures. The principal items 
_ representing the increased savings to the people of Canada in the year are 
as follows:— . 
Increase in savings bank deposits... .. .. .. ..$ 52,434,000 
me, Net increase of life insurance... .. .. .. .. .. 91,045,000 


Right Hon. Mr. Mricuen: Life insurance? 

Mr. Farrwearuer: That is the amount of premiums paid, less death dues. 
is the net increase in life insurance outstanding. 

Right Hon. Mr. Meicuen: It has nothing to do with premiums at all. 
Mr. Farweatuer: It represents the difference between the premiums paid 
the public, and the death dues paid by the companies to the public. 


Securities outside of Canada retired less new 
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_ Net capital transactions of international branch 
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" that reservation. It will be Exhibit No. 82. 


Brivate lapiak ponateupeioe! dha Gonndal: 143,223,000 
Insurance transactions of foreign companies, nee, 26,000,000 


Total de so oul ey Ls eae nag 


The Dominion Bureau of Statistics report on international balance 
1937 contained the following paragraph:— 


It is almost correct to say that Canada is amortizing her fore 
debt at a rate of between 34 and 4 per cent per year... . capital goo 
which were created in former years are paying returns and the surplh 
production as compared with consumption is permitting a gratifyin 
reduction in foreign indebtedness. The results suggest that, on tI 
whole, former investment in Canada has been sound. 


Hon. Mr. Haic: The $52,000,000 may have been diverted from some oth 
source to savings deposits, and the same is true of life insurance and buildin 


Right Hon. Mr. MeicHEn: We have it down now. It will be very interesti 


The CHatrMAN (Hon. Mr. Beaubien): Are there any more questions, gen 
men? 


Mr. Biacar: With the permission of the committee, we might take a fe 
minutes to deal with the documents asked for last week, and which are availa 
now to be put in. 

The first document asked for was a detail of the $64,268,000 of saving 
connection with transportation generally. It is item 3, I think, in the r 
schedule of the Canadian Pacific. I have got that and will state to the ¢ 
mittee generally what it shows. The reduction in train, locomotive and ¢ 
miles represents a total of about $17,000,000, divided into 104 passenger and | 
freight. The reduction in supervisory, traffic and general expenses repres 
13-6 millions. The common use of facilities and equipment, reclassificatio 
lines and consolidation of operations, represent a sum divided under sev 
heads, as follows: road and yard, eleven and a quarter million; shops and engin 
houses, seven and a half million; stations and offices, three and three-quar 
million; road service, $1,600,000; yard service, three and a half million, 
other, one and a half million. Then there is a column with regard to incider at 
economies from unification, which includes $1,600,000, largely advertising, 
$2,500,000 of locomotive fuel. These make a total of $4,121,000. All th 10 
add up to the $64,000,000. Then there isa final column which gives the distr 
bution among the various headings of maintenance of way and so on of 
abandonment. savings included, amounting to seven and a quarter mil 
Details with regard to the subordinate heads are attached. I think this migh 
in, though the first page alone is probably all that we need refer to. It wil 
Exhibit No. 80. 

The next document asked for was the operating ratio of the unified s 
for 1930. The details of that are given on a single sheet. It shows that 
unified management the operating ratio would be 70-5 as against 85- 
combined operation. ‘That will be Exhibit No. 81. 

The third is a comparison of unit costs in the years 1930 and 1937 as bety 
the Canadian Pacific and the Canadian National systems. That is givel 
each of the detailed heads under maintenance of way, and covers three 01 
pages. With regard to that I must tell the committee that the Cana 
National has a very strong objection to a comparison between the unit co 
_ the two systems, for various reasons that have been set out in a long doe 
handed to me. But the Canadian Pacific disagrees with these reasons, al 
do not think it would be useful at this time to go into these differences of 
mentary material. The comparison, however, must be submitted subj 


[Mr. S. W. Fairweather.] 
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the valuation of the telegraph companies. I do not a 


e printed, though it should be given a number. What I 
re me is not the document itself or the documents themselves, [ 
t bring them over. They are each of them a large volume about twenty 

long, fourteen inches high and three inches thick. The Canadian Pacific’ yap 
e Canadian National each got one of these, and each is preceded by a 

] statement running to about 6, 7 or 10 pages, showing the basis upon i, 
h the valuation was made. There is also a schedule giving the details of the : 
ation in tabular form. I have not attempted to get both statements of 
ases, because they are very much the same, but the Canadian Pacific have 
able to give me a copy of the basis that precedes their valuation, and J 
compared it with the Canadian National basis, and they are so closely ai 
ical that I think one of them will do with the two schedules. That will 3 
Exhibit No. 83. : 


The next document is the Montreal Telegraph agreement, which is a com- ; 
ratively short document. It will take only three or four pages to print it. os 
wovides for the return of the system with additions, and I think it might be ‘i 
pet because the actual provision may be relevant. That will be Exhibit ey 
The next two documents relate to the question of abandonments as dealt 
in Exhibit No. 56, which is the Canadian National statement as to the He 
sition of the 2,098 miles that was common to the two abandonment pros jane 
mes. The Canadian Pacific does not agree with that distribution or indica- ay 
of the position of each, and has submitted in tabular form its views about 
_I think we can print that for comparison. It will be Exhibit No. 85. 
_ Finally, there was the request for information with regard to the distribution 


an amount that appears in Exhibit No. 62, at page 938, in respect of payments 

njury. There was a request for an indication of how much related to 
oyees and how much to others. The figures for 1930 are not available, 
he distribution for the same item for 1937 is six-sevenths to employees, and 
eventh to others, and I think that is really all we need. 


Hon. Mr. Hucsssen: There is just one question with reference to Exhibit 

1 and the operating ratio suggested of 70-5 per cent under unification for 
ear 1930. For my own information and the information of the committee, | 
k it might be advisable to get, in support of that or as an appendix, 
tement of the operating ratios during that year of the principal railroads 
ie United States. 


Mr. Biccar: I have them for last year, but I have not them for 1930. idee 


Hon. Mr. Hucessen: I should like them for 1930, so as to make a com- 
ison. . han 
‘Mr. Biccar: No doubt they can be got, Senator. 

Subject to the Committee’s approval, there are three Vice-Presidents of the 
anadian National here to be heard. They are all going to address them- 
to details, particularly of line abandonment. Mr. Appleton is from the 
e region; Mr. Kingsland is from the Central region, and Mr. Warren we 
he Western region. They would not follow logically now; the logical 
re would be to hear Mr. Fairweather now, but it seems to me that we 
properly hear these gentlemen and let them go back to their work. 
s subject to the Committee’s approval, of course. 


m. Mr. McRaz: It would be better if the map could be marked, before we ~ 
o the abandonments. 


Bicear: I have arranged for that to be done, and I think it can be rit 
‘ing the supper adjournment. a 
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The CHAIRMAN (Hon. Mr. Beaubien) > As time is getting v ry 
we still have a lot of work to do, it is suggested that the members 
Committee should have the kindness to come back at 8 o’clock. 


At 6.05 p.m. the Committee adjourned until 8 p.m. 


EVENING SITTING 


The Committee resumed at 8 p.m. 


Mr. Biccar: We begin with Mr. Appleton. fe 
Hon. Mr. Ropinson: Mr. Chairman, somebody asked a while ago if th 
proposed abandonments could be divided up into provinces. I wonder if th 
has been done? 7 
Hon. Mr. Murpocx: They are divided into provinces, at pages 427 an 
following of the record. You will find it starts there at the east and g 
west. 4 


Mr. W. U. Appiteton, Vice-President and General Manager of the Canadia 
National Railway, Atlantic region, appeared as a witness and took the sta 


By Mr. Biggar: s 
Q. Mr. Appleton, you are the Vice-President and General Manager of 
Canadian National Railways, Atlantic region?—A. Yes, sir. 
Q. You were going to direct the attention of the Committee to some mat 
in relation to abandonment of transcontinental lines east of Diamond Junct: 
Quebec?—A. Yes. ; 
Q. Have you got your submission in the form of a memorandum?—A. Te 
some extent, yes. a 
Q. Will you just go on?—A. I intend to deal chiefly with the proposed 
abandonment of the National Transcontinental Railway, Chipman to Cyr, New 
Brunswick, 146 miles; and Diamond Junction, Quebec, to Edmundston, } 
Brunswick, 225 miles, a total of 371 miles of railway which costs the people 
Canada at least $31,000,000. Such a proposal could only be the outcome of | 
very superficial examination and without any conception whatever as to 
result economically or with respect to the through or local traffic. This por 
of the railway serves a population of approximately 96,000 people. a 
By the Chairman (Right Hon. Mr. Graham) : 
Q. Could you tell us the name of the railway of which those port 
form a part? Are they part of the Transcontinental, the Intercolonial or 
A, No, sir, it is the dark section on the map that runs from Diamond Ju 
to Chipman. That is part of the National Transcontinental. The indu 
investment is estimated at $11,256,000, not including the development 
Edmundston or on the line between there and Cyr, which would increase this 
several million dollars and make it evident that the abandonment of ¢ 
portion of the railway would have a very serious effect on the economic well 
of the communities it serves. I might mention some of the stations to giv 
some indication of the local traffic. Perhaps I should give the earnings. The 
earnings for the year 1937 amounted, in my territory, that is from Mo: 
Chipman, to $1,894,235; and from Monk to Diamond Junction, to $ 
At Riviere Bleue the revenue amounted to $241,000. That is a station 0 
line between Monk and Edmundston. If the railway was taken away it wo 
[Mr. W. U. Appleton.] 
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ore on less isolated, and the margin of profit in the handling 
a ness would be so small that I think they would have to move 
e same thing applies to Riviere Manie. The gross revenue there was 
}; and at La Fontaine it- was $143,000. I think these are substantial 
its, and we should give very serious consideration to the matter of abandon- 
ine that even enjoys local traffic to that extent. 


» By Hon. Mr. Black: 


St. Leonard?—A. I am omitting the earnings at Edmundston, Green River 
St. Leonard. The total gross in that territory was $1,274,000. On the line 
Diamond Junction to Chipman, excluding those stations, it would be about 


i By Hon. Mr. Moraud: 
_ Q. Those figures are for local traffic?—A. Local traffic only. 


By Hon. Mr. McRae: 


_ Q. Does that include incoming as well as outgoing freight?—A. Yes, sir. 
‘or the six months ending April 30, 1938, the freight cars moved from Monk 
inal were 60,416 and for the year ending April 30 they were 98,568. The 
ly average for six months was 334 cars, and for a year it was 270 cars. 
he average gross tons handled in through traffic was 2,047,824 for six months; 

d 3,315,125 tons for one year. 


By Mr. Biggar: 


‘Q. Those are absolute tonnages, not averages?—A. Absolute. 

Q. You said average?—A. Those are the totals, The local traffic was 
826 tons in six months; and for the year ending April 30, it was 965,340 
s. The total tonnage moved in six months was 2,711,650 tons, and for the 
w 4,230,465 tons. Actual net tons per mile of road—daily average for the 
rR. 4,911 tons, and for the Atlantic region 1,576 tons. I mention that to 


with the tonnage on the National Transcontinental. 
Another rather interesting feature is that the National Transcontinental 
Moncton to Monk represents 356 miles of track. The total mileage of the 


e Atlantic Region mileage is 11:7. The net ton traffic on the N.TR. is 
1-5 per cent. So that we are handling 41-5 per cent of traffic which moved 
the Atlantic Region on 11:7 miles of N.T.R. track, indicating the importance 
this track. 

Operating economies in the movement of through traffic, National Trans- 
nental versus I.C.R. or C.P.R., or the latter railways combined, amount 
27,807 per year, or more than sufficient to maintain that portion of the 
tional Transcontinental and keep this important traffic lane open. In other 
ds, if you withdrew the through traffic that operates over the National 
continental you lose an economy as against the operation of that through 
either by the C.P.R. or the I.C.R. of $727,000 odd. That is more than 
ent to maintain the track and structures of the Transcontinental and 
surplus of $46,700 per annum, without taking into account the increased 
aintenance on the Intercolonial and the Canadian Pacific that would 
through the diversion of the traffic now going over the track in question. 


Ue with a given unit of power would require a mile and a half of similar 
e on the C.P.R. or Intercolonial. On that account we get these economies. 
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Q There must be a very considerable amount of earnings from Edmundston ~ 


icate the difference in the density of traffic on the Atlantic region as com- | 


tic Region is 3,030 miles. The percentage of the National Transcontinental - 


hope I have made myself clear. To move a train on the Transcontinental — 
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and forest products. 


- ‘The resistance easthoun He 
eight pounds per ton, and the resistance on some parts 0 2 
of the Canadian Pacific, based on 14 per cent grade, is actually thirty 


per ton. 


By the Chairman (Right Hon. Mr. Graham): vq 
Q. What grade did you say the Transcontinental has?—A. Four-tenths ¢ 
1 per cent eastbound and six-tenths of 1 per cent westbound. a 
The local passenger traffic reflects the industrial development of- 
territory, and it might be mentioned that 11,336 revenue passengers were han 
between Edmunston and Monk during the six months November, 1937, 4 
April, 1938. The large proportion of this was local business. There was 
quite a heavy local business between Monk and Quebec city. if 
The strategic position of the N.T.R. in time of war will also be appa 
‘because of the fact it is in all-Canadian territory and a sufficient distance in 
to be safe from attack by sea. On the other hand, the Canadian Pacifie 
passes through the State of Maine for a distance of approximately 201 m 
or 41-65 per cent of the distance between Saint John and Montreal, and in 
event of war could not be used for the movement of munitions and troops un 
the United States were an ally. For heavy troop movements the N.T.R. 1 
would be of great value because of the longer trains that could be handled - 
on either the I.C.R. or the C.P.R. a 
There is quite a heavy capital investment. in communications along 
N.T.R. route, such as commercial telegraph lines and radio broadcasting cire 
and it is preferred for these services because of the shorter distance an 
freedom from weather interruptions during winter. It is estimated thai 
iransfer these facilities from the N.T.R. to the 1.C.R. would entail an expr 
of about $204,000. ; 
Another feature is, we are building up quite an important impor 
export traffic over the Transcontinental. We can move trains about four hi 
faster over that route than on the Intercolonial, and it is almost entirely 
from passenger service and lends itself admirably to the movement of 
freight trains. Last winter we moved nearly a quarter of a million tons ot: 
from Sydney to Montreal and points in Ontario, and I am very doubtful if 
could have handled that traffic without a substantial loss by the other rout 
During the period November, 1937, to April, 1938, inclusive, the 
density averaged 6,362 net ton miles per mile of road daily. During the s 
period 664 freight trains were operated eastward and 678 westward, ma 
total of 1,342, or an average of 7-4 trains a day, with the maximum rea 
13 trains on one particular day. Excluding locals there was an average of 
through trains daily which would require 10 trains if this traffic were dive 
‘to the I.C.R., and, from information available, 11 trains via the C.P.R 
The statement was made that the traffic of the Transcontinental consisted « 
train a day, and that the Canadian Pacific could absorb half of one of t 
trains in its light trains westbound, overlooking entirely that if the trains 
running light westbound, they must have been loaded eastbound, and I 
know how they propose to handle the eastbound trafhic. On the one d 
13 through trains it would have required 20 trains over the 1.C.R. or7@ 
trains over the C.P.R. to handle the same tonnage, 
Local freight traffic over the N.T.R. for the period under review was 
cent of the total moved eastward and 34 per cent of the total moved we 
_ This local traffic consisted mostly of coal from the Minto and Springhill 
for the Fraser Companies at Edmundston and Madawaska, together wit 


(Mr. W. U. Appleton.] 


o. 3, which shows a comparison of the utility of two 
I monstrates that at least 55 per cent more train miles are __ 
ove a given volume of tonnage over the Intercolonial than would 
Sto: move the same traffic via the National Transcontinental. 


=? 3. a 


, By Mr. Biggar: 
Q. You are speaking of Exhibit No. 3?—A. I have it marked in my memo- 


Q. Do you want to refer to it in your evidence?—_A. Yes, sir. 

Q. It will be Exhibit No. 86. It is a statement in regard to what?—A. It 
a comparison of the utility of the two C.N.R. routes and demonstrates that 
t 55 per cent more train miles are required to move a given volume of 
ge over the Intercolonial than via the National Transcontinental. ny 
Q. That is by reason of the heavier grades?—A. Yes. . Kt 
Q. Has it anything to do with the comparative length of the two 
ie It reduces the operating condition to a percentage basis and makes  —-_— 
imple. 

-Q. Do both those factors enter into the percentage, or only one?— 
Distance and resistance. ee ee 
Q. What is the difference in distances?—A. The difference is shown here. 
real to Saint John via Canadian Pacific-Maine Central is 481-7 miles. i 
is shown in detail. 41-8 per cent of this mileage runs through the United 


Montreal to Moncton via the Canadian Pacific-Maine Central-Cana- a 
National is 571 miles. Montreal to Moncton via Canadian National (Inter- 9 ~ . 
al) is 647-4 miles. Montreal to Moncton via the Canadian National oe 


ional Transcontinental) is 613-3 miles. Montreal to Saint John via Cang= an 
National (Intercolonial) is 736-7 miles. Montreal to Saint John Via = 
idian National (National Transcontinental) is 702-6 miles. ms 
Q. I am afraid I have not followed that comparison. But you told us a 
pment ago that 100 train miles, as I understand, on this line you are speaking 

ot was equivalent to 155 on the Intercolonial Railway—A. Yes, sir. ia 
Q. And my question was, how much of that is due to the longer haul, and 
Ow much to the worse grades.—A. It is all due to grades. pes 
Q. All due to grades?—A. Yes, sir. 5 Nae 
Q. None of .it is due to longer haul?—A. No, sir. It is resistance that’ ee ii 
es the comparison. eae 

- In other words, it is really a question of breaking it up into more ae 
rains?—A. That is it. 
Q. Consequently you have more train miles but smaller trains?—A. Yes. 
Q. But in each case you are taking the normal maximum weight of trains 
can be carried over the line by an engine of a given power. Is that 100 " 
nt engine?—A. We are using a 53 per cent engine. That means 53,000 
nds drawbar pull or tractive effort. Bie 
Hon. Mr. Buack: Is the route from Montreal to Moncton via the National 
scontinental shorter than via the Intercolonial?—A. Yes, sir. his 
Hon. Mr. Murpockr: 613 as against 647. py 
The Wirness: Some 40 miles difference. ee 
on. Mr. Buacx: I misinterpreted your figures. I was afraid you were not 


. 


justice to one of the lines. . aun 


7. 
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_ By Mr. Biggar: Nes! ¢ 
Q. You were going to compare the National Transcontinental line and — ta 
>.R. on the same basis?—A. Yes, sir. ek, 
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Q. Perhaps before you leave that comparison between the National Tr 
continental and the Intercolonial you can give us a figure that includes 
additional length of haul and the disadvantage of the greater grades?—A. I. 
a statement here respecting the diversion of freight traffic from the I.C.R. 
between Riviere du Loup and Moncton. : 

Q. I am afraid the figures will not be right—A. Yes, they are absolute 
‘right. That heading is just an error. I will read this if you will permit me. 


Q. Yes——A. The physical characteristics of the alternative routes between 
Joffre and Moncton are such that heavier trains can be handled over the N.T.R 
The density of passenger traffic also being lighter on the N.T.R., with better 
facilities for the yarding of trains at Monk, Edmundston and Napadogan th 
at Riviere du Loup, Mont Joli and Campbellton, it is possible to give quick 
despatch via the N.T.R. 

The utility of the N.T.R. route as compared with the I.C.R. for freight 
operation is demonstrated by the following table, which shows the numb 
of trains it would be necessary to run over the various portions of the t 
routes, using 53 per cent Mikado type locomotives with full rating to han 
eastward 100,000 gross tons in 2,500 cars, the average gross tons per car bel 

about 40 tons. Now, the National Transcontinental route requires 16,239 tra 
miles to handle a gross tonnage per train of 2,827 tons. On the I.C.R. it wou 
require 5,138 train miles to handle a gross tonnage per train of 1,957 to 
In order to be positive about this we took the actual gross tonnage of the 
trains and worked it out on that basis. ® 

Q. For 1937?—A. For any period. This shows that 55 per cent more tra 
miles are required on the I.C.R. than on the N.T.R. to handle the same amor 
of traffic without regard to the more adverse weather conditions on the LC. 
That is another thing we are up against. I have known a snowfall in t 
Matapedia valley of 168 inches, and of traffic being tied up seriously, where 
inland, on the Transcontinental we did not meet with that condition. 
have also had washouts. I remember on one occasion the Canadian Paci 
had a washout and had to divert their traffic over our line, and they paid 
$90,000 in detour charges. Of course, that is apt to happen to anyone. Bu 
we were fortunate on that occasion. i 


Ixy 


ws 


By Hon. Mr. Sinclair: 
Q. You do not get that on the— —A. We never had anything of t 
kind on the National Transcontinental. The snowfalls are more even, and 7 
winds are not as great. The Intercolonial, being exposed to the Bay of Chalet 
and the Northumberland Strait, gets some terrific weather conditions. a 
It may also be remarked that an increased grain movement, for instance, 
resulting in greater average gross tons per car, would raise this percentage, ’ 
increase in train miles via the I.C.R. increasing to 61 per cent where ¢ 
average 60 gross tons. i 
The data shown above relates to eastward movements only, but as ° 
operating conditions affecting westward movements are very similar, it w 
seem unnecessary to treat them separately, except to point out that on 1 
LC.R. full tonnage trains must be assisted in each direction over the Saya 
erade, a distance of 29 miles, whereas on the N.T.R. there are 13 mil 
pusher grade eastward to Summit, and 13 miles of pusher grade westwar 
Pelletier. 


By Mr. Biggar: 
Q. Does that cover the figures?—A. I think so. 
Q. Those figures are all based on 1937?—A. Yes, sir. 
[Mr. W. U. Appleton.] 


po gs Mt a aa 


Cm, 

i 

ie igs ee 
is 


AILWAY CONDITIONS  — 1091 
cat ¥ \ f , 
considerable change since.—A. I thought that question 
m. I have a statement here showing the interchange of cars 
[onk f r the years 1927 to 1937 inclusive. It might be assumed that 

was not very good in 1930, but I find that 72,830 cars went through 
nk gateway in that year as against 81,730 in 1937. That indicates 

_ at least to some extent, the very excellent freight service we have 


j @ ; * . . ° 
n able to give on that line, and that it is resulting in increased export and 
rt traffic. 


. My attention is called to the evidence you gave before the Duff Com- 
ion, page 380, in which you were asked about returns on the Transcon- 
ntal portion. Your answer, as I understand it, was this: — 

Ke Oh yes, they did at one time grow substantially, but with the 
_ depression and the falling off of import and export traffic to the extent 
_ that it has, the traffic is very light. 


q hen you were asked by Commissioner Webster:— 
Mostly forest products? 
nd. your answer was: 
x Yes, and not much of that at the present time. 
hen again at page 399: 
ql Commissioner Murray: Would the National Transcontinental line 
be the best on which to handle tonnage? 
Mr. Appleton: Yes, the natural route would be down the Trans- 
continental. We had a little flurry of wheat one winter—fifteen train- 


loads of fifty cars each on the Transcontinental in one day, but it was 
just a day. 


s that refer to the same thing?—-A. That would be a peak day, what we 
ht call a peak movement for one day. 

Q. But it did not last?—A. We might have had a fairly good movement 
outside of that. 

- Q. During the War the traffic did move freely over the C.P.R. across 
aine?—A. No, sir, not to my knowledge. 

~_ Q. Do you mean you know it didn’t, or you don’t know of it having been 
0?—A. Not until the United States went into the War. 


co) 


Q. You think it did not?—A. No, I don’t think it did. I know there was 
a soldier moved by the C.P.R. They all moved from Montreal to Halifax: cies 
a the Intercolonial. ae 


By Right Hon. Mr. Meighen: Ry 
_Q. But why would not freight move that way, the same as at any other 
ne?—A. The United States not being in the War, I understand they could not a 
e munitions and stores that way. iA 
| Q. Maybe not munitions, but regular freight?—A. Of course regular freight  _ th: 
uld move that way, but the bulk of the tonnage— hig ar 
_ Q. Why would they not move munitions when they were moving theirown ot 
itions?—A. I could not answer that. enn 
Hon. Mr. Brack: It was before the United States came into the War. 
Right Hon. Mr. MricHen: They were moving their own munitions. 
The Wirness:. It was generally understood by local operating officers, 
tluding myself, that there were no munitions or stores moving by the Canadian _ 
to the seaboard. It is possible that there were, and that we were not 


Me 
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Right Hon. Mr. MricHen: I do not say they were; but do no 
that they were not. ys he NS nana 
The Witness: I know we moved a million soldiers. 


By Right Hon. Mr. Meighen: : eet 
Q. Certainly they could not move the soldiers—A. None of them moved 
Cet.) 4 


By Hon. Mr. Black: 4 

Q. You could also move through passenger traffic very much more cheaply 

and expeditiously over the National Transcontinental than over the Inter- 

colonial, could you not?—A. As a straight operating proposition, yes, but the 

local traffic— . 

5 Q. Local conditions—A. Local conditions prevent that without add 
tional train miles. 

Mr. Biccar: I think that covers the ground, Mr. Appleton, unless you h 

something you would like to add. 


\- 


By Hon. Mr. Moraud: q 

Q. What about the local conditions referred to at Edmundston? How 
many settlements are there between Edmundston and Diamond?—A. I have 
here, senator, details in connection with that. I could file that. q 
Q. Would you file it?—A. Yes, sir. 4 

Q. It has been suggested by Mr. Macnabb that the local traffic could be 
taken care of by the Temiscouata Railway?—A. I might mention Riviere Bleue, 
where the revenue, I think, ran up to $240,000. Here is the notation:— 


This station serves also Landry’s Siding, where the D’Auteuil Lumber 
Company carry on a very large pulpwood operation, drawing pulpw 
from the State of Maine, the average yearly cut amounting to 25,0 
cords, all of which is shipped out by rail, largely to Mechanieville, N 
York. If the line were abandoned in this district, the only outlet for t 
wood would be to. stream-drive to a point on the Bangor & Aroosto: 
Railway. 


Then we would lose a quarter of a million of revenue. q 
Q. Can the Temiscouata take care of the traffic on that Transcontinental 
line?—A. No, sir. » 
Q. What are the distances between the Transcontinental and the Inter- 
colonial?—A. It runs from about 12 to 20 miles. It is a very rough coun 
and it is almost impossible to operate in that country in the winter time. 
Q. Can the Intercolonial take care of the local traffic?—A. It coul 
you could get it to the Intercolonial, but that traffic, which is largely for 
products, is developed to the south of the Transcontinental. They bring it 
8 or 10 miles, and you would have to add 10 or 20 miles over rough count 
Q. You are taking care of traffic on both sides of the line, from the bore 
between Canada and the States?—A. That is what I tried to say. 


By Right Hon. Mr. Meighen: iif 

Q. I am advised that you are quite mistaken about the munitions; | 
there was no distinction drawn—A. That may be possible, senator. I know that 
we were taxed to capacity, and that there were occasions when we went up as 
high as 17 troop trains in a day and had to suspend the freight entirely, 
+g Q. That would be to take troops under the colours?—A. Yes, sir. 1 
[Mr. W. U. Appleton.] ae 
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By Hon. Mr. McRae: 

Would you give us your idea of the farming possibilities along the 
settlement Increased, and what we might look to in the next 15 or 20 
—A. Pioneering is going on there wonderfully. For instance, at New 
nmark, in New Brunswick, there is a very prosperous Danish settlement 
i this serves. There are five potato warehouses. If the line was abandoned 
vould mesn an average haul of 10 miles to the nearest railway facilities. 
_Q. What percentage of the country is suitable to agriculture?—A. Quite 
a percentage. 

- Q. Half of it?—A. I wouldn’t say that. It is a pretty rough country. 


} By Hon. Mr. Black: 


_ Q. Probably 30 to 35 per cent?—A. Yes, sir. If you withdraw the move- 
nt of through traffic from that line you lose an economy of $750,000. That 
economy pays for the maintenance of the tracks and structures on that line, 

you therefore get a local service without cost at all. You serve the com- 
nities there without cost to the country or to the company. 


By Hon. Mr. Moraud: i 


_ ~Q. What is the distance between the Temiscouata Railway and Diamond 
mction?—A. Temiscouata and Diamond Junction? It would be 220 miles, 
haps 230. 

Q. There is no question whatever of these communities being served by. 2 
Temiscouata Railway?—A. I beg your pardon? . 
Q. There is no question whatever of serving all these communities along 
Transcontinental by the Temiscouata Railway?—A. It cannot be done. 
ook at the map will show that. It only follows for a certain mileage, and is 
gone altogether. 


By Hon. Mr. Hugessen: 


| a Q. It is a very poor line with very heavy grades.—A. The rails are about 
) pourds, and one of our engines if put on there would probably go out of sight. 


a By Hon. Mr. Moraud: 


 Q. You said you would file that statement as an exhibit. Is it filed 
ready?—A. I will file it right now. I will also file one of the local earnings. 


a By Mr. Biggar: 

- Q. I just remember that I had a bit of information on a point that I would — 
e you to verify. As a matter of fact, is the capacity of any of these three 
Ss not more than sufficient to carry all the traffic that all three of them 
ry?’—A. That is, are they being operated to their capacity? ; a 
—Q. Yes.—A. Oh, not 50 per cent. : Ay 
— Q. Is it not something less than 50 per cent? Two out of those three lines % 
uld carry all the traffic-and as much again, would they not, even on the 1928 
—A. No. I would say the Canadian Pacific is pretty nearly up to its 
ty during the winter months, but the Transcontinental could easily absorb 
he traffic over the Intercolonial 

Q. And over the Canadian Pacific too, could it not?—A. No. I do not 


< one line could handle the combined traffic of the three railroads on peak : ne 
ons in the winter time. om 
Q. The figures I have here are that the National Transcontinental has an 


mated capacity eastbound of 800 gross tons per month, and westbound of 

ms and that the actual peak was 779, eastbound.—A. Tons? ae 
Yes—A. You would handle as high as 4,000 tons in one train, on the = 
ntinental. ay 
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BR These, of course, are in hnenace That is, “900, 000 ¢g gross tons?. 
a Well, it would be taxing the line to its capacity, and we ‘would. have to 
in additional - passing tracks and some block signals. 

Q. You would say that that was more than the capacity, would you? I 
not now as it stands a capacity of 800,000 gross tons a month, eastbound’ 
A. I would not like to say that offhand, but I “would say that with the passeng 
trains and freight trains operating at present, or during the winter months 01 
the Intercolonial and the Canadian Pacific alone, with the traffic on the N. 
that it would slow the traffic down very much, and I am afraid we would lose 
‘a lot of import and export traffic to perhaps Atlantic ports in the United Stat 

Q. Could either the Intercolonial or the National Transcontinental ca 
all the traffic of both?—-A. There would be delay on the Intercolonial at cont in 
times. But the Transcontinental I think could handle it all. 


By Hon. Mr. Moraud: 


Q. Mr. Appleton, you have given here in that exhibit the names of - 
tatiana You have not given the names of settlements or communities 5 oe 
Transcontinental?—A. No, I have not that information. 

Q. And the population of those?—-A. Well, the population is shown there, 
and it includes the settlements, generally speaking, as near as we could get it 

Q. You have no idea how many settlements there are between Diamond 
and Edmundston?—A. Well, the stations as given there serve all the settlemem LS 
and the population includes the settlements. 


Mr. Biacar: I have got the second page of that exhibit, of which Senal 
Moraud has the first page, and I understand it shows the local stations along 
the line. j 


The Witness: Yes. 


By Hon. Mr. Moraud: 


Q. But besides the stations there are a good many local settlements—A. } 
We combined the population. Riviere Bleue, for instance, serves three or i 
settlements. 
Q. You have no idea what the increase in the population has been since 1 
Transcontinental was built?—A. It has been considerable. There have been 
lot of new settlements started up. ! 


By Mr. Biggar: 

Q. The third of your exhibits shows population and tons of freight, a 

gross revenue, and so on, in 1937. That will be Exhibit 88—-A. There is 

further statement giving similar information between Diamond and Moa 
which is really a part of the other one. 

Mr. Biccar: It can be made part of Exhibit 88. 


By Hon. Mr. Moraud: 


Q. Most of the settlements along the Transcontinental were for lumber 
operations at the time the Transcontinental was built?—A. Yes. 
Q. Now most of the settlements are farming settlements?—-A. They are 4a 
combination of farming and lumbering. a 


By Hon. Mr. Cété: 

Q. If I understood you correctly, you said you had a traffic of six o 

trains a day each way from Diamond Junction to Moncton?—A. Yes, on 

days. 

Q. And on certain days it went up as high as 13?—A. Yes, but — j 

- direction; that was in both directions. 
Fi [Mr. W. U. Appleton.] 
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ough traffic to carry the line?—A. I have submitted a state- 
1g $700,000 economy as against independent lines, and I would be 
lling to have any independent expert check those figures. . 
). I am not questioning the figures. I am asking if that is enouch traffic 
for operation of the line?—A. My statement is very definite to that effect 
2. So that part of the Transcontinental is not a detriment to the Canadian 
onal?—A. No sir. After maintaining the track and structures it produces 
tt $46,000 in net economy plus, if you move that traffic to the LC.R. or the 
R., the additional burden of track maintenance. You could not move that 
derable volume of traffic off the Transcontinental onto either the CUR aay 
e I.C.R. without increasing the maintenance cost there. That has not been 
en into consideration in the economy I have mentioned. 
_Q. I just wanted to know whether this part of the Transcontinental fell 
thin the description of lines that I was discussing with your President this 
‘aiternoon, thin traffic lines which are unprofitable and which have been wished 
the Canadian National system by the country and are therefore an 
umbrance to the Canadian National.—A. As an ‘operating officer I would be 
‘y much disappointed if the Transcontinental line was taken away from us, 
sause it is our real property. 
Q. From an operating point of view it is not an encumbrance?__A. No sir, 
an asset. 
@. You would not call it a thin traffic line, would you?—A. I gave the 
es there. The tons per mile of road daily are something around 4,000, 
the average for the Canadian National system is around 1,600. So it 
not be very thin, on that basis. 


By Hon. Mr. Hugessen: 


_ Q. There is one question I wanted to ask you in connection with the Saint 
hn River valley line. One of the Canadian Pacifie witnesses—I cannot recall 
which one—made a statement in reference to the movement of freight from 
dian National points east of Saint John, such as Moncton, for instance, 
he United States, through McAdam Junction—A. I think there was a 
understanding there on the part of the Canadian Pacific representative who 
de that statement, because the traffic east of Moncton destined to points 
e United States moves up to McGivney, and out that way, out through 
ericton, and the difference is I think about 23 miles. Of course if you route 
traffic up the valley line, then it makes a substantial difference. But we do 
i handle it that way. We handle it by the Transcontinental to McGivney, — 
oss to Fredericton and to the United States. 


-W. A. Kryestanp, Vice-President, Canadian National Railways, Central 
gion, appeared as a witness and took the stand. 


By Mr. Biggar: 


EQ. Mr. Kingsland, I understand you are Vice-President of the Canadian 
National Railways, Central region?—A. Yes. ue) 
QQ. And you are now to tell us particularly about the Beaverton-Capreol 44 
‘and Nakina line?—A. Yes sir. Speaking with reference to Exhibit 50, starting 

mn page 427 of the record, in connection with items 24, 41 and 44, it will be seen = 


the scheme for abandonment calls for the elimination of the Canadian 
onal main line from just west of Ottawa to Capreol, and from Beaverton, i 
iles north of Toronto, through Capreol to Long Lac, then jumping 30 miles 
akina and abandoning the main line from Nakina to Paddington, just east 


rthur, a total abandonment of 1,570 miles of Canadian National main line, — Ne 


which is the very best in Canada as to grades and curvature. The — 
he Lhe ara 
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population served in the area rereeton to is sone 55, 000; aa in 
the earnings in the territory amounted to $3,000,000. That is local earnin 
in and out from the stations, not counting through business. The property 
investment, other than railway, is estimated at $24,000,000. 


Capreol there are very important mining possibilities, | 
From Capreol west to Long Lac there are lumber, pulpwood and mining 
developments, and being in the mineral belt the area is under active investigation 
by the mining industry. 
From Armstrong until the prairie lands are reached (approximately sixty 
miles east of Winnipeg) the Canadian National line runs through a territory 
which has seen probably the greatest mineral development during the past ter 
or fifteen years. At Collins west of Armstrong, the Chromium Mining and Smelt- 
ing Company have been actively developing their property and have been 
shipping ore from this point. 
Timber is being cut and marketed from Fees Mills on the N. T. R. about 10( 
miles east of Sioux Lookout and there are shipments of pulpwood from this ares 
to the head of the Lakes and in the territory east of Sioux Lookout the line te 
Fort William runs through a heavily timbered country where the paper co n- 
panies and other holders have large blocks of timber, which produce a heavy 
tonnage annually. In addition this line serves mining developments east of 
Sturgeon Lake. 
At Savant Lake, 70 miles west of Armstrong, the winter road to the Pic 
Crow Mine leaves the main line of the Canadian National Railway. This con- 


various mines. £ 

Sioux Lookout, which originally was only a railway terminal, has developed 
into a headquarters for the air service, radio service and the mining industry 
in this section, and as a result, the town has prospered through these sources and 
become a substantial community with the usual interests associated with the 
northern developments. It is the air base for the various air lines. 

At Hudson, twelve miles west of Sioux Lookout, located on Lac Seul, 
situated the base for the movement of freight into the Red Lake and Patri 
areas by the transport companies. The water route from this point is approxis 
mately 110 miles and a heavy tonnage is handled by tug and scows during the 
season of open navigation and by tractor and sleighs during winter. The tonnage 
during 1937 from Hudson to Red Lake was:— 


Lee ET) aaa blade 2,404 tons 

By tractor train ¢ on the i ice > during winter. LOS ty ate 898 

By tug and barge during navigation... ........ 16,789 “ 
Ota et rain tye) ae was k tad cy one ele det Me eee 


This tonnage comprises mining machinery, mining supplies and tools, elec- 
trical equipment and similar commodities from eastern Canada, and meats al 
other supplies from the West. The tonnage through Hudson has more th 
doubled during the last two years, and on account of the activity in the R 
Lake and Patricia districts, it will, undoubtedly, materially increase. T 
tonnage handled in 1937 indicates approximately the percentage that it is poss 
or ocetucal’y prasitoable, to move by air. 


point serve a very sidaee wooded area and the ghee mills ineaied at Hud 
and in that vicinity are shippers of forest products. . 
[Mr. W. A. Kingsland.] 
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Au WMinat ow er cottages representing an 
it of $300,000, and a similar number of cottages representing a corre- 


ing investment in various lake resorts between McIntosh and Ophir, a 
e of 80 miles, and there is no access other than via the Canadian National 


‘he line from Elma, fifty miles east of Winnipeg to Winnipeg, runs through 
agricultural territory which is well settled and increasing in agricultural 
duction year by year. 

To abandon this potentially rich and productive north country appears to 
as an industrial impossibility and from a railroad viewpoint the proposal to 
andon or degrade this Canadian National Transcontinental road shows a lack 
understanding of the conditions. Here you have on one hand a line with fine 
dients and curvatures and on the other hand a line of heavy grade and sharp 
arvatures. On the Canadian National line it is possible on the first section 
ider consideration, i.e., Ottawa-Capreol, to handle 50 per cent more tonnage in 
er direction per locomotive than on the corresponding C.P. line Smith Falls- 
bury, and on the second section, Capreol-Armstrong, a locomotive can handle 
er cent more tonnage westward and 110 per cent more eastward than can 
> handled on the C. P. line Sudbury-Fort William. In regard to the C.P. line 
William-Winnipeg and the corresponding C.N. line Armstrong- Winnipeg, 
C.N. line westward can handle 65 per cent more tonnage per locomotive 
an the C. P. line. Eastward, however, the C. P. can handle approximately 20 
r cent more out of Winnipeg per locomotive than can the C. N. on its Winnipeg- 
bux Lookout line. This involves primarily the grain movement to the Lake- 


In the event the abandonment of the C.N. line is not accomplished, it is 
cated in the C.P. Exhibit 70 (page 943) that it is proposed to degrade the 
e and operate tri-weekly mixed service. This in my judgment should not be 
ntemplated. All these people and industries have gone into this territory, 
sted capital and labour on the natural assumption that they would continue 
eceive adequate rail service. However, if the line were to be degraded, in 
opinion, a minimum of straight passenger train service six days per week 
ch direction would be required between Capreol and Winnipeg, in addition 


bably be, in off seasons, three times a week, increasing during the heavy 
ipping seasons, but such a service would seriously affect the marketing ability 
industries in the territory in question. 

The abandonments contemplated in the C.P. proposal if made effective, 
Y opinion would set this whole north country back many years, and would 
ise a financial loss to Canada of many millions of dollars per annum. 

In my judgment the line should neither be abandoned nor degraded, but on 
other hand, as we have an ideal situation, the line should gradually be 
ilt up to the highest possible standard so as to provide the fastest and best 
dssible route between Eastern and Western Canada, not only for the advantage 
f Canada, but in the interest of national defence. 

_ That is my story. 


By Right Hon. Mr. Meighen: 


Q. Mr. Kingsland, do you contend that the Transcontinental in your 
ory just. described is no burden to the National Railways at all?—A. I 
ay that, Senator. It is a burden, there is no question about that; but 
uilding up the country, and it runs through a rich territory. It runs 
the best mining territory in northern Ontario and Quebec. - 

It is a burden financially?—A. It is a burden, there is no doubt. It 
not pay at the present time, but there is a future to this country that 
ot be overlooked. : 
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out that this part is gaining. What is the part that is losing?—A. 


~ $50,000,000 will become $40,000,000, then $30,000,000, then $20, 000 0 
go on. 


ourselves of this burden?—A. I cannot tell you how to do that. 


Q. The whole road is paying worse as ah years ‘go. on. iene are— 


not say it is gaining. I just gave the earnings in 1937. . 
Q. It is not gaining ; it is going to gain?—A. It is gaining a little ry 
year. | 
Q. What is the part that is losing, that keeps going behind?—A. There’ 
no question of doubt about this part of the National Railway, the Transcon- | 
tinental, is losing money, but it 1s a prospect. . | 
©. It is continually improving, but the whole road, taking five years 
a time, is certainly not improving in its financial results. __A. You have to take 
into consideration the business conditions in the country; they are bad. © 
Q. But then last year we had pretty good conditions, and pretty bac 
results.—A. Last year on the Central Region we had a net of $11,000,000. 
1928 on the same region we had a net of $32,000,000. q 


By Hon. Mr. Robinson: 
Q. A net?—A. Net operating. 


By Hon. Mr. Haig: 

Q. Last year your net was what?—A. On the Central Region $11, 000,0 000 i} 

Q. Profit?—A. Operating over revenue. ; 

Q. And in 1928?—A. And in 1928 we had $32,000,000 net on that regi 

Q. What about 1934?—A. I have not the figures. ‘I was in Western Cs 
ada in 1928, and their net earnings in Western Canada were $16,800,000. T! 
is the line that is no good! 4 


By Mr. Biggar: F 
Q. It is apparent that we have too much mileage?—A. It looks so if J 
glance at that map. 
Q. After all, what the committee is concerned with is how are we going 
relieve the country of the burden. Do I understand that you say we must sta 
pat?—A. Yes. | 
Q. And wait for the draw?—A. That is my stand; draw another card. 
Q. And if the pot gets too expensive in the meantime we just lose e 
thing; is that it?—A. If those lines are abandoned your income from 
is going to drop down more than the cost of carrying those lines. 
Q. That.is very serious?—A. It is. a 
Q. Do you mean the cost of carrying the line is going to mean n¢ 
taxes in the future?—-A. No. I say the loss you now receive in taxes will 
greater than this line is costing you to carry. Re 


By the Chairman (Hon. Mr. Beaubien): 
Q. That would be the penalty of abandoning this line?—A. Yes. 


By Mr. Biggar: 
Q. Would it be the penalty of abandoning any line?—A. It depends u upol 
the line. 
Q. In this piece?—A. There are some lines can be whandoned with prod 

Q. In this case?—A. I would not take the Transcontinental line. Yout 
take a section here or there, but to take up all the Transcontinental line ' wou 
a mistake. 
Q. Will you give us a constructive suggestion of how we are going to r 


Q. Are we just to go on and pay $50,000,000 a year?—A. We ho 


[Mr. W. A. Kingsland.] 
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land, you spoke about building up the grade of the road. That 
z one that does not pay. Would it not be possible to reduce the 
iture there and operate that section a little more economically under these 
circumstances in the hope of gradually building it up until it will some 
e paying?—A. My idea is if there is unification you should carry your 
ge on the line that can take the most per locomotive. ; 


. By Hon. Mr. Haig: 
2. Is not that your line?—A. Sure. 


By Hon. Mr. McRae: 


Q. I did not have unification in mind. I had your idea of building up the 
d. In view of the thin traffic, could you not operate those roads a little more 
nomically?—A. That is our main job all the time, to watch the dollars. I 
d someone ask a question here if it was possible on the Canadian National to 
off men without being called down. On May 19 1 laid off 1,235 men, and I 
e not heard anything about it from Parliament or from anywhere else. 


om By Mr. Haig: 

BQ. If the roads were unified and you were manager of this Central Region, 
id not your line from Capreol to Winnipeg via Long Lac and Nakina handle 

the traffic that goes over that line and the C.P.R.?—A. I would handle all 

freight traffic over the low grade line, and some of the passenger traffic. 


can. Perhaps they can. I should not like to answer that question. 

. You would handle all the freight traffic?—A. I think we could without 
‘trouble as far as Winnipeg. I do not mean any grain traffic. 

~Q. I am not asking you that. 


- By Mr. Biggar: 

_Q. Even apart from abandonment, you have no suggestion of how to save 
y’—A. No. We are doing that every day of the week. That is our job. 

is why I am grey-headed. - 

“s 

B. ‘By Hon. Mr. Coté: 

—Q. What did you mean about the loss of taxes?—A. If you tear up this line, 

are 55,000 people there who will have to get out, and you will get no taxes 

that part of the country. They are paying taxes now. 


: A. HE. Warren, Vice-President, C.N.R. Western Lines, was called as a witness 
took the stand. ; 


om 6by Mr. Biggar: 

Q. Mr. Warren, you are the Vice-President for the Western region of the 
vanadian National?—A. Yes, sir. | 

) _Q. And your region extends from where to the Pacific?—A. From the head 
kes, Duluth and Armstrong, to the Pacific coast. 

You were going to speak about the Kamloops-Vancouver section, were 
ot?—A. Yes, sir, and also the matter of the British Columbia steamships and 
g and barge services. 

ave you a memorandum to present to the committee?—A. I will file 


Q. Could the C.P.R. handle all the passenger traffic?—A. Well, they say 
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Q. You are going to file the memorandum, or are you going to read it?—A. 
am going to read it now. I am first going to deal with the general condition 
of degrading, unification, and so on. . b 

Statements made by the Canadian Pacific officers were to the effect that 1 
addition to certain line abandonments, other lines would be degraded, and i 
would appear that the suggestion is that the Canadian Pacific main line woul 
be used for through traffic between the East and the West, the Canadia 
National main line to be degraded to secondary line standard where it is no 
altogether abandoned. 4 

If, as inferred, the line west of Winnipeg were to be degraded, va 
action would immediately affect the valuation of properties at all points, includ 
ing such cities as Saskatoon, Prince Albert, North Battleford and Edmonto 
as the service would have to be of a lower standard on account of track cond 
tions, etc. The Canadian National main line serves what may be termed t 
garden of the West and undoubtedly further development in Western Canad. 
will be largely to the north. Should the alternative be considered and th 
Canadian Pacific main line degraded, other large cities such as Brandon, Regin 
and Calgary would be similarly affected. It is, therefore, an absolute neces 
that both main lines be maintained at a standard permitting of present servi 
being continued. 1 

The Canadian Pacific maintains considerable double track west of thi 
Lakehead, and according to standard engineering formula the second ma 
track costs for maintenance 80 per cent of the cost of the first track. Eve 
if this figure were reduced to 50 per cent, would it not be more advisabl 
to consider the abandonment of large portions of the second main track, th 
effecting a greater saving in maintenance than could be obtained by degra 
the Canadian National line, and at the same time permitting the large ci 
on both lines to be given the same service as at present without in any we 
affecting the valuation of properties? Such a saving is not predicated Oi 
any system of co-operation or unification. 3 

With regard to the lines through the mountain territory. While a state 
ment was made before this committee that over a period of years a grt 
many more Canadian National trains had been detoured over Canadian Paci 
tracks than Canadian Pacific trains over the Canadian National west ‘ 
Kamloops, in discussing this question it is considered that the entire mounta: 
territory should be taken into account. The statement we have had prep 
shows that from 1929 to date, 126 C.N.R. trains were detoured over var 
sections of the Canadian Pacific through the mountains while 82 C. 
trains were detoured via the C.N.R. This covers the territory west of Edmon 
and Calgary. In 1929, 46 C.P.R. trains were handled Edmonton to Kamlooy 
over the C.N.R., in addition to 1,384 revenue loads turned over to the CO.N.E 
by the C.P.R. for handling between the same points. These revenue load: 
based on a figure of 60 cars to a train—which was the average train handle 
under the weather conditions prevailing at the time, and which would 
high, it was winter-—would increase the Canadian Pacific detours by ano 
23 trains. Mention was also made of the fact that the Canadian Pacific h 
an alternative route, but during the period mentioned in 1929, after the de uw 
arrangement was first put into effect, it was cancelled by the C.P.R. 
they endeavoured to handle their traffic via their alternative route. 
success of the route can be judged by the fact that after two or three day 
arrangements were again made to detour all trains over the C.N.R. 

Committees are now making a further study to see whether it w 
be possible to reduce costs of operation by jointly using any sections of ei 
line west of Kamloops, eliminating or degrading the line on one or the ot 
side of the river. The experiences of 1935, however, when both transconti 
lines were tied up, indicate that the most careful thought would hav 

(Mr. A. E. Warren.] Seater tbh 


e before any section of either line could be abandoned 
r, I believe it is an admitted fact that when we have another 
p in Western Canada and there is a large movement to Pacific coast 
rould be an impossibility to handle the traffic properly with one 
ess it were double-tracked. It might be mentioned here that when 
tems were blocked by slides and washouts early in 1935 the so-called 
mative route was also closed, and as a matter of fact it is usually closed 
some time every winter. 
oston Bar is the Canadian National terminal opposite North Bend on 
anadian Pacific, and the main line of the Canadian National between 
oint and Vancouver serves the Chilliwack valley. A portion of this 
-Hope to Sumas (the latter point approximately 37 miles west of Hope) | 
sovered by an agreement with the V. V. & E. Railway and Navigation 
mpany (the Great Northern Railway) under which they have joint and 
qual use of all tracks and facilities, for which we receive an annual rental 
42,500, although the Great Northern are not at present using the line. 
is line between Boston Bar and Port Mann serves a population of approxi- 
ely 26,000 people. If this line were abandoned to Port Mann, as has 
uggested, it would leave several communities without any proper rail-— 
ervice. Some of the more important points that would be affected 
d be Chilliwack, Port Mann (the terminus of the car barge service to moe 
ouver Island), as well, of course, as the city of New Westminster which aia 
d be served by a spur line. : de 
Chilliwack, as an illustration, has a population of about 2,500, with 
1er 6,000 people in the district immediately surrounding it. If the C.NR. 
were taken up, carload traffic loaded at Chilliwack on the B.C. Electric Se 
way would require to move from Chilliwack to Abbotsford on the B.C. foi, 
ctric, thence via the Canadian Pacific to Mission, where connection is ae 
with the C.P.R. main line. The distance from Chilliwack to Hope Hea 
the C.N.R. is 31:6 miles and via the suggested route this would be é 
ased to 79 miles. Similarly, from Chilliwack to Vancouver via the C.N.R. ik 
miles, while via Abbotsford, Mission and the C.P.R. it would be 72-7 
via the B.C. Electric direct to Vancouver it is 76-3 miles. The dis- 
rom Chilliwack to Agassiz, on the main line of the C.PR., viaeiaele 
om Chilliwack to east of Rosedale, and thence by ferry to Agassiz, 
miles. This presumably would be the route for L.C.L. traffic and pas- 
and express eastbound. Earnings at Chilliwack station for 12 months 
April 30, 1938, were approximately $73,000, which does not include 
1,200 carloads of lumber, fruit, canned goods, etc., received from con- 
ms at that point. 
ort Mann, as stated, is the terminus of the car barge service to Vancouver 
, which service is dealt with in another memorandum. All C.N.R. freight 
to and from the Island is handled through this point in a much more 
v4 and economical manner than possible through Vancouver. 
_ There is also the Fraser River elevator to be served and, as mentioned, the 
y of New Westminster. 
ween New Westminster and Vancouver there is a joint section agree- 
with the Great Northern Railway, and at Vancouver the Canadian 
nal (Canadian Northern Pacific) is required under its agreement with 
y, to maintain its station, etc. iy 
e Canadian Pacific proposal calls for a reduction in supervisory 
g forces by two regional offices, ten district offices and twenty-three 
mal offices. The present system of operation on the Canadian National 
vanadian Pacific as a whole are practically identical. The operating Op 
ory staffs on the Western region of the Canadian National are much — 
n oo. the Canadian Pacific. There are, for instance, on the Canadian 
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- National Western region 9 line superintendents and 2 terminal ‘superinten 
as against 15 line superintendents and 2 terminal superintendents on the C. 
and 17 assistant superintendents on the C.N.R. as against 26 on the CoP Re 
total mileage approximately the same. The average mileage for the Cana 
National line superintendents on the Western region is 1,103, and it would be an 
impossibility to have proper supervision if any scheme of joint operation w 
put into effect that required an increase in this mileage. BS 
Since 1930 the operating supervisory staff on the Canadian National 
Western region has been reduced by 11 officers, including 4 divisiona] supe! 
intendents and 4 assistant superintendents, while reductions have also bee 
made in despatching staffs, mechanical and engineering supervisory forces 
bringing the total reductions to 71 official and supervisory positions with 
saving of $295,600 annually. Coupled with reduction in basic rates of officer 
remaining, total savings of $391,152 per annum have been effected. q 


med 
. 
cl : 


By Hon. Mr. Cote: q 
Q. When was that done?—A. Since 1930. It has been progressive. W 
these reductions in supervisory forces, there were also reductions in the divisions 


staffs. 
Now, I shall go on with the steamships? 7 


By Mr. Biggar: 

Q. Can we deal with this one separately?—A. Yes, sir. ; 

Q. I suppose that if the traffic rose to the 1930 level these 71 offic 
who have been let out since 1930 would have to be re-appointed, and 
$391,000 of savings— —A. No, sir. There would have to be some appoin 
I mean to say you all learn by experience. You find you can get along with 
something if you haven't got it. 

Q. That is exactly what the Canadian Pacific 1s suggesting, that you co 
eet along without something when you have to. How much of the $391, 
would you have to spend again if the traffic was restored?—A. As near a 
could figure out, there would be about two division superintending offi 
That would be the outside. That would be somewhere around a total 
$25,000 to $35,00 a year. 

Q. Out of the $391,000?—A. That is all I would put on. 4 

Q. Does that mean that in 1930 you were spending $360,000 more t 
was necessary?—A. No, pardon me. This is with a reduction in the basic ra 
of officers also included. You know, all the higher officers had a deduction 
about 20 to 25 per cent. downwards. A 

Q. I just want to get the facts—A. That would be $295,000—well, $391,0 
together with the deduction. , 

Q. I was asking you how much you would have to increase the present i 
get that to the 1930 traffic level, and | gather you said $30,000?—A. Just é 
minute. It is $30,000 to $35,000 a division office. iia 

Q. Do you mean you were spending $360,000 more than was nece 
in 1930?--A. No. A lot of those other officers were officers whose positions 
have now abolished and consolidated. i. 

Q. I gathered from what Mr. Hungerford said that the art of railroad 
has been advancing, but I do not suppose he was intending to suggest that it 
advanced so much that $35,000 would cover the ground that some $30 
would have been required for a few years ago?—A. No. Our organizati 
such that we would have to reinstate two division offices. Each office | 
cost us about $35,000. 

Q. Or $70,000 all together?—A. Yes. 

Q. So that the difference is really about $320,000?—A. Yes. 

[Mr. A. E. Warren.] 


20,000 is with the reduction in salaries too?—A. Yes, 


By Hon. uM r. Moraud: 


By Mr. Biggar: 

How much difference does that make?—A. There was 
sic rates of the higher officers, of anywhere from 25 per © 
By Hon. Mr. Moraud: ; 

Q. You will not need those officers again, those officers whose positions were 
lished?—A. No, we do not intend to replace all of them, 
. You had some very expensive officers in Vancouver, 
ill not need again, no matter what the traffic is? 

P Hon. Mr. Hata: Senator Moraud must have been a Director of this road, 
on. Mr. Moravp: I was, yes. 


a reduction of 
ent down. 


for instance, that 


3 _ By Mr. Biggar: 


Q. Can you tell us how we can Save some money, not how we must 

‘It?—A. Well, the unfortunate position in that territory is, that we have 
en poverty stricken for a couple of years. But there seems to be a bright 
ht out there now. If we could get an average crop of, say, 400,000,000 bushels, 


e immediately. Our crop movement, this year—we always base it from 

ust 1, and this is right up to the end of May—this year we handled 42,167 

of grain as against 60,899 last year. And last year was a bad year. We 
handled up to 124,000 and 125,000. Then, take the grain going to 

uver. In 1928 we had 31,579 cars. That was pretty nearly as many as 

handled to every place this year. And this year to Vancouver we handled 
cars. 

Q. You have no suggestion, except to wait and see?—A. Well, we are not 

g and seeing; we are trying to cut out every dollar we can right now, 

; consistent with safety. 

a 

By Hon. Mr. Black: 


Is there any duplication of line in your territory that you think could 
liminated?—-A. We are making a study of several lines and we made a 
mmendation for the elimination of some lines, but not as to any big mileage. 
e are some studies on the way all the time. We have got committees 
ng that now, and we have some final reports in, with regard to this, 
n both companies; that is, we have agreed on them. 

Be. 


By Mr. Biggar: 


1on with the operation of the British Columbia coastal services. Captain 
ay estimates an annual saving of $400,000 by unification of B.C. coastal 


i. Elimination of two Alaska vessels... ... :. 2. 2s: . .. $100,000 

2. Purchase of two new vessels for $3,000,000— Waghae 
Beer lnierest. at 4mer cent... os. 6 uc ee bw Ns 0,0 

__ Depreciation at 3 per cent.. phrhetoPbtSts sah Bi. Ae ails) Adie Skee PRO 

msolidation of Car Barge Service.. .. .. 2. s. «+ os oe eo os 97,000 

: $407,000 


we got a bumper crop of 500,000,000 bushels, of course the picture would 


Now, will you go on with the steamship operation?—A. This is in _ 


BNE ok Dread hie BRS LN ih Sat tals del YP! AA! a aT 7? ti) Maa” > ee 
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In the years 1936 and 1937 the passengers carried, (one-way), ir 
Alaska summer season service were as follows:— ay 
Canadian National— . i 1936 wa ios7, 


Skagway passengers... 2-1 22 ee ee ee ee ee ee ee ot 3,134 Shoo 
Other Alaska parts. iil Meese ors le wy eeu siuma flay ue rayetel ais Bs 272 
“Local B.C. passengers... 9.0 eee es ee ee ne ee ee ee ale 767 600 
PEA acs ae Rene te 4 6 las Dak IG a ae oman eta 4,605 
Canadian Pacific— 1936 1937 
Skagway passengers (actual as furnished iby CPR eerie 24020 3,16) 
ROC ET MA AS AN TRORES Sis ets shee prem iarniete suetnledwonete: # eta pre omrelenmlage 350 250 
xLocal B.C. passengers... +. 61 e+ e+ te ee te oe ee 700 500 
ASSP Tile Leto tae Walle mt Liniote RACs Roe) (OREN Li tay aa OS pau eran OR Tee) 3,911 


xEstimated in same proportion as Canadian National 
Batol? CNG carid (Os Beit oe se ae ie a ieee walle ey iiteer tee Wea Soe 8,516 


These figures exceed for 1937 the total first-class carrying capacity of 
Alaska ships of both C.N.R. and C.P.R. which is accounted for by i 
passengers not requiring berthing accommodation. aa 

3 Q. I am sorry, I did not follow that. Were you merely remarking that 
number of passengers that you have put down is in excess of the berth ace 
modation of the boats?—A. Yes, because we have taken in the deck passeng 


The capacity of the Alaska ships of both Companies is as follows:— 
; Alaska Capacity Total i 
Canadian National trips Ist class passengers — 
VETESTXON SPAY a Ba oret CANS Low) ye De IS & Ole. to) ta 6 319 1,914 9 
Prince Rupert and Prince George... .. .... +. 11 206 2,266 


Canadian National capacity for season.. .. .. +. se ee ee ve oe ee 4180 


Canadian Pacific (corresponding period) 


PIN COBS) LOUISE ys des: ple dels, eoneettor tema ieutels di 210 1,470 
WTA EESS AO NGTLOULE Hiei ea) aie elas ie are ee id 228 1,596 
PP UCCSEPA TICES i cl See shana et ost he 5 196 980 
Canadian Pacific capacity fOr ROHSOIL. so. dec ck al «skye ewes ei, + okie piven dh bok OG 
Combined capacity both companies for season... .. -. -- «+ «+ «+ =- 8,226 


It is obvious that the 1937 or 1936 Alaska passengers could not have 
handled by less than the entire six number of ships operated. Cap 
McMurray’s saving of $100,000 is predicated on reducing the Alaska s 
from six to four. 4 

In view of the increased efforts of the United States Government to de 
the domestic tourist industry—which includes Alaska—through a special Bur 
recently organized, and by large advertising expenditures, the growth of tc 
business to this section (Alaska) will continue. 


Item 2: 
With reference to the statement of Captain McMurray that two new 

may be required in the next five years, entailing an annual expense of $210, 

it is our opinion Canadian National are well equipped to handle the A 

business without the purchase of any new ships in the immediate future. — 

Item 8: 
Consolidation of Car Barge Service. This will be dealt with towar 

close of this submission. : 

‘With reference to Captain McMurray’s statement—page 967 of 

of the Record—that until 1930 Canadian National had never operated o 

(Alaska) route, but in that year brought out another new vessel to th 

and placed it in the Alaska service and they also extended the operat 

_ their Vancouver-Prince Rupert steamers to Alaska. : 

. [Mr. A. E. Warren.] a 
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nal have continuously operated an Alaska service 
kagway during the summer season since 1925, and previous 


ummer season—years 1916, 1917 and 1918 so that the present 
uld not in any sense be considered a new service or extra services 
1930 by Canadian National as stated by Captain McMurray. 

trary to the opinion expressed by Captain McMurray—page 969 of 
f the record—that 1929 was the year of peak traffic for Alaska business 
it from our experience that 1936 and 1937 were in excess of 1929 by 
cent and 37-8 per cent respectively. 

In page 970 of No. 18 of the record the question is asked by the Hon. Mr. 
, 1 would like to ask the witness a question. I am curious to know if you 
any figures as to the number of passengers carried by the six ships, three 
dian National and three Canadian Pacific to Alaska,” Captain McMurray 

, “No, I haven’t the figures of the passengers carried. The calculation 
1 made on the assumption that the original three ships on the Alaska 
would carry all the passengers offering We know that they carried all 
ssengers offering in 1929 which was the peak year, and still had a margin, 
re; therefore we assume they could have carried them all in the years 
1 these other ships were operating.” 

‘We would again state that the Canadian National did operate an Alaska 
prvice in 1929 (13 trips operating to capacity) and in our opinion this business 
not have been handled by the Canadian Pacific in addition to their 
usiness with their three ships operating to Alaska that year. 
|) Captain McMurray’s statement on page 966 of No. 18 of the record that 
le Canadian National inaugurated a new service in 1930 between Vancouver, 
létoria and Seattle is rather misleading, as from 1910 to 1923 a twice-weekly 
irvice in summer, and a weekly service in winter was operated by the Grand 

Pacific Coast Steamship Company (now the Canadian National Steam- 
3) between these ports. This service was resumed on a daily basis in 1930 
withdrawn in September 1931. 


a By Right Hon. Mr. Meighen: 
Q. What was the period when it operated first?—A. From 1910. 
Until when?—A. Until 1923. 


d our own boats out of Seattle. We have a dock there. It was decided 
e business between Seattle and Vancouver, by reason of the Jones law 
into effect, whereby we could not do any intercoastal business, would 
be abandoned, and we decided to pull out of Seattle and rent our dock. 
when Sir Henry Thornton was on the road he resumed the service between 
ver, Victoria and Seattle. Then we found in 1931 it was not really justified 
discontinued it, gave it up to the Canadian Pacific. 

justifying our being in the Alaska business, I would point out that 


ers who use our rail line on long haul, one-way and round trip. Likewise 
tributed largely to the revenues of our hotels and summer resorts. - 

Alaska business cannot be considered as a competitive business, but 
ly a developed tourist business that has particular appeal to Americans 
ourist standpoint. Our experience shows that it has substantially 
our steamsip earnings, rail earnings, and other revenues. 
ubmit that if service to Alaska were curtailed in any way, and con- 
our ships, as suggested by Captain McMurray, a substantial portion 


4 would either not move or would divert to United States steamship 


unk Pacific also operated between Vancouver and Skagway — 


And then it was started again when?—A. What happened was this. — 


nm National Railways obtain a very substantial revenue from these Alaska ~ 


rist business, now handled by the two Canadian lines, due to capacity — 


Le RON RED th aa hae CLT ME Lin aR 


1408 ‘SPECIAL COMMITTEE. 


By Hon. Mr. Gordon: Lp Rai) Mit apa JN an 

Q. What would be your operating profit on those lines?—A. The 

ating profit on the Alaska business, I might say, is the only thing that keep 
the darn thing alive. aa 

Q. What would it be?—A. The net last year was not very much; 1 

amounted to from $45,000 to $50,000; but in the summer we come up & 
$100,000 or $125,000. Ae 

Q. Do you take into account depreciation?—A. I think you will hay 

to ask the Comptroller that. I do not handle the figures except to get th 
statement. ; 


By Mr. Biggar: 4 

Q. Mr. Warren, in regard to that, Captain McMurray tells me 1 
perhaps there is a misunderstanding when you are talking about the s 
of both companies running to capacity. You are then referring to how mam 
trips?—A. I am referring to the Alaska season. 3 
Q. But to how many trips?—A. We make 17 trips to Alaska in t 
»summer. ib 


By Hon. Mr. Horsey: Ss 
Q. In what time?—A. Around ten and a half days and others aroun 
eight and a half days. 4 


By Mr. Biggar: | 

Q. Between what dates?—A. It generally starts about the middle 0 
June and extends to September. . 

Q. What is the layover at each end?—A. They lay over at Skagwa 
to let passengers go up, I think a day and a half. They lay over for 
sengers to go to White Pass and the Yukon and up to Atlin Lake dow: 
Dawson City. Then when they come to Vancouver they put on short excur 
runs. 
Q. What is the layover between the arrival in Vancouver southbe 
and the departure to Alaska northbound?—A. Generally as a matter of 
only sufficient for servicing. 

Q. I thought you said there were short excursion runs.—A. I said the 
go on excursion trips. q 

Q. I was speaking of the Alaska trip. What is the interval bet 
the arrival southbound and the departure northbound?—A. Sometimes a 
and a half, sometimes three days, sometimes maybe a little more. 

Q. Is that when they go on excursions?—A. Yes. a 

Q. On that basis, I suppose, the number of trips could be inere 
from nineteen to about twenty-five in the interval you speak of?—A. 
about seven of those excursions. : D | 

Q. Captain McMurray tells me that the result of the operation ot 
Canadian National ships has been that the Canadian Pacific ships a 
not been making as many trips as they made in 1928 and 1929.—A. I do 
know. I did not take in their side trips. I was taking in the purely Al 
trips. 

Q. Captain McMurray tells me his estimate of being able to do wit 
two ships was based upon using the ships now operated by the Cana 
National, they being larger, and operating them continuously on that r 
In those circumstances there would be more capacity on that rout 
anything there has ever been before?—A. We did not read it that way. 

Q. Is not that the fact?—A. I don’t know. f 

Q. You have not calculated?—A. I don’t know what the Canadian 
can do. a 
[Mr. A. EB. Warren.] 
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. You came here to criticize the suggestion that two ships could be 

cd, and you tell me now you have not calculated whether the two ships 
relieved or not.—A. You could not relieve two ships on the state- 

the Alaska business right here. 

No. But on the possibility of the situation have you considered that?— 

. I was figuring exactly on the Alaska business. 

Q. I do not want you to say anything that is not exactly right, but have 

considered the possibility on a proper rearrangement of the steamships 

ithe Alaska route doing without two ships that now engage in that traffic? 

Is this on the Alaska route or on the Alaska tourist business? 

~Q. I do not know that there is any difference—A. They run a regular 
; to Alaska; we do not. If it is on the tourist business, according to these 

it could not be done during that time of the tourist. movement. 

Q. You are quite sure it could not be done?—A. I don’t think two less 

s could do it. 

-Q. No matter how continuously the ships were on that business?——A. That 

8 only, of course, an opinion. 

» Q. You have not worked it out?—A. No, I have not worked it out. 

_ Q. There is no use my pressing it then. 

Hon. Mr. McRaz: I think I can give you some information on that, Colonel 

, for I am thoroughly familiar with the position. What Mr. Warren 

true. The Alaska business in growing, and the travel to Alaska in the 

season is limited entirely to the capacity of the ships. If you want a 

h in the tourist season you have to engage it three or four months ahead. 

Hon. Mr. Buacx: Could not the ships make more trips? 


Hon. Mr. McRas: I think they are making them as fast as they can. Ona 
ike that a ship must lay over at Vancouver for servicing. I think the 
S are just as good as they can get out of the ships. 


By Mr. Biggar: 


Q. Captain McMurray tells me, Mr. Warren, there is an arrangement 
year between the two companies as to how many trips they will make. 


Hon. Mr. McRas: That is probably the trouble. 


Mr. Biccar: They keep them full by cutting down the trips. I do not 
vy that we can get any further on that. 


e by Mr. Biggar: 

Q. What happened to those ships on the Alaska route running those 
sions?—A. Tied up; that is, the big boat Robert. The George and the 
¢ run on the regular trip as far as Stewart. In winter we only operate 
at on that run and one boat once every two weeks on the Charlotte 
run. . 

Q. Is the big boat tied up altogether?—A. It is tied up. 

Q. Have you anything more, Mr. Warren?—A. I have the car barge matter. 
Japtain McMurray, on page 968 of No. 18 of the Record, states,— 
The Canadian National Car Barge Terminal is at Port Mann, up the 
_ Fraser River a little above New Westminster. This service starts from 
there and goes over to Victoria and other points on the Island. The 
Canadian Pacific Car Barge Terminal is in Vancouver Harbour. It was 
assumed that under unification these two barge services would be con- 
lidated and the barges routed through Vancouver. This would give an 
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annual saving of $104,000 with the elimination of the extra 
the elimination of one barge fleet. A further consolida 
which could have been made under unification would have made 

of $18,000. 1 


and on page 969:— : 
The consolidation of the Barge Service would provide another $$ 


and on page 968:— i 
It was also estimated that further savings would be effected by 7 
consolidation of Car Barge Services between the mainland and — 
couver Island. 
With reference to the proposed elimination of the Canadian Na 
Ferry slip at Port Mann. This slip is located immediately alongside t 
freight train terminal at Port Mann, through which is handled all 
dian National traffic to and from the coast; cars can, therefore, be moy 
from car barge to train and vice versa with the minimum of expense. — 
The proposal contemplates and is based on the delivery 
Canadian National Island traffic at the Canadian Pacific Railway 
slip in Vancouver Harbour for furtherance by barge. 
The rail mileage involved between Port Mann and the C.P.R. 
slips in Vancouver Harbour is 18-64 miles, necessitating an additional 
haul of 37-28 miles, going and returning, per car moved. ae 
On basis of the 14,755 Vancouver Island cars handled in and 
of Port Mann in 1930 this additional rail haul would have meant an a 


tional car mileage of 275,181 miles. 3 
Captain McMurray apparently has not taken this additiona 
expense into consideration in his calculations. “ 
On page 969 of No. 18 of the Record, Captain McMurray state a 
further consolidation of staffs which could have been made — 
unification would have made a saving of $18,000.” 


The staff employed in this service by the Canadian National Rai 
consists of one supervisor of barge and ferry service, and one clerk, whose 
also cover and include the barge and ferry service on Okanagan Lake. ~~ 

The. entire staff expense does not exceed one-third of the estimated say. 

On page 968 of No. 18 of the Record, Captain McMurray states:— — 


This would give an annual saving of $104,000 with the elimi 
of the extra service, and the elimination of one barge fleet. ot 


The Canadian National tug and barge equipment to handle business to and 
Vancouver Island consists of two tugs and two barges, the latter 15-car ca 
each. The steamship Canora car ferry (18 car capacity) is a stand-by 
available for service, and put into service when traffic conditions warrant. 

The Canadian Pacific service provides for movement of cars betwee 
mainland and James Island, Nanoose, Comos and Ladysmith, where conn 
is made with the Esquimalt and Nanaimo Railway (Canadian Pacific). 
for Victoria and points served by rail are moved from Ladysmith by 
destination. 

The Canadian National service provides for movement of cars betw 
mainland and James Island, Ogden Point, Point Ellis, Cowichan Bay, Bam 
Chemanus and Nanaimo. The Canadian National equipment, in add 
transfer of\cars between the mainland and the Island is also required to 
cars of export lumber to Ogden Point dock at Victoria from Island points 
other traffic between Island points. Ogden Point has no rail connecti 
only served by Canadian National tugs and barges. E 

[Mr. A. E. Warren. ] 
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2 export lumber handled by the Canadian National Railways at 
nt dock since 1930 is as follows:— 


whe ; Number of Feet B. M. 
“) Loaded Cars 

316 8,500,000 

420 11,000,000 

1,406 58,500,000 

2,892 67,500,000 

2,165 52,500,000 

2.128 50,000,000 

964 23,000,000 


age for seven years 1,470 cars per year, or 2,940 loads and empties in and 

f Ogden Point, and in the peak year of 1934, 3,784 loads and empties in and 

f Ogden Point. This traffic is in addition to the movement of cars between 

Mann and Island points. The total cars moved by barge and ferry service 
out of Port Mann were as follows:— 

1930—14,755 cars, or an average of 7,377 each way. 


1937—9,858 cars, or an average of 4,929 each way. 


_ The capacity of the Canadian National tugs and barges out of Port Mann 
0 cars per month. The average one-way movement for the year 1930 was 
) cars per month—there must have been some overtime—and for the year 
416 cars per month, or 70 per cent of tug and barge capacity. 

lowever, the service arranged cannot be based on yearly or monthly 
ges, and the daily fluctuations are such as to require the reasonable provi- 
car capacity to take care of such fluctuations. 

e situation of the industries and the communities on Vancouver Island 
e considered in the light of the physical conditions as they exist. The 
ries, due to location, are somewhat handicapped in their realtion to markets 
mpared with similar industries located on the mainland. The communities 
receive and ship those similar products, many of a perishable character, 
ure produced or required by similar communities located on the mainland. 
ing to the failure of the Canadian Pacific Railway to disclose the details 
c handled by them, we have had to assume that the Canadian Pacific 
traffic to and from Vancouver Island is at least comparable with that 
Canadian National Railways, possibly greater. The proposal contemplates 
nination of one barge fleet, as stated by Captain McMurray at page 986. 
is apparent that this cannot be done, and that in addition the Canadian 
al tug and barge service provides the most economical transportation by 
uiring the somewhat expensive rail haul between Port Mann and Van- 
ver waterfront, and on the Esquimalt and Nanaimo Railway from Ladysmith 


By Mr. Biggar: | ! 

. Have you made any study of what saving could be effected in connection 
se barges by unification? —A. It would all depend, sir, if it was unification 
hole system, or just of the barges. If it is unification of barges, there 
be nothing in it. It would cost more than would be saved. 

. But on the other basis?—A. I do not believe that Captain McMurray can 
‘ay wtih two barges, but I believe that at times it might be possible to 
with one. 

ave you made any study on the basis of unification of the two 
—A. I have come to a conclusion. 

re you made any study?—A. No, I have not. 
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_ By Hon. Mr. McRae: Se a ete 

Q. You have no harbour dues at Port Mann, have you?—A. No, sir. 
is another thing. I forgot that. ; ! 

Now, I want to add that in March, 1933, the Canadian National and (¢ 
dian Pacific Railways appointed a joint committee to consider all econ 
possible in operations of the several coastal services under either—(1) 
gamation of fleets, or (2) elimination of duplicate services through co-ope 
The committee consisted of Thomas Louden, Acting General Superinte 
and G. A. MeNicholl, General Passenger Agent, for the Canadian Nat 
and C. D. Neroutsos, Manager of Coastal Services, and N. R. DesB 
Assistant Passenger Traffic Manager, for the Canadian Pacific. The fin 
of this committee were that no further economies would be effected by adop 
either of the proposals, and I wish to file with you a copy of this report. — 


= 


By Hon. Mr. Hugessen: 
Q. A joint report?—A. Yes, sir. 


By Mr. Biggar: ’ 
: Q. That is the report of the joint committee with regard to the savin 
possible in connection with— —A. Amalgamation or co-operation. 
Q. In connection with the water service on the Pacific coast?—A. Yes. I 
more particularly refers to the steamers. a 
By Right Hon. Mr. Meighen: 3 
Q. Do you say it covers amalgamation as well as co-operation?—A. Yes 

sir. The idea was— 


q 
& 
— 


By Mr. Biggar: 

Q. Just co-operation as far as the water services are concerned, but 
of the two systems.—A. The idea was that if we could put them all toge 
and form a separate company, and let them go at that. 3 

Hon. Mr. Stvcuair: Mr. Biggar, you got from the manager of the Atla 
region and the manager of the Central region statements of their net opere 
revenues or, maybe, losses. I think you should get a similar statement {ror 
Mr. Warren in regard to the Western region. a | 

The Witness: I can tell you this, that last year, on account of the ¢ 
failure, we just managed to get out of the red. We were so close to going mt 
the red that we just escaped it. eS 


By Hon. Mr. Sinclair: q 
__ Q. Can you give us a comparative statement of the peak year of - 
and where you stood that year?—A. Yes. In 1928 the business was $96,346,50 
and the expenses $79,996,062.20, leaving a net of $15,350,453.75. That 1 
just operating. sd 


By Hon. Mr. Dandurand: 
_Q. I did not hear a word of that last statement. Would you mind repé@ 
it?--A. The total operating earnings, sir, were $15,350,453.75 in 1928. | 
year the total was $110,000. . 
® 

By Hon. Mr. Black: 

Q. That would be receipts over operating costs?—A. Yes, sir. 
(Mr. A. E. Warren.] 
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'y Hon. Mr. Sinclair: 

Can you file a statement to this effect? What would be your net operat- 
nue for last year with the economies you have put in force during the 
umber of years, if you had the tonnage on the Prairie Provinces that 
had in 1928?—A. I think I could work out something, sir. You see, we 
decrease last year in gross business of over $29,000,000 over 1928. 

. And your economy of operating costs as compared— —A. Our costs are 
I will work out the statement. 


PAVY 


By Right Hon. Mr. Meighen: 


: PQ. They would go back if you had a crop?—A. If we had a 400 million 
d op, it would mean $25,000,000 and more. 


q The committee adjourned until to-morrow at 11 a.m. 
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~ Canapran Pacimic Ratuway di inaa RE / Opmmarmne 
; System YEAR 1930 


Gross Revenues— : Nag 
Canadian Pacific (Table 11, Page 5l).. 2 oe) PAP ee ened On 2ib G26 


ie Canadian National (Table 1d, Page Syl ae Calis SMe alr igthrahe toe yy SOO oO woe 
- Add: 

NorthermuAlibertba: ivallwiaySntecres ses Ute! lle 1 lucrotg Ueue uu ane conauels 2,253,740 

< Total year 1930 under separate operation... .. .. .. .. -. .. =. Bj avait 
Add: : é 

‘ Increase in Gross Pees under unified mane ORY Sees 
. G, Page 421).. Rr eee UNI Om ere Mom. GI Er aay, 1,396,000 
- Operating Expenses— 

Canadian Pacific (Table 12, Page 51).. .. .. .. .. ee ee oe «. $153,750,665 

Canadian National) @lable: 125) Paget). a ueiis st ct suiaiune ee eniel- wer eo, coo, ULo 


Add: 
INGEDHenn Alberta tue Ll w aysiet was © cxeyhechectayie oe ase ame sali eee ene 1,952,390 


Total year 1930 under separate HPELALLON jee eee See ee Ooo OOS 


Deduct: 
Savings under unified management: 
Railway Operating Expenses 
(Exhibit “H,” Page 422).. .. .. .. .. $64,267,683 


Telegraph Hxpenses 
CH xhibita al? Papen 426) ees | ie Oe F768 


Express Expenses 
(Exhibit “J,’ Page 426).. .. .. .. .. 1,450,000 $66,665,451 sea 3 


Net Railway Operating Revenues. . 


; Canadian Canadian 
Operating Ratios Pacific National N.ALR. 


Under separate operation.. .. .. .. 78-4 91-2 86-6 
Under unified management... .. .. >. 
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EXHIBIT NO. 82 


LA 
ate eS 


y. or Untr Costs Years 1930 anp 1937, Canapran Paciric Ratway System AND 
me tah, Canapian Narionat Raruways 


Year 1930 Year 1937 
C°P:R.> | CAN. | CG. PaR ae Nake 


Unit Basis 


SACO n6 he oar Per mile of line..... 84 00 167 00 78 00/ 120 00 


NCO Eee meer Uo) ber mile.of line... 1,164 00} 1,412 00 801 00 
ation and Office Buildings.........../Per mile of line..... 84 00 83 00 55 00 or Pe 
Shops and Enginehouses.. : .|Per mile of line..... 45 00 65 00 47 00 49 00 
Telegraph and Telephone cae Se Per mile of line..... 69 00 59 00 68 00 66 00 
Removing Snow, Ice and Sand.. Per mile of line..... 61 00 72 00 61 00 62 00 
s ‘aintaining Joint Tracks and Other 
MME VRCB oo, isle ahoip's Fe SOs esd a Per mile of line..... Dr. 4 00/Cr. 33 00/Dr. 13 00/Cr. 29 00 
cee he adn as chek owls § Per mile of line..... 161 00 203 00 121 00 160 00 
A a iy el See Oe CR enn Per mile of line.....| 1,672 00} 2,028 00} 1,244 00) 1,487 00 
M: INTENANCE AND SO a cts. cts. cts. cts 
Bemperintendence..,))..----.--+2-.--.,|Per train mile....... 165) 3.4 1.9 2.6 
BSOpeMACHINGLY 0 clon. sec tees Per train mile....... 2.8 2.6 3.0 ois 
Steam Locomotives—Repairs......... Per loco. mile....... 17.0 22.0 16.0 20.0 
‘ 'reight Train Cars—Repairs.......... Pericanmiles.... 5.0 ik 74 18) 0.9 js 
Passenger Train Cars—Repairs........ IRerccannmtles ers eer one 3.5 4.6 4.4 
Work Equipment Repairs............. Per train mile....... 1.9 225 1.5 Dee 
ewals, Retirements, Depreciation, ; 
coast fics ROLIBEE BRR CERES Eee Per train mile....... Ons 7.0 14.8 16.0 
“ss nib Gene etd ey OE SE a ee Per train mile....... 0.9 me, 1.2 1.9 
coisa Sad ee IS ohne Sec eee ee Per train mile....... 66.0 83.0 77.0 90.0. 
ah = Exrrnsrs— Raw— $ cts. $ cts. $ cts. $ cts. 
Superintendence ae ciate ae Ge On oer Per $1,000 of revenue 6 14 8 85 6 67 7 87 
0 utside ENP ONCICS AMT eerie ie ests ates Per $1,000 of revenue 16 04 92 70 15627 ae lef 
Advertising UNGEV EACH ORM nn ete kevin Per $1,000 of pas- ; 
senger revenue.... yh G4 58 10 42 09 30 61 


Colonization, Agriculture and Natural 

MEBETeSOUICER ge cn. ait ewer sees ees oo (Canadian National Pee. 
i Expense 1930 

$545,000 and 1937 

$149,000. Canadian 

Pacific expenses 

charged Land Ac- 

Counts): Jo Bo Seek Sac cde|S ote eee 3 lee 


Bese wees eee sn ete errt reser senannes 


SPORTATION ExPpENSES— cts cts cts cts 
ee ee ae Per train mile....... one 6.9 5.0 5.8 
$ cts $ cts $ cts $ cts 
Despatching MET IN SR ei iae Sicees, al cke oye Per 1,000 train miles 26) 25 25 57 21 62 22 97 
ets. cts. cts. cts. < 
oo Weed Aare ee ee Per $1.00 of revenue 6.5 7.4 6.4 yj 
ee ne hae ete ilies Sines Per 1,000 car miles. . 10.91 {Beal 8.66 11.25 ¥; 
i TIE Hho poten tat ee ee ee Per train mile... ..<.- 81.7 86.7 76.4 83.9 
Te Eeranh and Telephone.. \Per $1.00 of tele- 
‘a graph and _ tele- ie 
oe - | ine revenue.... 70.3 80.2 64.8 Asi | oe 
“oq enti Sigg loon er $1.00 of express 
= ie. 54.3 46.7 57.4 50.7 
Operating Floating Equipment....... No com arable Unit! ct ccs [oeeose eae eee eee 3 
ee Rit Sanaa Derctininaaite anels 9.32) 10.27 7.32 9.23 : 
$ cts $ cts $ cts 


Ri Mane nis ‘ate ‘ ees Mura We esd aA Sela Br Dae ae eta of 
TABOO SCRA OOM MIT Tinta 1a bunts 


ry { 


bee n a i é oS 
EXHIBIT NO. 82 


Comparison By C. P. Ry. or Unir Costs Yzars 1930 anp 1937, CaNnaviAn Pacrric Ramwa 
¢ : -  Canaptan Nationat Raipways Ce 


‘Year 1930 Year 1937 


— Unit Basis Se 
CEB ER SCENE eG Pee aa 
$ cts.) $ cts 
GENERAL ExPENsEs— 
Salaries and Expenses of General Offi- 
GBS ime ian een rcagiiens Ske RN Nm ARIEL Per $1,000 of revenue 2 99 4 41 
Salaries and Expenses of Clerks and 
Attendants..........................]Per $1,000 of revenue 9 83 16 04 
any EXpensesial sve oe oN ay Per $1,000 of revenue 1 43 2 25 
Stationery and Printing..........,.... Per $1,000 of revenue 0 79 0 68 
PHORATICO Tay men n J iaie nar yiten UT cui No: comparableumit. entangle Pot oe ie deen anne ee 
Pen aOnsmae ence ae WS UMA A Tel Per $1,000 of revenue 5 49 8 62 
OP MO TR We aM ieee to n'a TAN UN be Per $1,000 of revenue 4 42 Sal? 
SS POY ba ae Nah Sd Bae AMINO Bae Per $1,000 of revenue 26 80 ot AS 
$ cts.| $ cts 
MISCELLANEOUS OPERATIONS— 
Dining and Buffet Car Service........ Per $1.00 of dining 
Ri and buffet car rev- 
NUS!) Hi Mn ae nae Nees 
Total Operating Expenses....... Per $1.00 of total cts. 
: revenues (operat- : 
AN AGO) ties ee 78 36 91 18 80 40 


Nore:— Details of Expenses made on basis of accounts as set forth in exhibits Nos. 25 and 26, pages 64 
83 inclusive of the record of the proceedings in order that the comparison as between the two railwa 
and as between the two years may be as nearly comparable as possible. This has involved slig 
changes from the basis of figures used in exhibit 49. 


Canadian Pacific Railway Company, 
; Montreal, June 11, 1938. 
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m1 ittee on appraisals on reproduction cost of the communica- 
~C.P. and C.N. Rys. (Not printed.) 


EXHIBIT No. 84 


py of lease from Montreal Telegraph Company to Great North Western 
eraph Company. 


HESE ARTICLES OF AGREEMENT, made this seventeenth day of 
\ugust, A.D. 1881, by and between the MONTREAL TELEGRAPH COM- 
ANY, hereinafter called the Company, a body corporate and politic, duly 
eorporated under the law of the Dominion of Canada having its chief place 
usiness at the City of Montreal, represented for the purpose hereof by the 
sident and Secretary thereof; And the GREAT NORTH WESTERN 
GRAPH COMPANY, hereinafter called the Contractors, a body politic 
rporate, duly incorporated by Statute of the Dominion of Canada, repre- 
ited for the purposes hereof by the President and Secretary thereof; and the 
VESTERN UNION TELEGRAPH COMPANY, a body corporate, duly 
jorporated under the Laws of the State of New York, hereinafter called the 
rantors, parties of the third part, herein represented and acting by the 
ident and Secretary thereof, duly authorized by the said company accord- 
© the Constitutions and By-Laws thereof, and according to the Laws of the 
State of New York, Witness, oe 


ada, and in the United States, and the Contractors own and operate a 


ate the line of telegraph within the said Dominion of Canada, heretofore 
as the line of the Dominion Telegraph Company. 

nd Whereas, for the purpose of terminating unnecessary expenditure, and 

combining the advantages of the said several systems of telegraph, the said 

ractors are willing, and have agreed, to undertake the working of the 


oved the terms and conditions thereof, as contained in the present articles. 
greement, by a resolution of the shareholders of the said Company, at a— 
general meeting thereof, duly called and held at Montreal on the 17th 


1 and agreed as follows: 


aph, owned and heretofore operated by the Company by means of its own 


and lines, and all and every part thereof in such manner as to perform 


ole 

Sap cy mi Ax, 

aS 2% 2 bh ea 
od : BAK, 


hereas, the Company owns and operates lines of telegraph in the Dominion — 


telegraph in the Province of Manitoba, and the Guarantors hold and Ke 


of the Company, at a fixed rate of remuneration, upon the terms and con- _ Mae 
ns hereinafter provided, which offer the Company has accepted, and has 


August, 1881, for the purpose of considering a proposal for the working 
e lines of the Company, for an annual guaranteed dividend of Hight per — 
it, upon the capital stock of the Company of two millions of dollars and upon — 

> conditions, a copy of which resolution is hereunto annexed. sis 
Now, therefore, these presents witness that the parties hereto have coven- 


The Contractors undertake, for a period of ninety-seven years from and — 
he first day of July, 1881, to work, manage and operate the system of 


oyees, and operators, and conduct the business thereof in all respects as : 
mtly as the Company has hitherto operated the same, collecting in the VG 
of the Company such rates and charges for messages as the said Company 
establish from time to time, with all other the earnings of the said Telegraph — 


llest extent all the obligations of the said Company towards the publig. a 
from and after the said last mentioned day, the Contractors will, during 
tinuance of this agreement, maintain the said Telegraph lines in as: good - Nie: 


ey 
wip 
ba 
iy is 
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condition and with equal efficiency for business, as the same now are. And to 
assist in the management and maintenance of the said line of Telegraph, it is 
hereby agreed that the Company shall deliver over to the Contractors, forth- 
with, all such materials and stock in hand as shall then be in its possession for 
the purpose of its ordinary current business; in which, however, shall not be 
included any stock of wire or other material which it has acquired for the 
purpose of building new lines, and which now remains in store and has not been 
issued for current use, which latter class of material the Contractors shall take 
over and pay for to the Company in cash at the cost price thereof. And it 
is hereby agreed that the Contractors shall assume and pay all expenditures 
on new lines incurred subsequently to July Ist, 1881. 
3 The said Contractors shall have the right to use and occupy during the 
continuance of the present agreement, all the offices, stations, buildings and 
property of the Company, save and except the Board Room of the Company at 
Montreal, with the adjacent Secretary’s Room, and except also a sufficient portion 
of the vaults of the Company for the purpose of preserving and keeping in safe 
custody the books and muniments of the Company, all of which, with free access 
thereto, are herby reserved for the use of the Company, and the Contractors m 
sub-let. such parts of the building of the Company as are not required to carry 
on the business of the Company. But the Company may sell or otherwise 
dispose of for its own benefit, the buildmgs in Montreal and Ottawa not now 
used or required for the use of the Company in its business. q 
4. It is hereby further convenanted and agreed by the parties hereto that 
upon the requisition of the Contractors, the Company shall from time to time 
change their tariff of fees and rates in such manner as shall be stated in suck 
reguisition, provided always that the Company shall not be required or bound 
to make such alteration in the said rates as shall make the transmission of # 
message of ten words over the present extent of the lines of the Company i 
Canada or any part thereof, cost more than twenty-five cents, but subject to be 
adequately increased generally or locally in the event of any charge or t 
being at any time imposed by any Parliamentary or local enactment or au 
ority beyond the amount now payable by the Company or in the event of 
Contractors being legally compelled to substitute or provide other means than 
those now in use by poles for carrying their wires through cities and towns. — 
5. The Contractors hereby bind and oblige themselves to pay to the Com- 
pany, quarterly, during the continuance of this agreement, the sum of forty 
one thousand two hundred and fifty dollars on the first days of Octob 
January, April and July in each year from out of the proceeds of the opera 
tion and use of the said Company’s lines and property which proceeds, the con: 
tractors hereby warrant shall amount to the said sum of forty-one thousa: 
two hundred and fifty dollars per quarter, or one hundred and sixty-five thousand 
dollars per annum. 4 
6. The said Contractors also bind and oblige themselves to pay all costs ane 
expenses of operation of every description, including Municipal taxes, a 
assessments on property owned by the Company and occupied by the C 
tractors, and shall keep the property of the Company free and clear from 
liens and incumbrances arising from taxes and assessments, or from any ae 
of the said Contractors during the continuance of the present agreement. — 
7. The Contractors hereby further agree and bind themselves at all tin 
during the continuance hereof, faithfully to execute and perform all the ec 
tracts, covenants and agreements of the said Company, agreed to be execut 
and performed by the Company, in the several contracts and agreements betw 
the said Company and all Railway Companies and other parties, that are 
in force and effect, and to save and hold harmless and indemnified the 
Company from all such covenants, contracts, and agreements. And the 
tractors hereby acknowledge to have received communication of such contra 
and agreements, a list of which, signed by the parties hereto, is hereto anné 
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It further covenanted and agreed by and between the parties 
at if, at any time, the Contractors should fail to make any one 
ie quarterly payments hereinbefore stipulated, and the default to pay 
-same should continue for thirty days after the same shall have become 
, and notice in writing of such default shall have been given to the Guar- 
by serving the same on one of their principal officers in the City of 
York at the expiration of the said period of thirty days, and if the said 
antors shall not pay the sum so in default within thirty days after the 
rice of such notice in writing, the Company shall have the option in its 
wn discretion to resume possession of its lines and property, without any 
al proceedings being necessary for that purpose, further than a notice, in 
riting, to the Contractors and Guarantors, of the intention so to resume 
ossession thereof. And by so resuming possession of the said line, (if the 
ompany should make its option so to do), it shall not impair or obstruct 
remedies for the recovery of any arrears of the said payments due at~the 
me of such resumption, against the said Contractors or against the sureties 
w such payment hereinafter provided for. And upon resuming possession 
3 aforesaid, upon such default, the present agreement in so far as it shall 
itle the Contractors to work and operate the said line of telegraph, or to 
eive any remuneration rate or charge for any message over the said line, 
any revenue of any kind or description in respect of the property of the 
id Company, shall ipso facto cease and be determined, remaining in force, 
ever, in respect of any stipulations therein contained for the protection 
the Company from taxes or assessments and from other liens or indebted- 
s, and in respect of the maintenance of the line of the Company in good 
er and condition as hereinbefore agreed. 
9. And from and after such resumption, the Company shall hold, and 
oy, use and operate the said line of telegraph, and the property referred 
n the present agreement, in the same manner and to the same extent as if 
agreement had not ‘been executed. And in such case the Contractors 
ll forfeit and surrender to the Company for its use and benefit all addi- 
s and improvements they may have made to or upon the lines and property 
the Company herein referred to, and all telegraph lines, with their appur- 
ances, which the Contractors may have constructed during the continuance 
eof. And the Contractors will also pay to the Company all sums which 
aay be due to it under the provisions hereof to be computed down to the 
e of such resumption of possession. 
- 10. The Contractors hereby further expressly covenant and agree that 
pon the termination of the period herein limited, or upon the earlier ter- 
ination of this agreement for any cause, they will deliver the line of tele- 
ph and property herein described or referred to, to the Company in as 


Company by the Contractors under the terms hereof, together with all 
improvements and additions which the said second party shall have made 
upon or to the said line of telegraph and property during the continuance 
eof, and also together with all supplies for the ordinary current maintenance 
the said telegraph line, which shall then be in the possession of the Con- 
ors, for the purpose of repairing, maintaining and operating the lines 
0 be returned to the Company. 


e made by the Company for future deliveries of supplies and material 
lereby assigned to and accepted by the Contractors, who hereby under- 


ration and discharge of the Company. ae 
2. In consideration of the premises, it is hereby further agreed by an 
n the parties hereto, that the Contractors shall retain as their remunera- 
r the working and operation of the said telegraph lines and for the 


d a condition for business as that in which they were when received from 


11. It is hereby further understood and agreed that all contracts here- 


and agree to carry out the conditions of such contracts to the entire. 


1120 


Reiidenuaae by them of a the pbantons an nudes hereby pose 
them, the balance of the earnings and income of the said telegraph line 
property which shall remain in their hands after the payment to the Com 
of the said sum of one hundred and sixty-five thousand dollars per annum 
said Contractors hereby agreeing to accept such balance as such remune: 
to whatever sum the same may amount. And they hereby assume all ris 
there not being any such balance, hereby undertaking and agreeing to make 
claim or demand upon the Company for remuneration upon any ground, or f 
any cause whatsoever, the true intent and meaning of these presents heing tk 
the Company shall, during the continuance of this agreement, continu 
receive the quarterly sum of forty-one thousand two hundred and fifty do 
at the dates hereinbefore mentioned, whether the earnings and revenue of 
said lines and property shall amount to that sum, or more, or less. 

And the said Guarantors, the Western Union Telegraph Company, pa 
hereto of the third part in order to perfect and extend the connectio 
Telegraph Companies and to promote a union with the Telegraph system 
other states and countries, do hereby declare that they have taken communica 
of the foregoing articles of agreement, and at the request of the Contrac 
and for and in consideration of the sum of one dollar to them in hand pai 
the Contractors, the receipt of which is hereby acknowledged, they, the 
Guarantors, do hereby bind and oblige themselves, as the sureties of the sa 
Contractors, jointly and severally with them, for the payment of all the sums 
of money and the performance of all the obligations and duties, which the 
Contractors have in and by the said articles of agreement bound and obl 
themselves to pay and per form respectively, A 

The said Guarantors hereby undertaking to make such payments and 
perform such obligations and duties respectively, upon receiving notice 
aforesaid from the Company of the default of the Contractors so to do, ai 
without any obligation on the part of the Company to attempt to enforce 
making of such payment in default or the performance of such obligatio 
duty in default by the Contractors, before seeking its recourse against the 
Guarantors, the latter hereby expressly waiving any right or claim which th 
might’ have, to the discussion by the Company, of the Conn bef 
proceeding against the said sureties. Re 


In Witness Whereof, the parties hereto have executed these presents, at th 
ee and dates set opposite their names respectively, in triplicate. 


day of August, A.D. One Thousand Eight Hundred and Eighty One. 


(Sgd) HUGH ALLAN, President, Montreal Telegraph Co. 
(Sed) JAMES DAKERS, Secretary. 


(Sgd) ERASTUS WIMAN, President, Great North Western Telegn D 
Co. of Canada. ; 


(Sed) ED. P. LEACOCK, Secretary, Great North Western Tel. ; 40 
of Canada. ae 


Signed and executed by The Western Union Telegraph Cone in 
City of New York, August 20, 1881. 


THe WESTERN UNIonN TELEGRAPH CoMPANY, by 
(Sgd) NORVIN GREEN, President. : 
(Sgd) A. R. BREWER, Secretary. 
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re NT BY CORY. or Exuisit No. 56, re Present Status or PRoposALs 
AROS For LinE ABANDONMENT 


_ Exhibit No. 56 presents the Canadian National view of the present status 
e various line abandonment suggestions included in its statement of 2,098 
les common to the Canadian Pacific and Canadian National submissions to the 
uff Royal.Commission. The Canadian Pacific does not agree with this view. 


‘The Canadian Pacific believes that in tabulating the status of the several 
items included in the 2,098 miles as listed by the Canadian National, the 2,179 
iles of railway actually dealt with must be considered. The Canadian Pacific 


these 2,179 miles. 


It will be noted from this Canadian Pacific statement that more mileage 

been actually abandoned, that more mileage has been approved by the 
nt Executive Committee for preparation of abandonment agreements, that 
e mileage is at present under study for abandonment, and that less mileage 
as been rejected for abandonment than the Canadian National indicates in 
chibit No. 56. 


The Canadian National exhibit implies that the rejected mileage has been 
nally rejected. The Canadian Pacific statement divides this mileage between 
t rejected under co-operation by the Joint Co-operative Committee and that 
ed by the Canadian National without consultation with the Canadian 
e. The Canadian Pacific ibelieves that under unification all of this rejected 


bandon a very substantial portion of it. 


ents in the following statement its understanding of the present status — 


eage must be restudied and that under such restudy it will be found possible — 


og ee oe SPECIAL comMITTER 


EXHIBIT No. 85—Continued Cy its 


M emorandum: | 
The Canadian Pacific desires to draw attention to the fact that a sum 
of the information: appearing in the Proceedings indicates that: o 


~ The mileage abandoned under Joint cg SS Committee Reports 
No. 25 and No. 31 is. uf 

The exclusive Canadian Pacific abandonment in . conjunction ‘with 
Report No. 61 is. : 

The exclusive Canadian National abandonments “within ‘the limits 
of the Canadian National statement of 2,098 miles is. a 
Making a total of actual abandonments to date within ie limits 

of the Canadian National statement of 2,098 miles of.. 

The exclusive Canadian Pacific abandonments beyond the limits 
of the Canadian National statement of 2,098 miles but within 
the limits of the Canadian Pacific submission to the Duff Royal 
“Commission, being parts of Items No. 2 and No. 11 and all of 
Item No. 30 in that submission is.. . 

Making a total of actual abandonments to ‘date within limits of. co- 
operation or of the Canadian Pacific submission to the Duff 
Royal Commission of.. .. 

In addition, beyond the limits of the. Canadian Pacific ‘submission 
to the Duff Royal Commission, the Canadian National has re- 
ceived approval of the Board of Railway Commissioners for ex- 
clusive line abandonments totalling. . , 

And the Canadian Pacific has received similar approval « of, and ‘has 
made, exclusive line abandonments of.. mi 

So that the total of line abandonments already made | since the sub- 
missions to the Duff Royal Commission amount to. et 

Under Joint Co-operative Committee Reports Nos. 30, 33, 34 35, 36, 
38-A, 39, 40, 41, 47, 55, 60, 61 and 62, the Joint Executive Com- 
mittee has approved preparation of ‘agreements covering addi- 
tional abandonments of.. : 

And in conjunction with Joint Co- -operative Committee Report No. 
34, the Canadian National has undertaken to abandon. . 

- So that the total of line abandonments already made and in prospect 
amounts to. re PEN at is iba yr. etn ee ih Seale 


Montreal, P.Q., 
June 13, 1938. 
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EXHIBIT No. 86 | 


Statement By C. N. Rys. Respectinc THE DiverRsION oF FREIGHT TR 


and Moncton are such that heavier trains can be handled over the N. 
The density of passenger traffic also being lighter on the N.T.R., with be 
facilities for the yarding of trains at Monk, Edmundston and Napadog 
than at Riviére du Loup, Mont Joli and Campbellton it is possible to gi 
quicker despatch via the N.T.R. 
The utility of the N.T.R. route as compared with the I.C.R. for f 
operation is demonstrated in the following table which shows the numl 
of trains it would be necessary to run over the various portions of the 
routes using 53 per cent Mikado type locomotives with full rating to han 
eastward one hundred thousand gross tons in 2,500 cars (equals 40 
tons per car, the average for 1987). 


No. of Trains 


N.T.R. Route— trains miles 
POLLY Cay LOWE ie) ae 1) enn teed ie ucla 103 miles 38 3,914 
Monk-Edmundston.. .. .. .. .. .: pe 33 4,092 
Edmundston-Napadogan.. .. .. .. Sera 36 4,068 : 
Napadogan-Moncton.. .. .. .. .. LQ un 35 4,165 2,827 actual gr 
459 “ 16,239 Total 
L.C.R. Route— 
POI ANIV GIL LOM D Je) wieder saris teudteee 117 miles 48 5,616 
Riv. du Loup-Mont Joli.. pO Sut Pies 58 4,814 
Mont Joli-Campbellton.. IME 35 3,675 
Campbellton-Moncton.. DSi tee 59 11,033 1,957 actua 
F 492.“ 25,138 Total 


This shows that 55 per cent more train miles are required on IJ 
than on the N.T.R. to handle the same amount of traffic, without regar 
the more adverse weather conditions on the I.C.R. It may also be rem 
that an increased grain movement, for instance, resulting in greater avera 
gross tons per car, would raise this percentage, the increase in train mil 
via the I.C.R. amounting to 61 per cent where cars average 60 gross tons. 

The data shown above relates to eastward movements only, but a 
- operating conditions affecting westward movements are very similar it 
seem unnecessary to treat them separately except to point out that on t 
I.C.R. full tonnage trains must be assisted in each direction over the Sa 
grade, a distance of 29 miles, whereas, on the N.T.R. there are 13 miles 
pusher grade eastward to Summit and 13 miles of pusher grade westward 
Pelletier. a 


¥ 
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Bere EXHIBIT No. 87 Pigg 
MO By C.N. Rys. Concernine Activities ConpucTep at Various Srations 
eee )\ BETWEEN Monk AnD Paciric JUNCTION 
VL fontaine, Que.—This station serves a growing farming and lumbering 
munity extending to the State of Maine boundary to the south (St. Pamphile), 
istance by highway from Lafontaine to St. Jean Port Joli on the Mont- 


y Subdivision, nearest rail facilities if line abandoned, is 20 miles. Or 
nce by highway from St. Pamphile to St. Jean Port Joli would be 30 miles. 


vga oliday, Que.—This station serves also Bretagne, 44 miles east, from which 
pint there is a highway to St. Philippe, Montmagny Subdivision, a distance of 
12 miles. This will be the only available outlet if the line is abandoned. 


River Manie, Que.—This station serves a district which has produced large 
ames of forest products for many years. If the line is abandoned, the only 
er outlet would be through Crown Lake to St. Pascal, on the Montmagny 
ubdivision, a distance of 14 miles from Crown Lake; or from the River Manie 
Station 16 miles to St. Pascal. The district served by this station includes such 
mills as Hast Lake, Powersville, LaPointe, all large producers of lumber, pulp- 
d and other forest products. 


Pelletier, Que—Serves St. Athanase and other communities to the south 
towards State of Maine boundary. Chabot, 9 miles distant, has five saw mills— 

© other outlet except highway to Ste. Helene, 25 miles. Distance by highway 
letier to St. Alexandre, 15 miles. 


_ St. Hleuthere, Que—Only outlet if line abandoned would be to Pelletier, 
nce to St. Alexandre, distance 24 miles—or to Notre Dame, on Temiscouata 
, via Riviere Bleue, distance of 36 miles over very hilly country. 


Estcourt, Que-—Serves large saw mills—Beaupre Durette & Co. Only outlet 
if line abandoned would be highway to St. Alexandre, through Pelletier, distance 
£ 28 miles, or through Riviere Bleue to Notre Dame on Temiscouata Ry., 
istance of 31 miles, over very hilly country . 


ully, Que—Serves an Agricultural College and a growing agricultural 
unity. Only outlet if line abandoned would be to St. Alexandre, via Pel- 
er, distance of 26 miles, or through Riviere Bleue to Notre Dame on 
iscouata Ry., distance of 26 miles, over very hilly country. 

Riviere Bleue, Que—This station serves also Landry’s Siding, where the 
uteuil Lumber Co. carry on a very large pulpwood operation, drawing 
ood from the State of Maine, the average yearly cut amounting to 
0 cords, all of which is shipped out by rail, largely to Mechanicville, N.Y. 
ine were abandoned in this district, the only other outlet for this wood would 
to Stream Drive to a point on the Bangor & Aroostook Ry. 


ndry, Riviere Bleue and Beau Lake, the output of which mills would have 


ay, a distance of approximately 30 miles, over hilly country. 


 Clendyne, Que.—Serves also Belanger Siding, where A. J. Morin operates 
a mill, producing lumber and other forest products; also a charcoal plant. 
nly outlet for this traffic, if the line is abandoned, would be to Edmundston 
way, a distance of 32 miles. 


+ Baker, N.B—This station serves a growing farming district. if our 
bandoned in this territory, the district would be served only by highway 


EA yw 


lso in the Riviere Bleue district are large lumber and shingle mills; namely, 


tlet to market, except by highway to Notre Dame on the Temiscouata 


undston, a distance of approximately 23 miles, or by the Temiscouata 


gens ay 


1128 ge tats ‘SPECIAL COMMITTEE 


Ry. SS oy Branch eociea by highway over a hilly Lone a di t, 
of 15 miles. . 


Edmundston, N.B—Here is located the pulpmill of Fraser Companies 
Limited, with a ‘capital investment of $6,000,000, manufacturing pulp for t 
Madawaska, Me., paper mills and pulpwood board for shipment direct f 
Edmundston by rail. Fraser Companies’ investment in their Madawaska mills 
represents another $9,000,000. a 

The abandonment of this line would leave this important industry at 
mercy of branch line services, the present Canadian National route being 
direct short line to Montreal and points west in Canada and the United St 

The abandonment of this line would also prove to be a very serious ma 
to Nova Scotia Coal producers. During the year 1937, the Canadian Nati 
handled into Edmundston, for these mills, 1,819 carloads Nova Scotia 
equal to 85,000 tons, which quantity of coal would be supplied by United 
‘States producers through Searsport, Me., and the Bangor & Aroostook Raila 
with Canadian Railways not participating in the movement at all. 


Grand Falls, N.B.—This station serves one of. the best potato growing 
districts in the Province of New Brunswick, there being thirteen potato ware- 
houses located on the C.N.R. tracks under the jurisdiction of this station; 
namely, Grand Falls 3, Caldwell 1, Cote 4, Poitras 1, Drummond 4. If 
abandoned these potato warehouses would. also have. to be abandoned and 
potatoes shipped from C.P.R. tracks, an extra haul of five to ten miles. 

Grand Falls also serves large saw mill at Davis No. 2, located on Salmon 
River. If line abandoned, they would have to haul their product a distance 
of 10 or 15 miles to nearest Railway facilities. ‘ 


New Denmark, N.B—Serves very prosperous Danish Settlement fet 
potato warehouses. ‘Tf line abandoned, it would mean an average haul by high- 
way of ten miles to nearest Railway facilities. i 


Plaster Rock, N.B.—Serves two potato warehouses at Sisson and Wapske 
Siding, serving large saw mill—Beaupre Durette & Co. 


7 


Summit, N.B—Serves also Longley Siding, producing spoolwood =P ¢ d 
by W. S. Anderson for export overseas. “ae 


Jumper, N.B.—Principal industry—Lumber Mill, Flemming & Gibson Ltd, 
located about 2 miles from C.N.R. station, distance to nearest C.P.R. station 
(Bristol), by highway, 23 miles. The capital investment in this induct As 
$200,000. 


Napadogan, N.B—R. W. Baird—Last Block Mill—ships products for One 
overseas, also manufactures lumber for domestic market.’ Nearest rail facilities 
if line abandoned would be by highway to Stanley, a distance of 20 miles. 2 4 


McGivney Jct., N.B—This station is the Junction of the Nashwaak Sub- 
division and serves important lumber mills at Phoenix Mills, Mavis, North 
Cains, Mullen, Landers, Miramichi Lumber Co., Maple Grove, most of which , 
are without any other means of disposing of their product. 


Hardwood Ridge, N.B.—In addition to commercial coal traffic shown, ¢ 
were shipped, from Hardwood Ridge in 1936, 1,125 cars of Railway Coal, 
in 1937, 865 cars. Decrease due to strike. a 
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ONAL RatLways—SnHowine Porurations, Tons or Freicut, Gross FRaiGHt REVENUE, 
AND PassENGER Earnines, Stations Monx To Paciric Jor. Excuustve, 1937 


Popula- |p | Gross see 
3 e- For- i enger 
whee ceived | warded Total peer Tickets Revenue 
Sold 
$ cts. $ cts. 
Las Dee aae ah 4,925 1,449 37,310 38, 759 143,277 98 1,369 1,867 85 
PMc -|n2'= since 65 436 6, 886 (,o22 24,380 75 469 262 15 
Bea acs levee 1, 650 769 47, 923 48, 692 141,468 21 597 477 40 
SS Ca a 650 184) . 15,940 16, 124 47,268 41 348 186 20 
MOTE. 5.) 3 oreo ates 2,000 908 6, 942 7,850 37,276 00 1, 322 1,560 35 
Peele feats ek 1,200 ode 11,316 12, 888 67,567 00 i ee fal 1,598 45 
Br era aS ait, 900 3, 027 4,284 Use 13,078 77 492 670 30 
Maret cies se tis/s 1,800 1,936 49,221 51,157 241,608 42 3,195 3,132 70 
Oh ds Sa eeeoae 800 462 4,262 4,724 18,290 00 268 499 00 
CIRC SS 3,100 878 3,127 4,005 14,444 00 1,032 1,049 00 
1undston (only).... 7,000 166, 616 40,980 207, 596 368,136 00 5,235 18,289 00 
6) 3,300 1,179 5,040 6,219 21,319 24 153 283 90 
A SCR ERERS CES 3,300 24,929 27,472 52,401] ~ 259,302 00 1,609 8,276 00 
5, See ae 5,600 4,483 10, 587 15,070 120,448 23 1, 212 2,823 40 
Mav sisiclets ae 1, 500 2,302 13, 2938 15, 595 78,111 33 474 882 80 
AAs. Seen 4,500 11, 804 15, 896 27,700 55,044 19 2,219 4,047 80 
BOs. o/s e ceeceis 40 230 895 tees 2,700 34 245 204 40 
Beiter se MS 1,000 2,240 20, 004. 22,244 87,061 58 1,424 2,917 72 
Bere iaveiancvetare 200 396 4,341 4,737 17,309 15 562 660 70 
BOVE Sos ni .5 5.5105 + 100 563 10, 049 10, 612 39,018 17 1,189 1,379 60 
wood Ridge...... DOU =) s 2.001 37, 732 40, 283 35,554 71 1, 283 2,378 90 
BARA ei ale wo. 37 si eel ai aie 2,700 5, 245 25, 246 30, 491 61,571 23 1, 653 1,937 40 
Grand Total....... 52,180} 234,159) 398,746) 632,905} 1,894,235 71 27,521| 50,385 02 


(Excluding Edmundston, Green River and St. Leonard) 


a 
a 


MebProight Forwarded. ic. 0. .ci.-rieecsccsechaceadeceners 325,254 Tons 

BEETS DEOCOCIVOC aura ae ai cla 'S Fic.cicalbielclpse sie dalle wie, eres eve 41,435) 

me 366,689 “ $1,245,478 47 
: BN UIMIDCTRINORGUS (SOI iss acc cules vic oc scleccasebdecscneves 20, 524 28,536 12 


$ 1,274,014 59 


ENT for the year 1937 of total Railway Freight—Passenger and Express earnings—the approximate 
opulation and property investment by others than the railway for each agency station (including 
ag stations handled by such agency stations) on the proposed abandonment of the Canadian National 


in Line Monk, Que. to Diamond, Que. 


Total 1937 aupt reat 
Railway A . roperty 
a . pproximate |} - 
Station die Population pyre Remarks 
and Express served than the 
earnings railway 
$ 
lore (Dor. County)............. 12, 400 8,900 
CLUTDC Code Se he can Eee SAB TY ee eet PCRS ton aera 
on OIG OE CIO IE ALGO EE ere DATO O RE Mie bee em mrten |e Pay ely hey stare coe 
20 OOO ORR OEE Oe See 40, 854 11, 200 
~ SCDEL BAA CROC ee 28, 896 4,335 
10 3 UR SEs eee 5451 ag Wr am ta ae La anita fattest eis Bd 
ES eee 48,009 5,600 
ahs wk aes Gee 18, 218 4,700 
BPN esleeh cess aiia ood 21,009 1,870 
SOURS D SLED Nae Roo 7,000 1,000 
(Oy hdeas DAL OO See eR s EE Eee 15, 586 5, 100 
WME Ree eR AS clfeccaase + 42,551 1,100 


Totals, Als oe One 238, 011 43, 805 
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J OINT Revort or C.N. anp C.P. Rys. on BrrvisH Comenne Coasts 
STEAMSHIP SERVICE 


Pursuant to lesiuabons the undersigned have investigated the ope 
of the National and Pacific Companies’ B.C. Ponce Fleets and would rest 
fully submit the following:— ie 4 


The National Company operate three all-year routes and one sum m 
route. oe 

Consist of fleet: 6 ships. (See Exhibit A.) 

The Pacific Company operates seven all-year routes, augmenti 
Nanaimo and Alaska services in summer season; a mot 
ferry service in summer months is also operated between 

and Steveston. 

Consist of fleet: 17 ships; 5 barges; 3 tugs. 

Maps showing all these routes are attached. 


Other attachments 


Exhibit (a)—With details of ships for the National Fleet. 
Exhibit (b)—With details of ships for the Pacific Fleet. 
Exhibit (c)—Indicating routes operated by the National Compan 
total receipts and operating costs of each route in 1982. 
Exhibit (d)—Indicating routes operated by the Pacific Company 
total receipts and operating costs of each route in 1932. | 
Exhibit (e)—Indicating number of days of operation of each vessel 
National Company in 1932. 
Exhibit (f)—Indicating number of days of operation of each vessel { 
Pacific Company in 1932. Ss 
Exhibit (g)—Memorandum on terminals at various ports. y 


Earnings and Expenditures—in 1932 as presented in Comptroller’s reports were 
Earnings Expenditures 

INAOMALEE Aro. snare ee an 821,906 68 $1,319,258 78 — 

Pao el Wien th Se hee whi eee Oana 2,648,863 61 


(National Expenditures include $294,112.23 for charges on Prince H 
and Prince David Eastern operation.) } 


Objective— 


To effect all economies possible in operations of the several Coastal. 
vices under either of the following proposals:— ; 


(1) Amalgamation of the present fleets thereby enabling the formation n t 
an independent steamship company. 
(2) The elimination of duplicate service through co-operative measures s. 


Findings— a 
‘ Both companies have, most apparently, effected substantial reductions du 
the past year and their programs for 1933 will show continued reductions by 
laying up of ships and other economies in operation. 

The all-year and summer routes operated in 1932 are considered nec 
and. should be continued. Curtailments of periods of operation of: 
services are already provided for. Results in 1932 show that “out of 
expenses on practically all routes were exceeded by receipts. ie 

The feeding values to rail and other services by the ships of both 
panies on the Northern British Columbia route substantially ne pea ou 
gross earnings. 
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vings estimated at $27,200 could be made on the following items 


‘erminals—(See Exhibit “DA”).. .. 


ALS ¢ Sa Nr ta 20,700. 
In administration through amalgamation and re- ; ae 
PE UCUCHIOM- OF SUAS ys. oe elle ew ne ws 6,500.00 


oS i ERS Le ON $97 08 60 


, could not be found that any savings by withdrawal of ships from routes 
be made as none of these routes should be closed. 

o Offset this saving there would be additional expense to provide the inde- 
t company with auditing and accounting department, staff to handle 
¢ requirements, as the solicitation, advertising, tariff, printing and ticket 
< is now done by each company’s respective rail department. Estimate of 
expense to the proposed company would be $40,000.00 made up as follows:— 


Cost of Traffic Department for salaries, adver- 
tising, printing, tickets and tariffs ........ $30,000.00 
Office accommodations and maintenance for traffic 
Dp) GUS EC AOU Cie a a oe 10,000.00 


OCA os oa alas de Babee wel es | veeO 0000 


+ present the National Company is assessed $21,000 and Pacific cost 
be about $19,000 making total of $40,000. ; 
arge service is operated by the Pacific Company at a profit, but such 
e is not operated by the National Steamships as this comes under the rail 
ing branch of that Company. The cost and earnings for same not at 
t available. 


sal No. 2 
; cannot be found that any further economies can be effected through 
| co-operation than what has already been accomplished. 


‘al 

‘he total year’s expenses of the National Company exceed the operating 
as given in Exhibit (c) by $760,220.13. 

he total year’s expenses of the Pacific Company exceed the operating costs 
en in Exhibit (d) by $620,660.31. 

hese differences are due to charges covering lay-up of ships not operated 
asons, administration expenses, floating equipment retirements and other 
s assessed against each company. 

A review of statement (e) will show that heavy expense due to ships laying 
s incurred annually, and the disposal of some of these ships would ma- 


Vancouver in Canadian waters, are very active in freight and passenger 


| are a et of this eee on the Traffic Dees of both 
and National companies have to be very active in their efforts oe secu 
for their respective ships. 


! Signed: j 
FOR PACIFIC COMPANY FOR NATIONAL COMPA n 
C. D. NEROUTSOS, THOS. LOUDEN, 
Manager, Coastal Services. Act. Genl. Superintendent. 
; _ N.R. DESBRISAY, G. A. McNICHOLL, 


Asst. Pass. Traffic Manager. General Passenger Agent. 
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PROCEEDINGS 
OF THE 


SPECIAL COMMITTEE 


Appointed to 


AND FINANCIAL BURDEN CONSEQUENT THERETO 
No. 20 


oo The Right Honourable George P. Graham, P.C., and 
the Honourable C. P. Beaubien, K.C., 


Joint Chairmen 


ql WITNESSES: 
_ Mr. T. H. Cooper, Comptroller, C.N.Rys. 


hioMr. N. B. Walton, Chief of Transportation, C.N.Rys. 
EXHIBITS: 


9 10 and 90A. Statements of C.P.R. and C.N.R. gross revenues and 
; expenses, January to April, inc., 1938. 


a 
Statement of operating ratios U.S. class 1 roads. 4 
92. 2. Communication from the General Counsel, C.P.Ry. enclosing and ty 
_ commenting upon joint statements prepared by C.P. and Pe, 
C.N.Rys. re line abandonments, etc. pati. 
omparative statement submitted by Mr. T. H. Cooper, Comp- a 

_ troller, C.N.Rys. hs 
OTTAWA : a hs 

J. O. PATENAUDE, 18.0. Sst 


- PRINTER TO THE KING’ 5 MOST EXCELLENT MAJESTY 
1938 


_ MINUTES OF EVIDENCE 


THE SENATE, 


WEDNESDAY, June 15, 1938. 


1 Phe special committee appointed to inquire into and report upon the 
, means of relieving the country from its extremely serious railway con- 
and financial. burden consequent thereto, met this day at 11 a.m. 

ght Hon. George P. Graham and Hon. C. P. Beaubien, joint chairmen. 
Col. O. M. Biggar, K.C., counsel to the committee. 

The CHAIRMAN (Hon. Mr. Beaubien): Gentlemen, are you ready to go on? 
Hon. Memsers: Go on. 

Mr. Bicear: Mr. Chairman, I have the returns that the committee has 
or. This is a return from the Bureau of Statistics with regard to the 
m in respect of both railways for the first four months of this year, 
y to April, by comparison with the same period last year. I think the 
mn in the form in which it is furnished by the Bureau had better be marked 
exhibit, and then I will give the effect of it. 

This will be Exhibit No. 90. 

ts effect is this. So far as the Canadian National is concerned, the 
ues have fallen from 62 million to 55-1 million—a difference downwards 
million. At the same time expenses have gone up; last year they 


a total difference of 9 million. 
e Canadian Pacific revenues last year were 43-5 million and this year 


million, and this year 38-8 million—a difference upwards of -8 million. 
ere is something to be added to that, because in the 1987 figure of 38 
there are included tax accruals of 1-4 million, and the return in respect 
accruals for 1938 has not yet come in. So the expenses, if the tax 
at are the same last year as they were this year, will increase by 1-4 
lion, and turn that -8 plus into 2-2 plus. 

pent Hon. Mr. MEIGHEN: Are the tax accruals in the Canadian National 

Ss? 


mn 


‘is ; no ie about that; in its case. 
ght Hon. Mr. Mricuen: Do you know if they are included in the 


Bicear: Oh, yes. The note makes it clear that that applies only 
CPR. 

n. Mr. Hata: What are the figures? 

-- Biggar: Revenues last year and this year, 43-5 and 40-5; expendi- 
ss 38 and 38-8, without regard to tax accruals, which you would have to 
the expenses. 

The CuarrmMan (Hon. Mr. Beaubien): The two railways are worse off, 
nadian National by nine millions in four months, and the C.P.R. by 


Mr. PoEety: Hes millions with the taxes. 


28 
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-4 million and this year 59-5 million—an increase of 2-1 million. This. 


illion—a difference downwards of 3 million. The expenses last year’ 


; Date 
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Hon. Mr. Buack: That is not a very encouraging statement. 

Mr. Biccar: Now, I have been supplied by the Canadian ‘Pacifl 
statement of the operating ratios of about fifteen first-class roads - 
United States, being all those that have revenues of $75,000,000 or over 
operating ratios are given not only for 1930, but for each of the subseg 
years. I thought we might have the whole before us. 

The Cuatrman (Hon. Mr. Beaubien): Including 1937? 

Mr. Biccar: Including 1937. That would be Exhibit 91. 

Then I have been asked by the Canadian Pacific to lay before the 
mittee a letter from Mr. Flintoft with regard to the questions dealt w 
the witnesses last evening. I think perhaps we might leave my readi 
of the notes, and print that as Exhibit No. 92. 

The Cuarrman (Hon. Mr. Beaubien): I think so, 

(Mr. Biggar read the letter and attached statements.) 

Hon. Mr. Buacx: Are those lines agreeably considered for Rel 
marked on this plan now? There does not seem to me to be on that ma 
or 2,400 miles. I think we ought to have it there for comparative purp 
because it is pretty clearly evident by the attitude of both roads that the 
not going to make much further advance in co-operation unless there i 
compulsion. The committee should at least know by a visual demons 
what there is on which they may come together for consideration. 

Hon. Mr. Danpuranp: I understand that Mr. Fairweather is to be ex 
so that he may cover on the map the matters that were to be examin 
considered, . 

Hon. Mr. Buack: Are they all shown there? I should be perfectly satisfi 
if they were. ‘i 

Hon. Mr. Danpuranp: I do not know. 

Mr. Bicear: I Meee that they are not. I understood they wer 
a few moments ago. 

Hon. Mr. DaNpuRAND: But you have the list, so that. Mr. Fairweat 
indicate them on the map? i; 

Mr. Biggar: ‘Yes, 

Hon. Mr. McRar: These joint agreements or letters may develo 
matters of considerable importance. They are only copies. If Mr. Fairw 
accepts them, all right; if not, we should have originals. 

_ Mr. Biccar: Undoubtedly. 

Hon. Mr. Roprnson: May I ask about the operating ratios filed 
exhibit, which I suppose I will never see, what is the range in 1930 f 
highest to the lowest? 

Mr. Biacar: My recollection is that the lowest is about 63. 

The CuairMan (Right Hon. Mr. Graham): That is the American road 

Mr. Biccar: Yes. No, I am wrong. The lowest was the Norfol 
Western, 59:3. 

Hon. Mr. Roprnson: How long a road is that? 

Mr. Bicaar: It does not give that. 

. Hon. Mr. Ropinson: It is a coal road. 

Mr. Biacar: Then there is the Chesapeake & Ohio, at 63; the ne 
at 65; the New York, New Haven and Hartford at 67; the Chicago, B 
and Quincy at 69. 

Hon. Mr. Rostnson: Is that 1930? 

Mr. Biecar: It is all 1930. There is also 70, 71, Li 74s; and 7 

Hon. Mr. ROBINSON : What is the io? at 


4 


RAILWAY CONDITIONS | 1135 


i} 


( AR The 5 is the Southern. Then there is a 77, a 78 and a 79. 
the Louisville and Nashville, 82-2. 

( Hate: Are these all American roads? 

7 siacar: These are all American class-one roads, with a revenue of 
,000 or over. | . 

mn. as Stncuair: As well as being an exhibit, that will be printed in the 


[r. Biccar: Yes. 

ve been furnished with a list of eight witnesses who, Mr. Rand tells me, 
k with regard to particular aspects of the Canadian Pacific estimate. 
e all in the service of the Canadian National. He has suggested an 
which they should be called, and subject to the committee’s approval 
just call them in that order. 


. Mr. Cooper, you are the Comptroller of the Canadian National Railways, 
ou not?—A. Yes. : 

And you have been so for some time?—A. From the first of January. 
ut you had to do with that kind of thing for some time, I understand? 
» Sir. 

nd you are going to refer to the question of the difference in the way 
two railways keep their accounts, and other matters in connection with 
nting, are you?—A. That is so. 

Lave you got a memorandum of the submission that you desire to make 
mmittee?—A. Yes. 

ill you go ahead with that, then?—A. Yes. 

Mr. Haig: Are there copies for us? 

Mr. MoRaz: Was Mr. Cooper with the railway in 1930, and if so, 
t capacity? 

Wirness: In 1930 I was Assistant Comptroller. 

_the permission of the Committee I propose to deal with the estimated 
der the heading of ‘“‘Superintendence.”’ 

In the net saving of $64,267,000 in railway operating expenses, shown 
der Exhibit H on page 422 of the Minutes of the Proceedings, there are 
included items of Superintendence under the main general accounts 
_ comprised in the total operating expense accounts. There is an item of 
his kind under Maintenance of Way and Structures, another under Main- 
ance of Equipment, both on page 423, and similar items are found 
der Traffic, Transportation, and General (two items) shown on pages 
4 and 425. | 

_ It appears more convenient and perhaps will permit a clearer analysis 
the subject, if the figures are brought together in one total, rather than 
alt with under separate general headings as shown in the estimate. 
le reason for this will be evident if it is explained that certain items of 
expense having a single source are common to more than one account 
and hence require allocation to the accounts involved. For example, a 
neral superintendent on the Canadian National is directly in charge of 


pi. 


ities connected with maintenance of track, maintenance of equip- 
ab, and the running of trains or transportation, therefore his salary 
s divided over those three accounts. 

ch have prepared a summary statement showing the various items 
ich I propose to deal. ‘I would like to file this, Mr. Biggar, as an 
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after the report for the year 1930 had been published. The following ] 
excerpt from their editorial:— A. 


[Mr. T. H. Cooper.] 
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exhibit, and I would like to give a copy of the exhibit to each mem 
the Committee, because otherwise it will be rather difficult to 
what I have to say. — 

(Statement filed and marked Exhibit No. 93.) 

The statement shows the superintendence expense figures co1 
for the two railways, similar to the information shown on pag 
424 and 425, and opposite the 1930 figures are shown the correspot 
figures for 1937, and by substracting one from the other threre has. 
shown the amount of the change which has taken place. It will be se 
that the expense for Superintendence 1937 compared with 1930, 
Canadian Pacific has been reduced by the sum of $792,304 or 9: 
cent, and for the Canadian National the reduction was $5,414, 
31-14 per cent. ; 

I question the soundness of taking the year 1930 as a basis for 
parison. If a business is to be sold or reorganized it would be, so f 
I know, without precedent to take the accounts and statistics of 
single year as a basis for settlement, and the use of any one 
particularly objectionable if it were a year of such abrupt adjustme 
was the case in 1930. 

In dealing with the situation which confronted the Canadian Nat: 
Railways, the policy adopted was as outlined in the annual report 
Railway for the year 1930, from which the following is a quotatio 

In adopting remedial measures to meet such considerable r 
tion in gross revenue, the railway administration was obliged to 

a proper regard for the maintenance of the property, its responsibili 

to the public in the matter of services and its obligations to a lar 

number of old and loyal employees who depended on the railwa 
their very existence; consequently, whatever policy of retrenchme 
was adopted necessitated the display of prudence, economy and ju 

In effecting economies with respect to any railway operation, t 

accumulation of deferred maintenance may constitute a serious futu 

liability. Many factors enter into consideration of such a pro 
which are not always apparent to the layman, and the obje 
sought by the administration was a maximum of present ecol 
without the establishment of executive liabilities for the future. 


This policy was commented upon by the Montreal Star, April 14, 1 


The problem arose regarding the manner in which expenses 
be cut down to meet the fall in receipts. Early in 1930 Sir Henry T 
ton announced that every effort would be made by the system to 
its great personnel of 105,000 at least partially employed rather 
resort to the drastic step of summarily closing down shops and 
works. In other words, where equipment needed repair such r 
would be made instead of filling up the yards in various points i 
country with crippled box cars and other equipment. The time w: 
opportune for the closing of shops and the delaying of work, which 1 
only have to be taken up again at some future date when indu 
activity revived. Where new work could be judiciously underta 
was begun. The result of this was that tens of thousands of men 
enabled to get through the difficult year without having to join the 
swelling ranks of the unemployed, which were providing a nat 
provincial and civic problem. The policy was sane and practi 


has resulted in the National Railways’ property being main 


facilities. 
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hat is the quotation from the Montreal Star?—A. Yes, sir. 
ee April 14, 1931. That was on the publishing of the 
me examine the reduction in expense which has since taken place on 
yanadian National. It has resulted from three main causes; (a) reduced 
me of traffic (b) salary deductions, and (c) other measures of economy. 
he reduced expense owing to reduced volume of traffic obviously can- 
e determined accurately. The members of the committee will appreciate 
upervisory expense does not vary so directly with the volume of traffic 
the case of train expense, freight shed expense, etc. The American Rail- 
Engineering Association is authority for the use of 20 per cent as 
esenting the variation due to traffic volume when applied to superinten- 
e under the heading of Maintenance of Way and Structures and for the 
f 10 per cent for similar expense under the heading of Maintenance of 
ment. They have not furnished a factor for application to the remain- 
uperintendence expense. In the opinion of our officers the variation is © 
en 10 and 20 per cent, but I have used a figure of 20 per cent to be on 
afe side. Then based on the assumption that supervisory expense is 
ed by variation in the volume of traffic to the extent of 20 per cent, the 
nt of the reduction in Canadian National supervisory costs 1937 com- 
with 1930 due to reduced volume of traffic is $721,863. 
_ The amount of the salary deductions from the Canadian National payrolls 
37 was $579,471. This is an actual figure, not an estimate. The salary 
tions referred to are those which were progressively diminished between 
ary 1, 1937, and April 1, 1938, when basic rates were restored. 
he remainder of the reduced expense on the Canadian National System 
y, $4,113,658 has been brought about through other economy measures. 
economies are of the nature referred to in the annual report of the rail- 
for the year 1932. After referring to the severe decline in gross revenues 
eport stated :— 
BS To meet the situation, economies have been effected through the 
elimination of unprofitable services, the reduction and reorganization of 
the supervisory staff, closing of stations and office buildings, laying off 
a large number of employees, including many previously carried on 
part-time, and by such other measures as could be made effective with- 
out bearing too heavily upon the communities served. 
. The supervisory payroll of the Canadian National System was con- 
siderably reduced during 1932 through the consolidation of operating 
districts and divisions; by the abolition of a number of positions, and 
by a general readjustment of salaries, so that the cost of supervision of 
the Canadian National System is currently at a level approximately 35 
per cent below that of 1929. 
; Summarizing, the cost of superintendence on the Canadian National 
1937 compared with 1930 has been reduced by— f 


(a) Reduction in volume of traffic... $ 721,863. 
(Gy momany. Geductions..iu.tes cc. eee eels se ee ere 579,471 
(c) Economies not dependent upon unification................. 4,113,658 


$5,414,992 


The Canadian Pacific estimate of savings in superintendence through 
a nification amounts to $9,864,226 (See Exhibit B). 


f 
a, 
ag 
ba d 
ieee: 
ae 
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By Mr. Biggar: 7 ' la : 
Q. That is the committee’s Exhibit No. 93, the whole thing. Yo 
referring now to Exhibit B?—A. Yes. This shows the pages in the exhib 
from which the estimated net savings shown in the right-hand column hay 
been taken. i aj 
Q. Which are you referring to, A or B?—A. I am referring now to 
second of the statements in the exhibit which I submitted. It shows hoy 
the amount of $9,864,000 which the Canadian Pacific had in their estimat 
was built up. 4 
Q. This is just taking the figures out of those schedules in Exhibit No. 
—A. Yes. This estimate obviously takes advantage of the higher supervis 
costs on the Canadian National in 1930, and in claiming as a product 
unification economies which were open to the Canadian National manage 
to take, and which were in the process of being made effective, I feel th 
Canadian Pacific estimate improperly includes all the economies which w. 
possible as if they yvere dependent upon unification. Economies of $4,113 
were made by the Canadian National management under separate oper 
quite apart from unification, and they should be deducted from the total savi 
claimed for unification. They did not depend in any sense upon application 6: 
Canadian Pacific standards or methods. On the Canadian National, as 
been shown, these economies amounted to $4,113,658. What the Canadian Pac 
may have attained in this direction I do not know. ah 
It may be said that even allowing for what has been accomplished 
Canadian National costs are still relatively higher than they are on | 
_ Canadian Pacific when measured on a road mile basis, and as this sugg, 
greater efficiency on the Canadian Pacific it is important that the matter 
examined. It is evident there are differences in accounting allocations; | 
Canadian National mileage in the United States is an important factor; | 
there are differences in the development of the two systems, in their standa 
of construction and form of organization. ‘ 
I agree with the evidence of the C.P.R. witness that two accounta 
will not make identical interpretations of the same regulations. “e 


By Hon. Mr. Cote: 


~ Q. You say the combined reduction of $6,000,000 odd was obtained by 
internal economies?—A. They were savings which were not dependent up 
unification. 


By Hon. Mr. McRae: Se 
° . . r Gy 
Q. Some of those reductions were on account of decrease in business? — 


Yes, some. I gave you a figure of reductions due to decrease in business 0! 
$721,000. There are also salary deductions of $579,000, which also were made 
effective because of falling off in business. So in all there is about $1,300,0 
of economies due to reduced business. In my opinion the remainder of © 
saving on the Canadian National was not brought about so much by reduc 
business as by the need of economies. 

Q. What would that remainder be? 


Mr. Bicear: $4,113,000. 


‘By Hon. Mr. Cote: : 


Q. You have an item for clerks in 1933 at $4,000,000; in 1934 it was d 
to $3,000,000, if I remember the figures correctly, and it is still around $3,0' 
—A. Yes. 

_ Q. There is $1,000,000 there—A. In 1930 it was $17,274,000, and 
$13,005,000. | Re 
My [Mr. T. H. Cooper.] 
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nD aes statement?—A. On C. 

. Hara: Mr. Chairman, I have been one of the worst offenders, 
n we let the witness finish his story and then examine him we would 

> fa Be. Pe ek 


. Mr. Hare As I say, I have been one of the worst ofeniae pu J 
we should make far more progress that. way. 


‘Mr. McRaz: You have learned by observation. 


[ CHAIRMAN (Right Hon. Mr. Graham): We all have the habit of 
a witness for a certain figure and before he finds it we give him another 
which may not be correct and base questions on it. 


on. Mr. McRar: Mr. Chairman, might I clear up this one point. 


By Hon. Mr. McRae: 

We will say, Mr. Cooper, that the net abitnes is around $4,000,000, and 
pened saving by the Canadian Pacific “showing is $6, 227,000. Then 
you say $4,000 000 of that has already been accomplished ?—A. On the 
n ‘National? 

On the Canadian National—A. Yes. 

That is the point. Those are round figures. 

n. Mr. Horsry: That is partly due to laying off employees who were 
during the depression. 

mn. Mr. McRar: No; pardon me. 

1. Mr. DanpurANnp: Now we have a discussion going on. 


By Hon. Mr. McRae: 

If I may amplify my statement. The reduction of $4,000,000 is due 
rease in business?—A. Other than decrease in business. 

Other than decrease in business?—A. Yes. 

We ought to take in the decrease in business. 

Boke: It is the difference between the $4,113,000 and the $5,000,000. 


‘By Hon. Mr. Haig: 

Go on—A. I submit a statement representative of the total payroll 
ing to supervisory employees, which is Exhibit C. 

By Hon. Mr. Dandurand: 

What are we on?—A. The third statement. 


i Biccar: The third sheet. 


y Hon. Mr. Gordon: 

Is that “C”?—A. Yes. This statement shows the number of em- 
oe compensation and average salary in Divisions . ve 8 for the 
ian Pacific and Canadian National in 1930 and 1937. The Canadian 
Ee eiires are taken from their reports to the Dominion Bureau of Statistics, 
le Canadian National figures for Canadian lines employees are taken from 
port to the same Bureau, to which have been added the figures for 
es on Canadian National United States lines, compiled on a basis 
rm with the figures reported to the Bureau for Canadian lines. As indi- 
of the extent to which the supervisory expense accounts are controlled 
unt of compensation paid to employees under Divisions 1 to 8, I 
t on the Canadian National in 1987, of the supervisory expense 
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heeunt 90 per cent represents the compensation of erenlvecn in Dn 
1 to 8. This statement also shows the total payroll of the two railway 
the percentage which the compensation of the employees in Divisions 1 
bears to the total payroll. It will be noted that whereas in 1930 the perce: 
for the Canadian National was higher than that for the Canadian Paci: 
1937 it was slightly less. This indicates the Canadian National now has 
same relative supervisory payroll expenses to total payroll expense as th 
Canadian Pacific. 
Mr. George H. Parker, Transportation Analyst, was oneneed by thea 
Commission in 1931 to analyse and report on, amongst other matters, a ¢ 
parison of the operating efficiency of the Canadian National and the Cana 
Pacific. In an article written by him, appearing in the Winnipeg Free Pr 
August 3, 1935, he had this to say regarding supervisory costs on the t 
railways:— a 
‘Presumably, the differences in the cost of supervision shown 

without other significance than that each road suited its super 
activities to the particular problems with whtch each was confronted 
with resulting differences in such expenses. There may, of course, hay 
been differences in classifying the pay of certain officers, and the expe 
of their offices. Even in the United States, where such practices. 
pretty well standardized through the uniform accounting systems 
scribed by the Interstate Commerce Commission, with the accounts ¢ 
the carriers checked periodically by the examiners of that commis. 
such things happen. How much greater was the possibility thereo 
Canada, where no such standardization exists, as was pointed out in 
reports of this writer to the royal commission. 


May I point out on Exhibit “C,”’ which shows the average calacem J 
to the various classes of supervisory officers, that the average official sa 
on the Canadian National is less than on the Canadian Pacific. By 

The Canadian National operated road mileage includes 1,878 rile 
United States. Operating conditions are different and rates of pay gen 
are higher in the United States than in Canada. Unification would not chi 
that situation. . 

I do not believe it would be practical to move the headquarters of 
Grand Trunk Western from Detroit to Toronto or Montreal as suggested. | 
have numerous interchange points with foreign lines, including very import 
joint facility arrangements at Chicago and Detroit and with the Pennsylvani: 
Railroad for the operation of the car ferry services across Lake Michigan, thi 
administration of which is by law confined to officers resident in the Un: 4 
States. The removal of headquarters from Detroit unquestionably would hi 
a distinct handicap to the National System in securing the large volu 
traffic interchanged with the Grand Trunk Western originating at “and dest: 
to points in the United States. I showed this statement to our General Frei 
Traffic Manager, and he said, “ You are too mild; you should say it wo 
be definitely fatal.” 

A legal staff must be maintained at regional headquarters. In 19 
attempt was made to move the Accounting Department from Detroit to 
real but for traffic and other reasons the proposal was abandoned. 

Superintendence costs on the Canadian National Canadian lines in 
were $669 per mile of road; on the Canadian National United States lines 
were $1,515. The unification proposals, as I understand them, contemp 
transferring traffic interchanged between the Canadian Pacific and the Michi 
Central over to the Grand Trunk Western lines, and this might reasonabl y 
expected to increase, rather than diminish, superv isory costs. The uni 
proposals also contemplate handling additional traffic over our line to Ma 

[Mr. T. H. Cooper.] 
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refore, in considering the relative supervisory costs of the Canadi 
th the Canadian Pacific due notice must ae taken of the anaes 
dian National mileage operated in the United States. 

eve if due allowance is made for differences in accounting allocations 
the United States lines situation it will be found the supervisory costs 
on the Canadian National in Canada are less than on the Canadian 


There are other differing operating conditions in Canada to be taken into 
count which will be referred to by our operating officers. The numerous com- 
constituting the Canadian National Railways System, requiring separate 
sounting and reporting, add something to the expense of administration. 
pervisory expanses on the Canadian National are, to some extent, affected 
1e division of the property into operating regions. I have in mind the 
liey adopted at the time of consolidation in 1923 when regional headquarters 
re established at Moncton, Toronto, Winnipeg and Detroit, with general head- 
ters at Montreal. Supervisory costs on the Canadian National are neces- 
y related to the managerial policy then adopted. 
The Canadian Pacific supervisory costs per mile of road in 1930 were $498. 
e Canadian National System costs were $735. It was by assuming Canadian 
cific standards and unit costs could be applied to the Canadian National 
stem that the Canadian Pacific officials arrive at their estimated savings under 
fication. I have pointed out some of their misconceptions of the problem. 
ley should have made allowance for economies other than by way of unifica- 
for Canadian National operations in the United States, for possible varia- 
ms in accounting allocations, and for other factors I have referred to. It is 
7 belief that taking these things into consideration the Canadian National 
rvisory costs per mile of road in Canada do not exceed those of the Cana- 
Pacific. 
The Canadian Pacific supervisory costs per mile of road in 1937 were $429. 
Canadian National System costs were $11,972,331. Deducting costs on our 
nited States lines, $2,067,959, produces a figure for Canadian lines of $9,904,372, 
ual to $452 per road mile, an excess over the C.P.R. of $23 per mile. The 
cess (21,894 miles x $23) is approximately $500,000. I believe the accounting 
locations and the other matters to which I have referred would account for all 
f this excess and it is on this assumption that I base my opinion that Canadian 
ational supervisory costs per mile in Canada compare favourably with those 
the Canadian Pacific. 
In the estimate based on 1930 figures the Canadian National is shown to 
e had an excess cost per mile of $237, which, multiplied by system mileage, 
presents $5,600,000. Because their estimate is based on the assumption that 
e was an economy to be had by substituting Canadian Pacific costs for those 
he Canadian National, and it has been found the Canadian National costs 
mile now compare favourably with those of the Canadian Pacific, I believe 
r estimate of $9,864,226 should be reduced by $5,600,000. With regard to 
ie remainder of the estimated savings, approximately $4,000,000, this depends 
tirely upon what would be done in carrying out the unification plan. The 
mittee will no doubt be able to form their own opinion as to the practicabil- 
of this from the evidence put before you by other officers. 
_ I would now, if I may— 


By Right Hon. Mr. Meighen: 

-Q. Before you do, assuming that your marshalling of the figures is right, 
eannot be answered, should not your supervisory costs per mile de much 
than those of the C.P.R.? Your traffic per mile is very much less; your 
s per mile is very much less—A. Well, on that, sir, I might refer to the 
adopted by the Canadian Pacific Railway officials themselves. 


aM Oe SPROTAD OOM MITT ER ease 


-__ Q. It is not a matter of method, it is a matter of principle?—A. In 
with the superintendence expense for maintenance of way, according to Ex 
No. 57, page 835, they have considered that Canadian Pacific unit costs sho 
be extended to the combined systems on a road mile basis. In dealing 
supervisory costs under the heading of maintenance of equipment— 

Q. They have done that, I know. But you have not answered my que 
That does not say your supervisory costs per mile can be justified because t 
are the same, for their traffic density per mile must be a very substantial 
centage over yours, Surely it does not cost as much to supervise an empty 
as a busy one—A. No, sir, I do not think it does.’ 

I would like then to refer to Exhibit “ D.” 


By Mr. Biggar: 


| Q. Qes?—A. This statement was prepared to show the expenses for 19 
in accordance with Exhibit “H,” together with the corresponding figures for 
1937. y, 


By Hon. Mr. Haig: 
Q. Do not go so fast. Did you say Exhibit “H’?—A. Exhibit rie Biol 


By the Chairman (Hon. Mr. Beaubien): = 
Q. What page are you referring to of your papers?—A, Exhibit “D”. 


es, 
a 


By Hon. Mr. Sinclair: a, 


Q. Exhibit “H” is at page 422A. On page 423 you have the maintenance 
of way figures for 1930, which have been copied on this statement. my: 


By Mr. Biggar: 


Q. That is in the first six columns?—A. Yes. 
@. The first nine columns. 


By Hon. Mr. Haig: 
Q. What page? 


By Mr. Biggar: 


Q. What is the page of the Proceedings?—A. Page 423. a 

Q. All that you are remarking now is that on this Exhibit D, which forn 
part of our Exhibit 93, the figures have been quoted from those pages of 1 
proceedings?——A. So far as the 1930 figures are concerned. And I have adde 
the 1937 figures to show what has happened in the interval. If the members | 
the committee will turn to the second page of D and look at the totals in t 
third column, they will find a decrease in the operating expenses of the Cana 
Pacific, 1987 compared with 1930. } 

Q. That is at the bottom of the page?—A. Yes. It amounts to $29,617, 
Then the other three columns are the corresponding figures for the Canad 
National, showing a decrease of $47,499,165. And for the combined system 
there has been a decrease in the period of $77,802,717. That might be compa: 
with the estimated savings of $64,000,000 referred to in Exhibit H. 
@. But that is on the basis of an entirely different traffic level, is it n 


A. Yes, quite. 
Q. Then it is not really comparable with the $64,000,000?—A. No; 

not suggesting it is. ho 
Q. I thought you had.—A. No, I did not intend to convey that thou: 

_ The $64,000,000 was estimated savings by way of unification. The $77,000,00 
are actual reductions made in the operating expenses of the two railways durit 
[Mr. T. H. Cooper.] a 
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third page of D are shown the passenger train and car 
: t train and car miles for the two years. In the final columns 
ecrease for 1937 as compared with 1930, it will be noted that in the 
nger train miles were reduced by 12,837,985; car miles were reduced 
340,927; freight train miles were reduced by 6,380,848; and freight car 
are reduced by 151,498,295. It does suggest to my mind that at any 
e opportunity for economy has been substantially shrunk. 
yw, if I may, I would like to refer to the question of comparability of the 
It has some bearing on the Canadian Pacific unit costs in relation 
anadian National. 
his is another subject altogether?—A. Yes. : 
_I wonder if it would be well to discuss those figures before you go on 
nother subject. Would it be more coonvenient to do it now or later?—A. 
rhatever is the wish of the committee. 


By the Chairman (Hon. Mr. Beaubien): 

_Mr. Cooper, superintendence, I suppose, is most important to keep down 
in the operation of a railway?—A. Yes, sir. And I would think in a 
of depression, when the need for economy is urgent, that there would be 
rudence in not reducing your supervisory costs too drastically. 
Generally speaking, in ordinary times and times of depression do you 
that your system of supervision is very important, in your railway as in 
other railway, to maintain costs?—A. Oh, very definitely, sir. 

And therefore I suppose the management of a railway would be very 
ent in reducing the efficiency of supervision?—A. Yes, sir, in my view. 

Q. And if it did that, the rest of the cost might increase very rapidly ?—A. 
ably would; I would say, undoubtedly would. 

And therefore—I do not know whether my conclusion is right—a rail- 
at is well managed must have a very efficient supervision, is that right?— 
s. And of course it must have some regard to its financial showing. I 
whether the Canadian National in deciding precisely what supervisory 
would ordinarily have could overlook the fact that there is the strongest 
o reduce the deficit of the railway in every possible direction. 

on, Mr. Haia: Especially this year. 


By the Chairman (Hon. Mr. Beaubien): 

I am not criticizing your road at all. I just want to get down to the 
le of the thing. There would be for a very efficiently managed railway a 
in reducing too much supervision?—A. I think you are quite right, sir. 
And therefore by applying economy I suppose the management of a 
y would be more prudent in reducing supervision than any other depart- — 
is that right?—A. Probably, yes. 


By Hon. Mr. Cote: ak 
_Mr. Cooper, I want to refer again to the first page of your Exhibit 93, 
\. You have given the index.as 100, for the Canadian Pacific, for the 
cost of superintendence for 1937, but you have given an index of 162-2 for 
Yanadian National, which of course is a vast improvement on 1930, as 
ited on the sheet?—A. Yes. 
Q. The respective mileages of the Canadian Pacific and the Canadian 
il do not show that disparity in the index. The index in the mileage of 
iadian National as compared with the Canadian Pacific would not be 
han 135?—A. 137. 


W ell, I was not very far out. I made the calculation myself. Why 


ur index for supervision be 162? Why should it be over 137? Ig it 
of the American lines?—A. Primarily, yes. 
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Q. And that eats up the difference?—A. Not Stiralen li referred feta po 
differences in accounting allocations. 

Q. You mean book- keeping?—A. Yes, accounting, and the difference i 
development of our system in comparison with that of the Canadian Pacific 
the style of organization which we have, which calls for regional headqua: 

 Q. A relatively more expensive set-up?—A. Those factors all togeth 
estimate, would account for the $500,000, which is due to the difference i 
_costs per mile in Canada in 1937. 

Q. So you do not see any possibility of reducing that 162 by int 
economy ?—A. I do not think the opportunity for economy in supervisory 
in the Canadian National to-day is very great. I think it has been very, v 
drastic indeed. 


By Hon. Mr. Murdock: 


Q. Mr. Cooper, would you look at the first line of page C of your Exhibit. 
the first group there, specified as Executives and General Officers and Assistar 
and tell us why in 1930 there were 49 fewer executives and general officers a 
assistants on the Canadian National than on the Canadian Pacific? It indica 
that there were 328 executives and general officers and assistants on the Ca 
dian Pacific receiving an average compensation of $6,534 per year, while 
the Canadian National there were only 279 similar employees— - 

An Hon. Senator: No. 476. 

Hon. Mr. Murpock: Yes; I got them mixed up. 


By Hon. Mr. McRae: 


Q. According to this sheet C your compensation to the executives 8 and 
division officers seems to be fairly consistent with regard to both lines, bu 
notice there is a considerable disparity as to the last item, that 1s item 8. H 
is it that the Canadian National pays an average of $904 for watchmen, jan 
and cleaners, when the Canadian Pacific pays only $518? How do you ace 
for that difference?—A. It is difficult for me to give a complete explanation. 
On. the Canadian National, if we have a caretaker on part time, we may pay 
him $25 a month. We do not count these men as regular employees. 
possibly the Canadian Pacific would; I do not know. Say we close a sta 
and we put a caretaker in charge and we pay him $25 a month for just keep. 
his eye on the place. We do not consider these as regular employees. 

Q. The numbers would seem to bear out your explanation.—A. I am 0 
assuming, because I do not know just what the Canadian Pacific does. 


By Hon. Mr. Horsey: 

Q. Are they temporary employees?—A. No, sir; they are permanen f 
employees who have been laid off and possibly given the opportunity to ta 

this part-time work rather than get notling at all. ; 


By Hon. Mr. Robinson: i. 
Q. If they were included that would reduce the average very materially 
A. eee sir. G 


By Hon. Mr. Haig: 

Q. There is one thing about this report that I should like explains 
1930, according to page A of Exhibit 93, the superintendence expense for 
Canadian Pacific was $8,173,680, as compared with $17,387,323 for the 
dian National. The Canadian Pacific expense went down in 1937. by 
tically $800,000, while yours went down $5,414,000?—A. Yes. os 
[in an ae 


abe 
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that difference?—A. I explained that, Senator, possibly not to your 
Lio In 1930 the fact was the Canadian National policy did not put 
force so quickly economies in supervisory costs as did the Canadian Pacific. 
e carrying on pretty well under the 1928-29 levels of traffic. The pro- 
tion of the depression was not then suspected, and it was not for some 
time that the urgency of economy— 

. When did you make the drastic reductions?—A. In 1931-32. 


By Hon. Mr. Hawg: 
. I thought that had something to do with it.—A. I think it was the urgent 


Q. Don’t you think that had something to do with it? 

a Mr. Danpuranp: And perhaps the strong protest of the Senate of 

a. 
ee by Hon. Mr, Haig: 

Q. Probably. I am going to ask you, Mr. Cooper, the same question as I 
e asked the other men. Do you know of any further savings in any depart- 
at which you supervised which could be made in the Canadian National 
em now that are not being made?—A. I have reduced the staff from the 
t of the year, due to the falling off of traffic. I will say this to the committee, 
August Ist an appointment will be made in my department—I have taken 
of our senior officers and have relieved him of routine work. I have given 
1 two capable assistants, and his function will be to search out any way 
sible whereby we can simplify our accounting methods and reduce our 
punting costs. I do not know of any railway that has done that one thing, 
it is very much in my mind that the officers of the railway—I am speaking 
vy of my own department—are so loaded down with routine work that we 
re not an opportunity of spending the time necessary to go down into some 
he detail methods that have grown up over a period of time. That is my 
ose. It has been approved by our board of directors, and I am hoping that 
a result of that move we may be able to reduce our accounting costs, but I 
not anticipate any serious reduction. Our accounting costs have been very 
ically reduced. I think that as between 1930 and 1937 the reduction would 

tween 30 and 40 per cent. I say this, that the salary of the position I 
ccupy has been reduced by 40 per cent between 1930 and 1937. That has 
uing to do with the temporary reductions which were in effect in 1937. A 
manent reduction in the rate of pay for that position has been made. That 
fairly representative of what has been done on the Canadian National 
ways. 

—Q. If you discovered by your committee that economies would be made, 
1 think there would be no resistance to them from any higher officers in your 
nization?—_A. Not resistance. I think the operating department might 
tion the economy to the railway as a whole; that is to say, I might show a 
luction in accounting costs, but they might point out that it would cripple 
yperating superintendents by a lack of knowledge of what was going on in 
isions, and the management would have to decide whether accounting 
as balanced against lack of knowledge necessary for the operation of 


fon was worth while. 


reason of the drop in traffic $721,000?—A. Yes. 
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Q. What i is the ee of your life? ‘i do not mean your ieee 
but in connection with the Canadian National Railway System. When 
start in there?—-A. I started with the Grand Trunk in 1912 and continue 
it until 1922. In 1922, when it had been decided that the Canadian North 
the Grand Trunk and Grand Trunk Pacific and the Government railways sb 
be amalgamated, Major Bell, who was then Deputy Minister of Railways 
me out of the Grand Trunk organization and assigned me to the special d 
of considering uniform accounting methods, because the methods on the 
railways were different, and giving consideration to the form of an accoun 
organization that the amalgamated company should have. That was my 
function until the amalgamation became effective. When the amalgamation 
made effective Major Bell was the Vice-President of Finance, and I 
appointed assistant to the Vice-President. But Major Bell later went bacl 
the Department as Deputy Minister—he really never relinquished that po 
he held the two posts—and then I went back to the accounting departmen 
general auditor. As general auditor I had charge of all the accounting sys 
at headquarters, including the subsidiary companies. In 1930 I was made as: 
ant comptroller. In 1934 when the board of trustees was appointed I was tr 
ferred from the accounting department to the office of the Chairman of 
Board of Trustees, Judge Fullerton, and for a period of two years I acted as 
assistant. Then when his term of ‘office expired I went back to the accoun 
department as assistant comptroller. 

Q. Do you hold a C.A. degree?—A. No, sir. 

Q. Thank you very much. 


By Hon. Mr. Cote: 


Q. Mr. Cooper, I ask you to free your mind of what the C.P.R. al 
have said for the purpose of this question. Do you know what in 1937 
total cost of the superintendence of the C.P.R. was and what the total co 
the Canadian National Railways was, and have you considered the quest 
constructively as to what savings could be made in your own opinion, if u 
tion took place, with respect to the superintendence of the two railways 
IT have given it some consideration, but I have no opinion to express on 
for this reason: my opinion would not be worth anything. It would be use 
for me to speculate on the supervisory organization that the mechanical dep 
ment or the engineering department or the traffic department or the transporte 
tion department should have. I think that is something which the heads ¢ 
those departments would have to deal with, and personally I would Sh I 
incompetent to pass an opinion on that. 4 


By Mr. Biggar: 


Q. That is really the point I was going to call your attention io I 
Cooper. You have not made a study, I gather, of unification so far evel 
your own branch is concerned?—A. Yes, I have thought of it as applicable t 0 
accounting department. I think there would be some saving. 

Q. I gather you arrived at your reduction of the $9, 864 226 on sheet 
Exhibit No. 93 by deducting $4,113,000, or something of that kind, and t 
balance was all that now could be saved by unification. —A,. I redu 
$9,800,000 by $5,600,000 and said that approximately $4,000,000 was th 

Q. That is what I wanted to get at. I could not follow exactly how yo 
got at that—A. I pointed out that in 1937 there was a difference in the s ay 
visory costs of about $23— 

Q. I do not wont you to go over all the details again. I made a 
some figures. I thought you said in the first place there was a redul 


_ [Mr. T. H. Cooper.] 
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was a drop of $579,000 by reason of the reduction of 
m, quite independently of anything else?—A. Yes, 


-A. Yes, temporary cuts in pay; not permanent cuts in 


ay what is the relation of that group of figures, $721,000, $579,000, 
00— —A. They amounted to $5,400 ,000— 

nat egies has that sum to the $9,864,000 on sheet B?—A. You mean 

Lage f 

. What is the relation of it so far as savings are concerned?—A. 

xtent that those savings were made by the separate management they 

t be classed as unification savings. 

Why could not the $4,113,000 be classified as unification savings in an 

_made with respect to 1930?—A. Because it was a saving that was 
1e en National management to make, and which they did make, 
gether— 

that. quite fair, Mr. Cooper?—A. Let me continue, please. 

s.—A. That was a saving which the Canadian National manage- 

e without unification. 

I know it is—A. Therefore I do not see how it can be classed as a 
ion saving. 

t was it not proper for outsiders, looking at what could be done in 

1930 by unification, to assume the Canadian National was not being 

_and efficiently run in 1930?—A. I do not think so, sir. These reduc- 

Te in process of being effected in 1932 when this estimate was being 
the Canadian Pacific knew such economies were being made, and 
claimed these economies were unification savings, I do not think 

erly stated the case. 

. It was proper for them to assume they could be made, but not 
1em to assume it was necessary to have unification to make them? 
correct. 
1at is a neat distinction. 
on. Mr. McRaz: Mr. Chairman, we have been trying to pull this thing 
1937. The savings shown in this statement in the interval amounting 
00,000 or $5,000,000 have been effected and are applicable to 1937, They 
nger a part of the savings of unification, because they have already been 
plished. I think that is very illuminating and helpful in bringing this issue 
to date. Seven years ago is a long time. I think it is a perfectly fair 


I Mr. Danpuranp: The statement as a matter of fact declares that the 
1930 was a wrong one. 


tr. McRaz: They could support it in 1930, but in the intervals 
approaching $5,000,000 have been effected and can no longer be 
a part of the savings of unification. That is the sum total! of this 
is what this committee has been struggling to get. What prevailed 
necessarily applicable to unification in 1937 or 1938. 
Haie: But with respect to Sir Edward Beatty, you suggested 
0 could be saved, and he said, “ Yes, I did say $75,000,000 could 


TY OPES AP Ere dt Seem a Mae 
fe ieee 


1148 fe ed "SPECIAL COMMITTEE 


be saved, and here is s how I said that could be raged in 1930. 2 ane 19% 
the supervisionary costs could be reduced $9,000,000, and this oor te 
that to the extent of. $4,500,000 he was right. ee, 
Hon. Mr. Horsry: He also said that in 1932 he knew this sav 
already commenced on the Canadian National. 
Hon. Mr. DannpurANnD: The witness was about to speak. 
The Wrrness: In answer to Senator Haig I may say that in my opinion tl 
error Sir Edward Beatty made was to oe the economies as dependent upon 
unification. 


By Hon. Mr. Haig: 


Q. I agree, but still the economies could be made.—A. Yes, they hae 
made. 


By Hon. Mr. Cote: 


Q. Did he say they were dependent upon unification, or was not the st 
ment simply that if unification took place these savings would be made? 
I think there is an implication there, at any rate. 4 

Q. He didn’t have anything for internal economies over and above that? 

Mr. Biacar: Subject to what the committee may say—lI do not want to p 
beyond what the committee thinks desirable—it seems to me there are two 
definite points. One is: Was this estimate that was made by the Can 
Pacific a fair estimate with respect to the year 1930? The second point i 1s: 
still valid, and if so, how far? Now, the Canadian Pacific witnesses have 
that in some respects it was not any longer valid as far as the figures were 
cerned, but it seems to me fair to point out that the Canadian Pacific in m 
the estimate could not take any other figures for 1930 than the official 
for that year. 

Hon. Mr. Rosinson: But they went farther, and it was nublicheae in new 
papers all over Canada time and again, that $75, 000 ,000 could be saved, an 
it was admitted that it could be saved. That is the propaganda that we 
over this country. 

Mr. Biccar: I am only speaking forensically. 

Hon. Mr. Srncuair: And much later than 1930. 

, Hon. Mr. Rosinson: In 1937. 

Hon. Mr. Gorpon: Mr. Chairman, I suggest that the cane as given pro} 
conclusively the pains which the C.P.R. ‘took at that time to get a proper estin 
were justified and correct. Sir Edward Beatty counted all this saving at 1 
time in 1930. Now Mr. Cooper comes and tells us that has been effected. 
just shows how carefully and conscientiously the C.P.R. officials were in ma 
their estimate. 


By the Chairman (Hon. Mr. Beaubien) : 

Q. Mr. Cooper, if I understood the evidence, 1930 was taken because ; 
an average year? 

Mr. Bicear: It was a complete year. 

The Cuarrman (Hon. Mr. Beaubien): Apart from that it was cons! 
as being an average year for traffic. “ee 

Mr. Biccar: No, it has been considered so since. It was the last ye 
which figures were available. ee 
The Cuarrman (Hon. Mr. Beaubien): 1930 was recognized as an ai 
year. Le 

Mr. Bicear: No, no. 

[Mr. T. H. Cooper.] 
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By the Chairman (Hon. Mr. Beaubien) : 


. In good times, I suppose, your revenues and expenses will go up, and in 
imes they will do down. But don’t you think, if it is an average year, 
is a very good year to test what the C.P.R. wanted to prove?—A. My 
nswer to that would be that while you may say that from a revenue point 
view it represented an average earning year, I do not believe the expenses 
# that year were average or norma! expenses. 

— Q. No, you have shown that in certain respects. But nothing prevents us 
fter considering what unification would produce for an average year, making 
he enor you suggest, and very properly, and arriving at the conclusion 
of to-day. 

. Hon, Mr. Murpocx: Did it not just happen that the Duff Commission 

earmarked the year 1930 as the year they inquired into, and that we have 

ecepted that since. | 

Mr. Biccar: The Duff Commission was appointed on the 1st of December, 

931, and it worked from then through the first months of 1932. At the 

me these estimates with regard to savings were made, in the latter part of 

931 and the early months of 1932, the last complete year for which figures 

ere available was 1930, and so far from that year being regarded as an aver- 

ge year it was regarded as the very bottom of the depression, from which 

erybody expected to be lifted within six months. 

Hon. Mr. Moraup: That is quite right. 

The CHairman (Hon. Mr. Beaubien): But I am talking of to-day. 

Mr. Biccar: That is a different story. 

_ The Cuarmman (Hon, Mr. Beaubien): That is a very practical point. 

I want to be corrected if I was wrong.  - 

- Hon. Mr. Caserary: What was done with the Duff report? Nothing. 
By the Chairman (Hon. Mr. Beaubien) : 

Q. Do I understand that you admit or contradict that on the average 1930 

was a good year to take as an average year? 

- Hon. Mr. Moravup: No. 


i 


' The CuHatrrman (Hon. Mr. Beaubien): Who answered that? 
Hon. Mr. Moravp: I did. 
- The Cuarrman (Hon. Mr. Beaubien): I asked the witness. 


By the Chairman (Hon. Mr. Beaubien): 

 Q. Will you please answer?—A. I think from the point of view of traffic— 
7 Q. That is what I mean—A. —it was a good year. I remember this, that 
Sir George Paish said in 1930, when everybody thought conditions were pretty 
blue, that we would look back on the year 1930 as a good year. And he has 
proven to be correct. . 

' Hon. Mr. Hare: I agree with you. 


By Hon. Mr. Cote: 


_ Q. It was a bad year in connection with the expenses because the com- 
pany was paying standard costs—A. Sir Henry Thornton once said that if his 
foresight was as good as his hindsight things would have been different. 
- Hon. Mr. Haig: By a damn sight. 
Some Hon. Senators: Oh, oh. 
Hon. Mr. Gorpon: He would have abandoned some of the lines talked of 
now before they were constructed. 

/60172—23 
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Hon. Mr. Brack: I do not think this is going ie wel us very fav, 
fact is, as stated by Senator Robinson, that $75,000,000 was supposed at one 
* time to have been saved according to the CEP Re figures, and $56 to $60 mill 
according to the Canadian National figures. But conditions have chan 
As a result of the figures now stated by the witness in the particular bra 
over which he rules there has already been an economy of more than $4,0! 
000. Therefore that is not available. That leaves only another $4,000, 
that might be available. a 

The Wrirness: That is the ultimate field. How much of that can 
secured I do not know. 

By Hon. Mr. Copp: a’ 

Q. In other words, it is 50 per cent less now than it was when this esti 

mate was made in 1930?—A. More than 50 per cent. 


By Hon. Mr. Robinson: “4 
Q. And I understand that the other saving is an estimate. You do no 
admit it?—A. No, sir. 4 


Hon. Mr. Daniinend: 

Q. Do not admit what?—A. I do not admit that the remaining $4,000, 000 
would be saved by unification. 3 
By Hon. Mr. Black: im 

Q. I thought you did—A. No. I say there is only $4,000,000 of an oppor 
tunity for savings. How much of that you would secure I do not know. q 


By Mr. Biggar: 
Q. Mr. Cooper, will you turn to page 486 of the Proceedings? I am 201 in 
to refer you to the second of the figures there, ‘‘ General officers’ pay ai 
expenses,” for a normal year, $350,000 of a saving. That is Mr. Fairweath 
estimate of the savings that were possible from consolidation, as he m: 
it in the latter part of 1931. Then I am going to ask you to look at sh 
“©” of Exhibit 39 and tell me whether the first group there ‘ Executives a 
general officers and assistants’ would correspond with the other item?—A. 
No, it would not. E 
Q. In what way does it differ?—A. Exhibit “C” is the payroll. a 
Q. It is headed “ Employees and their compensation.”—A. Yes. That is 
the payroll. This statement on page 486 
Q. The classification is what I am after. Does that group 1, “ Executiv 
and general officers and assistants” correspond in classification with “ Geners ) 
officers’ pay and expenses” on page 486?—A. I don’t know, Mr. Biggar. 
Q. Looking at the whole of that page, do you see any other item tl 
ought to be taken into it, or is there any reason for excluding any item 
Exhibit “C”’?—A. Frankly, believe it or not, I have never examined 
estimate, and do not think by looking at it in a casual way like that—— 
Q. Just cast your eye over it. It seems to me this is the only pos 
item that could correspond with your items in group 1 om Exhibit “C”.—A. 
may be so, but I do not think I could say. ¥, 
Q. Do you see anything else that could possibly be affected or that w 
effect the correspondence?—-A. Why, yes. In group 1, for instance, on Exh 
“C,” you might have the vice-president of purchases: but in this statem 
on page 486 he would be down in No. 5. | 
Q. I see. You say you have not examined that. It is rather imp 
that we should find out how far that Canadian National estimate is re 
[Mr. T. H. Cooper.] : 
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Canadian National officers as having been justified in 1931. And I will 
ur attention in that respect to the fact that in your group 1 you have 
0 a total of $3,524,679 compensation to general officers—A. Yes, Mr. 
I have the figure. 


If you will follow for a moment, I will come to the question. That has 


applied that same proportion as you do to the general figures you would 
roughly speaking, $800,000 there of possible savings by unification, would 
not, on the basis of a little less than 50 per cent of the field being still 
able?—A. I think that is a hypothetical question on a statement that I 
‘never examined, and I do not think that I should be expected to give an 
and answer on a matter of that sort. 

_Q. The point I am putting to you is this, that a Canadian National 
ays officer in 1931 estimated the savings from consolidation with regard 
general officers and their assistants as $350,000; and applying what you 
e told us with regard to the field presently, in 1937, open for co-operation, 
here would still be, notwithstanding a loss of some 55 per cent by reason of 
ral economies, a possible saving in executives and general officers and 
stants of somewhere about $800,000. And I am calling your attention to 
t for the purpose of getting your view as to whether that item in the Cana- 
n National estimate of 1931 was not extremely conservative—A. My answer 
; that I suggest you ask Mr. Fairweather that question. He prepared that 
tatement, he knows what it includes, he has access to these figures, and he 
would give you a more correct answer than I could. 


~ Q. You cannot help us at all?—A. No. 


a By Hon. Mr. Haig: 

_ Q. Can you tel] me the number of men or employees of the Canadian 
tional between the ages of 60 and 65 at the present time? Have you any 

ecord of that?—A. No, but I think we could get you an approximate figure. 
_ Q. Would you do that for me?—A. Yes. Is that for the system? 

» Q. Yes, the Canadian system. I do not want the United States—A. All 

ht, sir. 

_ Hon. Mr. Murpocx: Get it in the various classes. If it is to be useful 
would have to be classified as to train service, and so on. 


% By Hon. Mr. Black: 

_ Q. I should like to ask you a question, Mr. Cooper, which is perhaps not 
ertinent to what you have been giving at all. On the basis of the decline 
business for the first four months in the year, and assuming that it does 
; improve, what is going to be the total loss on our roads for the present 
cal year?—A. I coud not answer that, sir. I do not know what steps our 
anagement will take to reduce expenses proportionately to decrease in gross. 
 Q. It was $42,000,000 or thereabouts for the preceding fiscal year—A. For 
stance, last night Mr. Kingsland said that on some date in May he laid off 
1,235 people. : 

- Q. You could not give me any idea at all?—A. No, sir. 


’ > By Mr. Biggar: 


 Q. I gather that you really cannot tell us anything about unification. You 
annot tell us what now would be the prospective savings from unification, even 
he audit department?—A. I could give you an idea. I do not have access 
the Canadian Pacific figures; I would have to make certain assumptions. 
, I do not think there is any doubt there’ would be some reduction in account- 
‘costs; I think it is very obvious. We would not need two Comptrollers, 


reduced in 1937 to $1,843,946, which leaves a balance of $1,680,700. If 
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and the same thing would follow down. I think the reduction would be mo: 
in the supervisory forces. With large staffs, the work is measured out ba 
on an output per man per month. Some accounting which is now inte 
would become local, and presumably we would not have the accounting expe 
of pooling passenger revenues and things of that sort. There would be so 
reduction in accounting expense. 
Q. Have you any idea what the amount would be? Or can you tell tha 
without a study?—A. I would say offhand it might be some $500,000 to three: 
quarters of a million. q 
Q. That would be as near as you could get by a conjecture of the kin 
that you are now able to make?—A. Yes. To make a dependable estimate you 
would naturally have to have the figures of the two sides. a 


By Hon. Mr. McRae: 4 
Q. Mr. Cooper, did you have any part in the preparation of the estimate 
of $60,000,000, and the later one of $56,000,000?—A. None whatever, sir. 


By Mr. Biggar: a 
Q. Can you tell at all how much of these reductions that are in your 
‘statement can be regarded as permanent?—A. I think by far the greater propor 
tion of them would be permanent. 

Q. You would get on with that amount, notwithstanding an increase 
traffic to the 1930 figure?—A. I have given you a figure which represents tl 
reduction in expense due to the decrease in volume of traffic, and I have assume 
that that would revert. : 

Q. But no more than that?—A. It might not go back as far as that, I 
not see why it should go higher. 

Q. Now, will you go on with your second subject? 


i 


q 
A 
br 
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By Hon. Mr. Robinson: 4 

Q. Are the methods of your accounting laid down by the Railway Commis= 
sion, or do you follow the Interstate Commerce Commission methods?—A. 
Speaking of the Canadian National? - 
Q. Yes.—A. We follow very closely the methods prescribed by the Inter 
state Commerce Commission. g 
* Q. They are not laid down, then, by the Railway Commission?—A. No. — 
Q. One witness told us that the railways had to keep the accounts as the 
were instructed to do by the Railway Commission——A. That is true to a larg 
extent. The situation is not very clear, but under the Railway Act railw 
companies are required to make a return to the Board of Railway Comm 
sioners in a form prescribed by the Board. The Board itself has never | 
down any rules and regulations as to how the figures shall be compiled, 
Mr. Payne, who was in the Department of Railways, I think in 1915, issue 
classification which was substantially that of the Interstate Commerce Comm: 
sion. He made certain changes which he felt should be made in the applica- 
tion of those rules to Canadian conditions, but generally he Just struck out th 
words “ Interstate Commerce Commission” and put on the name of the King’ 
Printer and sent that out to the Canadian railways. But with respect to inco 
accounts and balance sheet accounts, there are really no direct instructions 
any Canadian authority as to how accounts shall be kept. = 
Mr. Biacar: As a matter of fact, Senator, I am told by the Bureau — 
Statistics that this is the position. There is a provision in the Railway 
authorizing the Board of Railway Commissioners to require accounts 
sent in to them. Then there is also’a provision in the Statistics Act emp 
‘ng the Minister to require returns to be made in a particular form. I am 
(Mr. T. H. Cooper.] | . * 
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ns actually were made in duplicate to the Railway Commission, and one 
sent on to the Bureau of Statistics; but that since then the returns have 
made direct to the Bureau of Statistics on forms that have been approved 
nde the Statistics Act by the Governor in Council, and that that is the way 
iat they come to the Bureau of Statistics, really, under the Statistics Act. I 
le some inquiries about that. 

_ The Cuarrman (Right Hon. Mr. Graham): Do they not follow closely the 
inciples of the Interstate Commerce Commission? 

_ Mr. Biaear: I have just been handed this provision of the Statistics Act, 
ction 26 (1) :— 

Every transportation company shall annually prepare returns in such 
form as may be prescribed by the Governor in Council with respect to 
its capital, traffic equipment, working expenditure, and such other infor- — 
mation as the Governor in Council may prescribe. 


Iam advised that forms have been approved under that section. 

_ Hon. Mr. Rosinson: As I understand it, that follows very closely the 
Interstate Commerce Commission methods. 

| The Cuarrman (Right Hon. Mr. Graham): I think you will find that is 
correct. 
_ The Wirness: The form is somewhat similar, but the point I was making 
is that there are no regulations directing how the figures which get into that 
form shall be compiled. 


4g By Hon. Mr. Robinson: 
~ Q. Do you know whether the two railway companies follow the same 
stem of accounting?—A. I know they do not. 


By Hon. Mr. Horsey: 
Q. They fill out the same form, but they compile figures differently ?—A. 
hey do not set up their figures in an identical manner. And if the committee 
want me to go into that, I will be pleased to do so. 
By Mr. Biggar: 
 Q. You have another subject that you want to deal with?—A. I have 


wree or four, Mr. Biggar. 
 Q. And it will take some time—A. I could deal with a very short one, if 


you wish. 
Hon. Mr. Hate: I suggest we adjourn, Mr. Chairman. 


_ At1 p.m. the committee adjourned until the Senate rises this afternoon. 


z.! 


___ The committee resumed at 3.30 p.m. 


~ Mr. Biccar: Mr. Chairman, I desire to direct the attention of the com- 

tee to Exhibit No. 90. I am advised by the Bureau of Statistics that it was 
nded to be covered by the explanatory letter, which indicates the information 
yhich I got from the exhibit is not quite accurate, and that I misapprehended 
he effect of the note—I think correctly so far as I am concerned. The note 
intended to indicate something different from what I took from it. So I 
m going to have a new statement ready to-morrow. 
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The CHamrman (Hon. Mr. Beaubien): And substitute it for the pre 
exhibit? ; Gt, ch 
Mr. Biccar: Yes. In order to explain what was said this morning tl 
exhibit will have to remain, but I will have a note attached to it by way 
explanation. | 


T. H. Coopmr (Examination resumed) : 


Hon. Mr. Rosinson: Mr. Chairman, I was asking this morning somethit 
about the accounting on the two systems. I wonder if Mr. Cooper can give | 
any further information with respect to it? He rather intimated to me he mig 


be able to do so. 


Hon. Mr. Horsry: That is the difference in the accounting method of th 
two systems? 


Hon. Mr. Rosrnson: Yes. 


By Mr. Biggar: 


Q. Mr. Cooper, what was the next subject you intended to take up?—A. 
am in your hands, but I could go on with this question of comparability | 
accounts, if it is satisfactory. 


Hon. Mr. Rosrnson: I should like to hear it. 


By Mr. Biggar: ‘q 

Q. All right—A. I think this question of comparability of accounts hi: 
some bearing on Canadian Pacific unit costs in relation to those of the Canax 
National, but it has a much more important bearing on the question of 
earnings of the two railways. In Exhibit 26, page 77, it is stated that 
presentation of accounts therein makes possible direct comparisons betwe 
the two major railway systems of Canada. On the next page the operati: g 
expenses for the Canadian Pacific Railway Company for the year 1930 are 
shown to be $153,750,665. In Exhibit H on page 422 they are shown to 
$146,687,017. Obviously both of these figures cannot be on a directly ¢ 
parable basis with those of the Canadian National. It is my understandit 
that the figures shown on page 422 agree with the figures reported by tl 
Canadian Pacific Railway Company and its subsidiaries to the Dominio 
. Bureau of Statistics and are as published by the Bureau in its annual blue boo 
entitled “Statistics of Steam Railways in Canada.” The attention of the co 
mittee has been more especially directed to the statement appearing on page 
When the figures for the Canadian National and the Canadian Pacific are 
down in parallel columns as appear on page 422 the figures should not be ta 
at their face value for comparative purposes. Some of the differences are 
follows: — 
The Canadian National treats its Telegraph Department, both railway an 
commercial, as a department of the railway, and includes the revenue an 
expenses in the railway accounts. The Canadian Pacific deals with its com- 
mercial service as an outside operation, The effect of this different treatment 
will be noted by an examination of the maintenance of way and struct 
accounts appearing on page 423 and in transportation expenses appearing 
page 424. 
The Canadian National treats its express operations as a department. 

the railway, including all the revenues and expenses of the department in r 
way accounts. The Canadian Pacific deals with the Express Department as 
outside operation, bringing into its railway revenues the net revenue ‘ft 
express transportation operations and bringing into income account the pr 
from the money order business, etc. The effect of the different treatme 
[Mr. T. H. Cooper.] ! ny 
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maintenance is concerned is not apparent by an examination of the 
maintenance of equipment account shown on page 423. Canadian National 

yuipment maimtenance account was charged with $377,606 for express equip- 
in 1930. The effect on the transportation expense is indicated in the state- 

appearing on page 424. 
~The Canadian Pacific include in their traffic expense certain expenses 
licable to their ocean steamship operations. This is indicated on the state- 
i appearing on page 424. It is my understanding that a corresponding 
lit is taken in the Canadian Pacific rail revenue. 

Mr. Armstrong drew attention to the fact that, in 1930, $1,225,000 of expense 
rails was excluded by the Canadian Pacific from maintenance expenses and 
rged to a reserve account. This would not be apparent from an examina- 
of the tables on pages 422 and 423. He also explained that $2,500,000 for 
‘cost of creosoting ties was excluded from maintenance account. On the 
adian National similar expense was charged to maintenance of way expense. 
Poe not be apparent from an examination of the tables on pages 422 
423. 

The Canadian Pacific report to the Dominion Bureau of Statistics for the 
r 1930 shows that their operating reserves at the beginning of the year were 
6,672,408 and at the close of the year $32,521,792, a decrease of $14,150,616. 
m unable to say to what extent Canadian Pacific unit costs which have been 
d for comparison with Canadian National costs may have been affected by 
e use of such reserve accounts. 

_ The accounts of the railways are not on a uniform basis with regard to 
ecounting for retirement and replacement of physical assets. 

- Another matter to which I might refer is that the annual report of the 
nadian Pacific Railway Company for the year 1931 states:— 

B. During the year the company continued to aid the unemployment 
situation by anticipating renewals. The expense in connection therewith 
___-will be charged into the company’s income accounts at the time the work 

would ordinarily have been performed. 


The annual report for 1932 stated: 
bs The unemployment situation having shown no improvement during 
the past year, the company continued to lend aid to the extent of antici- 
__ pating repair work. The expense in connection therewith is being taken 
into the company’s income accounts at the time the work would in 
ordinary course have been performed. 


The annual report for 1933 shows the following item as a charge to profit and ~ 
; account: 
Balance of unemployment relief expenditures, carried as deferred 
charges December 31, 1932, $6,327,616.37. 


t will be noted that by this method an expenditure of $6,327,000, which was in 
nature of an operating expense, and which the company on two occasions 
ted would be charged to income at the proper time, was cleared directly into 
ofit and loss or surplus account. 

On the Canadian National the traffic expenses include the expense of the 
lonization, Agriculture, and Natural Resources Departments, as shown in 
hibit 60, page 908, whereas on the Canadian Pacific, Colonization and Immi- 
tion expenses are excluded from income and profit and loss account and 
ged against land surplus carried as a separate item on the balance sheet. 
is not apparent from an examination of the tables appearing on pages 422 
AQAS os, 

Mr. Liddy, testifying at page 894, indicated that certain salaries and 
ses of the Canadian Pacific System officers are charged partly to railway 


vs 7} te Sa aes Mba atce. © ee ane hae be Da A ! Ne Pigs Tiel, We TY Ss an 
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accounts and partly to their non-railway activities, ocean steamship servi 
hotels, and so forth. On the Canadian National no portion of system offic 
salaries is charged outside operations. 
The Canadian National charges to operating expenses the. full costs incur 
by it for pensions. In 1930 the “Canadian Pacific pension costs were exclu 
from operating expenses. This will be noted from the statement appearing 
the foot of page 425 of the record. 
With some reservation in the matter of operating reserves, while cert 
adjustments with respect to the items referred to have been made in comput 
the estimated savings under unification, certainly they have not all been giv 
effect to in the preparation of the statement in Exhibit 26, appearing on page 7 
The figures appearing on page 78 in turn have been carried into Exhibit 54 
page 829, and I think great care will have to be taken in any use made of t 
figures in Exhibit 54 which purports to show the relative net income befo: 
fixed charges of the two railways during the ten-year period 1927 to 1936. 
Both railways operate a Land Department, principally concerned with th 
administration of land grant lands in Western Canada. The operations of th 
Canadian National are, of course, not on the same scale as those of the Canadie 
Pacific. In our Canadian National accounts the transactions of the Lan 
Department are accounted for through income and profit and loss. On thi 
Canadian Pacific the operations of their Land Department are excluded fron 
income and profit and loss and charged directly against land surplus, carried 
as a separate item on the balance sheet. f 
I should be sorry if anything I say is considered as questioning the correct- 
mess or propriety of the Canadian Pacific accounts. I have no intention to do 
so, either directly or by inference. 
This question of the comparability of the accounts has been given a grea 
deal of consideration in the past. So much so that in 1937 the Minister o 
Transport appointed a committee of five, of which Mr. Leslie and I are member 
to compile classifications by the use of which there shall be uniform accountin 
for railways under the direct jurisdiction of the Dominion. The committee ha 
not completed its work, but some progress has been made. : 
Now, in that connection I should like to refer to certain correspondence 
which I have had with the Dominion Bureau of Statistics regarding the method 
in which the figures appearing in Exhibit No. 26, on page 77; in Exhibit No. 54 
on page 829; and the figures used in Exhibit 81, which was filed here yesterday, 
» and which I have not had a chance to examine, are compiled. q 
The first letter is as follows:— 


Montreau, Que., March 24, 1938. 


Mr. G. S. Wrona, 

Chief of Transportation Branch, 
Dominion Bureau of Statistics, 
Ottawa, Ont. 


Dear Sir,—Referring to your publication dealing with the accounts, 
statistics, etc., of the Canadian Pacific Railway for the period 1923 to 
1936 inclusive. 

On page 4 of this report, referring to the operating results, you mak 
the statement that ‘“‘ this presentation makes possible direct comparison 
between the two major railway systems of Canada.” Also, referring t 
the principal operating statistics of the system, you indicate that the dats 
are generally comparable with corresponding data for the Canadia 
National Railways. Will you be good enough to indicate your adjus 
ments, if any, extending beyond those relating to commercial telegraphi 
news and express, ocean traffic commissions, and pensions? Will you 
also please say whether you have ENG any analysis of the operas 

[Mr. T. H. Cooper.] 
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and accounting practices of the two railways which warrants the state- 
ne + under authority of your Bureau that direct comparisons are made 
ossible by your presentation? 


Yours truly, 


}is signed by myself. I received a letter back dated March 26, 1938, read- 
as follows:— 
a Referring to your letter of March 24, the statement that the 
reports on the Canadian National and Canadian Pacific make possible 
direct comparisons between the two major railways is modified by the 
statement preceding it, that these data were prepared to be comparable 
- with the data in the Duff report which put these records of the two rail- 
ways on the same basis as far as possible. If there are any significant 
differences in the data I would be pleased if you would point them out 
to. me. .- 


Yours very truly, 
(Sed.) G. 8S. WRONG, 
Chief, Transportation and Public Utilities Branch. 


Z a 
4 


wrote back on April 23, 1938, as follows:— 
oe Please refer to your letter of March 26 in reply to mine of March 
24 concerning the data prepared by your Bureau for the Canadian 
Pacific and the Canadian National Railways. 

We are somewhat in the dark as to what adjustments were applied 
to the figures shown in the Canadian Pacific annual report to your 
Bureau in order to arrive at the data which is the subject of this letter. 

4 It would seem there are differences as follows, for some of which, how- 
- ever, we are unable to state the amount and for which there is no indica- 
tion that allowances have been made in the figures prepared by you. 
Canadian Pacific operating expenses do not include their coloniza- 
tion and immigration expenses which are charged to their land surplus, 
___—_whereas similar expenses of the Canadian National are included in 
operating expenses. Your comparison of operating expenses would be 
™ further upset by the accounting for property changes; the Canadian 
a National follows retirement accounting, whereas the Canadian Pacific, 
to a large degree, follows replacement accounting. 
The footnote on Table 2 with regard to the revenues denotes that 
you have taken up the gross of commercial telegraphs and express. In 
the footnote with regard to the expenses no mention is made as to what 
has been done with the expenses of these operations. Again as to the 
- years 1932-1935 there is a notation “ Revised,” which is rather ambiguous 
in view of your footnote denoting all years have been revised. 
Income accounts of the two companies differ in the following 
respects: the result of Land Department operations is included in Cana- 
dian National income figures under Separately Operated Properties, 
whereas the Canadian Pacific results are taken up in land surplus 
account maintained separately from railway surplus account. Further, 
the Canadian National takes up annual surpluses or losses of Separately 
Operated Stock-controlled Subsidiaries through income accounts, — 
whereas the Canadian Pacifie’s practice has been, in certain cases, to 
make provision through Profit and Loss for losses anticipated in connec- 
~~ tion with advances to such subsidiaries and to take profits into income 
account on declaration of dividends. ‘ 


1158 


- [Mr. T. H. Cooper.] * 


SPECIAL COMMPRTBE 055), ska 


However, of greater importance as affecting a comparison bet; 
the two systems are the recognized basic differences because of w 
it is submitted, no direct comparison can be made. The major diffe 
are: ae 

(1) “The Canadian Pacific Company has been developed as a 
unified system. The mileage added has been complementary to exi 
mileage. aa 

The Canadian National Railway, on the other hand, represents 
the most part the consolidation of lines that were constructed by pri 
companies and which were, in many respects, competitive systems. Hen 
there came to be included within the consolidated system extensive t 
mileages which are duplications. This applies not only to the main. 
but to branch lines. In short, while the mileage of the Canadian Pa 
has been complementary, the Canadian National system, developed u 
different conditions, has been handicapped by heavy mileage of | 
complementary lines, and the elimination of these duplications has 
to be accomplished.” (Report of Royal Commission 1931-2) p. 13.) 
disability also follows through to terminal, yard, shop and other facili 


(2) A large part of what is now Canadian National mileage 
built for political and not for economic reasons, Where such fac 
enter, it is only reasonable to expect a higher level of costs. (Profe 
J. L. McDougall, Queen’s University, in February, 1935, issue of 
Canadian Journal of Economics and Political Science.) Ae 


(3) The Canadian National, during the period subsequent to 1 
incurred heavy expenditures in order to catch up on deferred maintena 


(4) No consideration is given to the traffic density of the 
systems. The Canadian National has a larger mileage of light trafhie 
lines than the Canadian Pacific. 4 

A mere comparison of the reduction in operating expenses does not 
differentiate between reduced costs resulting from more efficient operatio 
and reductions made as a measure of economy to meet a difficult financial 
situation. 

Perhaps it would not be out of place to point out that the Inters 
Commerce Commission with its comprehensive regulatory powers, w 
include accounting classifications mandatory upon the carriers under 
jurisdiction, publishes statistics of carriers consisting of abstracts 
information contained in the annual reports of the carriers submi 
under oath, but does not in any way suggest that the figures for indivi 
carriers are comparable. i 

The steam railway statistics for Canada published by your Bureau 
are likewise not issued as representing comparative figures, but as & 
tabulation of information contained in the annual reports of steam rail- 
ways to the Bureau. “a 

Assuming that the reports of the Canadian Pacific and the Canadian 
National, which, as in the case of reports to the Interstate Commeret 
Commission, are rendered to your Bureau under oath, are completed 
accordance with the accounting classification issued under authority 
the Minister of Railways, it is not clear why the figures contained in th 
reports should be disregarded in certain respects in an attempt to ar 
at a comparison. es 

However, while the accounting classifications in the United Ste 
are mandatory in their application, this is evidently not so in C. 
as we know that the Canadian National and Canadian Pacific rep: 
differ in a number of important respects. ac) 
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the Interstate Commerce Commission with its wide powers for 
licing of the basic accounting figures, as well as for demanding and 
obtaining uniform figures, does not publish the information contained 
in reports to them as being comparative, I think that, in the circumstances 
under which your Bureau obtains similar information, the propriety of 
the 2 uae made by you that the figures are comparable can be ques- 
tioned. : 
f In any event, as to the question of comparison it is submitted that 
even if the figures were uniformly compiled in the accounts and in the 
reports to your Bureau, the information would only be of partial assist- 
ance in an attempt to compare the two railroads. For example, Walter 
_ Mz. W. Splawn, Member of the Interstate Commerce Commission, in 
Interstate Commerce Commission Activities 1887-1937, page 81, says in 
effect: A complete study of the efficiency of management must utilize, 
_ among other things, statistics such as those relating to expenditures for 
- _ road and equipment repairs, traffic solicitation, purchasing, storekeeping, 
_. and adjustment of capital investments to traffic. 
= It is respectfully submitted that a fair comparison of the two systems 
-_would require special and extensive studies far beyond what is contained 
in the reports made by either the Canadian National or the Canadian 
m= Pacific. 
ae I do not feel that the modification to which you refer in your letter 
moderates to the extent to which you think it does your statement that 
__- your presentation makes possible direct comparisons between the two 
- major railway systems. 
= From time to time persons use the figures published by your Bureau 
" in an effort to prove inefficiency on the part of the Canadian National 
Railways and name the Dominion Bureau of Statistics as the authority 
a for comparability of figures. This relates not only to the pamphlet in 
- question, but also to the Monthly Statement of Operating Revenues, 
' Expenses and Statistics of Canadian Railways published by your Bureau. 
You are well aware that the figures in this publication are not comparable, 
but those who read your publications are not; the single note which 
appears with regard to express revenues might well justify the casual 
reader in assuming that this was the only point on which comparability 
did not exist. It seems impracticable to append notes as to the differ- 
ences, even if they were fully known, but in view of the use which is 
being made of these statistics, I do feel that_a general note disclaiming 
any authority on the part of the Dominion Bureau of Statistics for the 
comparability of the figures should appear. tee 
5 I trust that you will give this matter further consideration in the 
4 light of the foregoing. ¥ 


That was signed by myself. I received the following letter in reply, dated 


April 25, 1938: 


DOMINION BUREAU OF STATISTICS 
TRANSPORTATION AND Pusiic Utiniries BrancH 


Orrawa, CANADA, 
April 25, 1938. 


Dear Sir,—Referring to your letter of April 23rd, file T. 60, I think I 
appreciate your position and I will keep your points in mind in our future 
issues of these two particular reports. You undoubtedly realize, however, 


that if we attempted to point out differences in these two systems it would 
probably do more harm than good. It is impossible, of course, to have 


- 
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two railways identical in all their activities and cone quent t 
parisons of results will have to be modified, the same as comparisor 
any other industries. 6 

Yours very truly, 


G. 8. WRONG, _ 
Chief, “a 
Transportation and Public Utilities Branel 


I wrote him this further letter on April 30: 


Mr. G. 8S. Wrong, 

Chief, Transportation and Public Utilities Branch, 
Dominion Bureau of Statistics, 

Ottawa, Ont. 


Dear Sir,—Please refer to the pamphlet issued by your Burel 1 
showing for the Canadian Pacifie Railway revenues and expenses, ete; 
for the fourteen years 1923-1936. 4 

As indicated by the footnotes therein, adjustments were made tot 
operating revenues, operating expenses, and income accounts shows i 
the annual report to your Bureau in order to bring out the figures show WI 
in the pamphlet. ; 

I should be glad to have details of these peleninel ¢ if ney ca 2 
be made available. 


That was signed by myself. I received a reply dated May 3, 1938, as followsl 


Dear Sir,—Referring to your file T. 60 of April 30th, the details of 
the adjustments made in the Canadian Pacific report, 1923- 1936, so th 
the data would be comparable with those prepared by cle Duff Comm: S 
sion, are not available. 4 


That was signed by Mr. Wrong. 


By Hon. Mr. Haig: 
Q. Professor McDougall said that lines were built for political reasons 
Would you tell us what lines were so built?—A. I think the National Tran s 
continental was the line built for political reasons. It was a part of the pact 
“of Confederation. 
Q. The National Transcontinental?—A. I mean the Intercolonial. I shoul 
have said the Intercolonial. a 
Hon. Mr. McRae: You were right the first time. 
Hon. Mr. Hate: I agree with you in the first statement. I am not sure 
I do in the second. a 
The CuarrmMan (Right Hon. Mr. Graham): The Intercolonial. was built 
for political reasons in the larger sense. It was built for national reasons. 
- The Witness: Yes, I think that would be perhaps the better term. 
Hon. Mr. Hatc: That is not the sense in which Professor McDougall use 
that expression. He said that the difficulty with the Canadian National w; 
that some of the lines were built for political reasons. I want to know wh t 
lines were so built. And the witness says the National Transcontinental, and 
when he starts to think about that he says, “ No, the Intercolonial.” 4 
Hon. Mr. Murpocx: He meant the Intercolonial, he says. 4 
Hon. Mr. Hate: The Intercolonial was built not for political reasons but 
for national reasons, as the Chairman has said. a 
Hon. Mr. McRan: The Canadian Pacific was built fe national reasons a 
Mr. T. H. Cooper.] i 
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1e WITNESS: Possibly I am wrong in attempting to indicate what Professor 
ougall might have had in his mind. 

fon. Mr. Hata: You quoted him with approval. 

Right Hon. Mr. MeicHEeN: He also quoted the Montreal Star. 

Hon. Mr. Hale: You are giving approval to his statement, or you would 
have quoted him. I should like to know what lines were built for political 
asons. If you mean national reasons, the Canadian Pacific would come within 
+ category, and so would the Intercolonial. But does any other? 

_ Hon. Mr. Danpuranp: You would need to define the term “ political 
asons,” if it is not synonymous with “ national reasons.” 

Hon. Mr. Haic: He used it. I am not putting words in his mouth. 
~The Wrrness: I construed that as referring to the Intercolonial Railway, 
nd I used it in that sense. 


By Hon. Mr. Haig: 
®  Q. Then in what category would you put the Transcontinental from 
‘Winnipeg to some place called Quebec, or some place down there?—A. Public 


ervice. 
- Q. And what would you call the Grand Trunk Pacific from Jasper to 


rince Rupert?—A. I think you are getting me into deep water. 


By Mr. Biggar: 

' Q. I suppose, Mr. Cooper, without a complete reanalysis of all these figures 
you cannot tell us what the weight of these considerations that you have 
utlined might be?—A. No, I could not. 

 Q. Now, you have got another subject that you want to deal with?—A. 


(es, slr. 


By Right Hon. Mr. Meighen: 

Q. Your argument is that there is no way to tell whether your roads are 
being run efficiently or economically, or not?—A. No, sir. 

' Q. It is pretty close to that—A. No, sir. I say you cannot take this 
“statement on page 422 of the record, where the figures for the Canadian Pacific 
“and the Caandian National are put down, and say that those figures are at all 
‘comparable. 
» Q. You might compare your results in recent years, for instance in 1930, 
"with your own results in 1922, say?—A. They are not strictly comparable. 

Q. They would not be comparable either?—A. No. 

Q. All we can do, then, is throw our hands up?—A. I do not say that. 

Q. That is, if you are right —(No answer.) 
» The Wrrness: I was asked to examine the estimated saving of $300,000 
| which appears as item 7 in Exhibit 49, at page 416 of the record. Exhibit 49, 
page 416, item 7, shows estimated saving in Colonization, Development and 
Insurance of $300,000. Exhibit 67, page 941 shows a division of the $300,000,— 
$200,000 being assigned to Colonization, Immigration and Natural Resources, 
and $100,000 being assigned to Insurance. 

It appears to me that this item of $200,000 should be eliminated from the 
‘saving estimated under unification. The Immigration and Colonization expenses 
of the Canadian Pacific heretofore have been treated as ancillary to their land 
sales and ocean steamship activities. Immigration and Colonization is encour- 
‘aged with the object of disposing of Canadian Pacific unsold lands and as 
providing additional business for Canadian Pacific ocean steamship services. 
At any rate, the expense of the Immigration and Colonization Department has 
always been excluded from the railway accounts and charged against “ Land 


Ss 


1162 SPECIAL COMMITTEE — 


Surplus,” a separate balance sheet account. The ae ‘ot Tunneats 
understand it, contemplates a merger of railway properties only, and 
exclude the ocean steamship services and land department activities. I 
not be contemplated that the unified railway would assume the expens 
department intended to promote Canadian Pacific investments not part. 
unified property and, therefore, I think this saving has no proper place 
estimated savings claimed to be possible under unification. In any event 
saving claimed of $200,000 is greater than the entire cost of this depart 
to the Canadian National in 1937, which was $149,338, so that if the Canadian 
National department were completely obliterated the saving claimed could 1 nc 
now be secured by unification. ZZ 
3 
By Hon. Mr. Cote: 
Q. What was it in 1930? 


Mr. Bieear: $545,110. That was for colonization, immigration, develop 
ment and natural resources. Of that, $435,110 was for colonization and i immi 
gration. i 


The Wirness: Yes. $435,110, and in 1937 it was down S $149 338—¢ 
reduction in the case of the Canadian National of $395,000. That reducti 
is due to the fact that the department was very largely disbanded. We closed 
offices in Liverpool, Glasgow, Rotterdam, Copenhagen, Oslo, Gothenba 
Moncton and North Bay. As I understand, those offices were closed largely 
because the present policy of Canada is not to encourage immigration as wa as 
the case in 1930. 

I come now to insurance. The expense referred to is intended to represé nt 
the cost of the administrative staff of the Insurance Departments of the two 
railways. The administrative expense of the Canadian National Insurance 
Department in 1930 was $67,130, not $124,400 as shown in Exhibit 67. The 
present day cost is less than $20, 000 per annum and I do not think any furthet 
reduction would be prudent. Assuming the Canadian Pacific has not increased 
its expense over that of 1930, viz., $50,600, it is obvious the cost of the com= 
bined department does not now exceed $75,000. In other words, all the savings 
possible have been made, they have been made quite apart from unifooia 
and therefore cannot be classed as unification economies. a 


By Mr. Biggar: 3 

Q. That completes that point, Mr. Cooper?—A. Yes, sir. a 
Then I was asked to deal with general expenReS which is included 1 n 
Exhibit H at page 425. y 
Q. Yes, at the bottom of page 425 the the committee’s proceedings. In thal 
exhibit there are savings shown of $4,289,005. This figure includes salaries and 
expenses of general officers of $677,439, and salaries and expenses of elerks and 
attendants of $2,668,672, which have been dealt with separately under the heading 
of Supervisory Expenses. This leaves $942,000, consisting chiefly of the ae ; 
general office supplies and expenses $480,768, which i is the third item on page 425; 
and legal expenses $362,937. 
For the Canadian National in the interval we have reduced that expense 

by $390,000. If you were to project on the same basis as the Canadian Pacific 
did in their 1930 estimate, their so-called unit costs, over into the Canadian 
National, the estimated saving now would be $34,000 instead of $480,000. 
You have a similar situation with respect to law expenses. The Canadian 
National in the interval nee reduced its legal costs by— Pomre 
[Mr. T. H. Cooper.] 
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rom what to what?—A. From $563,326 to $327,000. Computing the 
on the basis of the 1937 account, as was done by the Canadian Pacific 
r estimate of the 1930 account, the saving to-day would be $109,000 

compared with $362,000, which is included in their total savings of $64,000,000. 


m By Mr. Biggar: 

iQ. That covers the ground?—A. Yes. 

Hon. Mr. Gorpon: Mr. Chairman, yesterday your committee was informed 
Fone of the witnesses that the comptroller—I presume that is Mr. Cooper— 
uld let us know the profit made on the coastal service of British Columbia. 


m= By Hon. Mr. Haig: 

‘ ; : 
_Q. Before you answer that question, Mr. Cooper, I should like to put this 
ou. Have you made a summary of what would be left of the savings in 
maximum field? You had this morning a figure of $9,800,000 odd, and 
‘showed that $5,400,000 odd had already been accomplished, so that left 
000,000 of a field to operate in. Have you made up a figure for the whole 
ure?-—A. No. I could give you a statement with respect to the items which 
yself have analysed. 

~Q. I wish you would do that.—A. I will do that. 

Q. Thanks very much.—A. On the Pacific steamship services in 1937 we 
a deficit of $101,020—that is, on the Northern B.C. service; on the Alaska 
ce we had a surplus of $116,385; on the Queen Charlotte Islands we had 
s of $25,317; the Prince Charles and the Prince John in tramp service lost ~ 
A7- the Prince Robert, Prince Rupert and the Prince George in special 
es made $2,700. The total of that in 1937 was a loss of $14,097. The 
esponding figure of 1936 was a profit of $10,305. 


By Hon. Mr. Gordon: 

_Q. What is the result of the whole of your figures there?—A. $14,097 loss 
in 1937. 
~ Q. In arriving at that loss what did you write off for depreciation?—A. Not 
ything. 

 Q. Nothing?—A. Nothing. 

 Q. What is the capital investment there?—A. I would have to get that for 


uU.. 

Q. So that is not the loss at all, that $14,000?—A. We do not accrue depre- 
ation in our accounts. 

Q. That is really a separate business up there in a way, and we were told 
yesterday by one of the members of the committee that during 1937 busi- 
was so good up there that sometimes it was almost impossible to get trans- 
ation space. Notwithstanding that, on the whole thing you figure a loss of 
000, with nothing written off for depreciation. What approximately would 
e capital investment be there? Would it be a few hundred thousands or a 
nillion dollars?—A. I can get the information for you during the afternoon. 

.Q. I think that is very important. I do not know anything about boats, but 
it seems to me they usually write off 5 per cent depreciation—A. We do not. 
 Q. That is the point. I don’t think you write depreciation off anything, even 

n the railroad. But that $14,000 means nothing at all because the loss must be 
aundreds of thousands of dollars—A. Some reference was made this morning— 
" Q. Before you get through with that, I should like to know this. It is a 
parate operation out there in a way. Now, the C.N.R. of course advanced all 
oney for the construction of the boats and everything else. Having done 
urely you would charge them something for the interest on that investment 
ur own purposes to find out where you stand?—A. As an internal— 
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Q. Internal or external or anything you like. It seems to me po 
ness to have these ships running out there making a tremendous loss | 
-__A. The point is we do not accrue depreciation. oS 
Hon. Mr. McRaz: May I clear up that point, Senator Gordon? 


By Hon. Mr. McRae: « 
Q. You show a loss of $25,000 on the Queen Charlotte Island services, M 
Cooper?—A. Yes, sir. Pee 
Q. If there is one case in Canada where that is a public service and a | 
ing one, that is it. That service has been running there for more than 
eration to my knowledge. It never has paid and probably never will, b 
a necessary service. I would say it is one case where the Canadian N 
is providing a necessary service that is going to be a dead loss, and it is 
to your steamship business on the Pacific coast to overlook that fact. 
Hon. Mr. Rosrnson: I suppose if 1t was run by a private concern 
service would have to be subsidized. BS 
Hon. Mr. McRas: It would have to be subsidized to the extent of $25,0( 
or $50,000. That is absolutely essential to the community. ‘5 
Right Hon. Mr. MeicHen: Where is that service? a). 
Hon. Mr. McRar: Between Prince Rupert and Queen Charlotte Isl 
By Right Hon. Mr. Meighen: a 
Q. Tell me, Mr. Cooper, how do you justify not charging depreciation 
A. I was asked this morning, Senator Meighen, under what regulations 
accounts are checked— Ry 
Q. That is not the point. How as a matter of business do you Jj] 
reporting profit and loss on the operation of boats without a charge for de 
ciation?—A. I should like to continue my answer. . 
Q. Well, see that it is an answer.—A. This is an instruction issued b 
office of the Comptroller of Statistics in 1915, when the accounting class 
tions which we use in Canada were issued. In it there is this paragraph, } 
The principle of depreciation is absolutely eliminated from all accounts, — 
is what we are going on. a) 
Q. That may be, but that does not say you cannot charge depreciation 
your books.—A. If you wanted me to make a special statement of the ¢ i 
this service, including depreciation, it could be done. it: 
Q. It is misleading to the public to report a loss or profit in respect 
operation of boats and leave out depreciation. You cannot tell us tha 
Statistics Department prevent you presenting a faithful and honest rep 
your operations. They have no authority to prevent you doing that. Do 
C.P.R. not charge depreciation on its boat operation?—A. I should no 
‘to speak for the C.P.R. accounts. I believe they do. 
Q. You speak about them in many other ways.—A. I believe they di 
And that is another respect in which their system of accounting | 
from yours?—A. Yes, that is so. 


By Hon. Mr. Gordon: 
4 Q. Mr. Cooper, this committee, as I understand, is endeavouring to 
out whether the C.N.R. is run as a philanthropic or a business institution. 
T find out now that no depreciation has been written off there, or no regs 
to capital investment, it makes me think that the officer, whoever is at the 
of the institution, Mr. Hungerford maybe, I do not know, but it does se 
me he is not acting in a business way if he does not want to find out t 
[Mr. T. H. Cooper.] , BENG 
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| Ol is to know where the company stands on this boat service. . 
nstitution can get along without that. I am not blaming you for 
there is someone in the C.N.R. who is not attending.to his business. 
fr. Buack: The serious part of the lack of depreciation and reserve 
ng like ships is that obsolescence in a boat is noticeable every year, 


erating profits are arrived at. 

~The WITNESS: Are you speaking of the railway? : 
Hon. Mr. Gorvon: Yes. Every other institution that I know of does this” 
the way in which we would like to see it done, and this makes me wonder ‘how 
1e operating profits are arrived at. 

Hon. Mr. Sincuamr: You are speaking of the boats. 

‘Hon. Mr. Gorpon: Both. 


By the Chairman (Hon. Mr. Beaubien) : 

Q. Tell me, Mr. Cooper, does your account show any depreciation of you 

otels?—A. No, sir. 

Q. You have a very large amount in hotels, but there is nothing at all— 
We do not accrue depreciation. s 

_ Q. In your furniture. im the hotels —-A. No, sir, As ihrequipes renewal 

cost of renewal is charged to expenses. 2 

Q. But there is no depreciation at all?—A. No, sir. PAW he 


By Right Hon. Mr. Meighen: i 
-Q. Does the C.P.R. not provide repreciation on its hotels?—A. I believe 

y have done in the last two years. . 
Q. But not before that?—A. I do not think so. ig a 


By the Chairman (Hon. Mr. Beaubien) : : 
-Q. Do you know whether they have depreciation on their boats?—A. I 
believe they do. ; ee: 


hs By Mr. Biggar: ; . 
 Q. With regard to these steamships, are the total operating revenues and 
fal operating expenses carried into the railway account, or just a net into 
ome?—A. Into income. 
“he net balance between operating revenues and operating expenses ?— 
fea Cot RNC 
the net figure you gave us would be carried into the railway’s income. 
A. Yes, sir. No phe 

was a debit item of a few tens of thousands. 
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Hon. Mr. Gorpon: Fourteen. Now, I understand you are going to ge 
information with regard to the capital invested in those boats. ne 
Hon. Mr.-McRar: Mr. Chairman, I think there is entirely too m 
importance attached to this coastwise shipping in view of the magnitude of 
issue we are dealing with. One thing that must not be overlooked to begin 
is that these ships are complementary to the railway and are a necessity, 
in the 600 or 700 miles of coastal service they are providing a necessary ser 
to a number of industries, some of which are very large ones that contribute 
very substantially to the revenue of the Federal Government and the province 
as well. The service is absolutely essential, and it is not any more than ig 
required. I think that should receive recognition. . yy 
Right Hon. Mr. Mricuen: But that does not affect the matter of pro per 
accounting. a 
By Mr. Biggar: . a 
Q. Is there any subsidy for the Queen Charlotte Island service?—A. IT am 
told there is a subsidy of $12,000 a year. a 
. Q. From what department?—A. Trade and Commerce. aM 
Q. Do you know of any return that is made to the Department of Trade 
and Commerce with regard to that particular service?—A. No. a 
By Hon. Mr. Black: a 
Q. The loss, then, so far as Canada is concerned, would be increased by 
that $12,000?—A. Yes. a 
Q. I am not criticising that line to the Island, because it is very much in 
the nature of the car ferry between Prince Edward Island and the mainland; but 
the other services, the coastal steamship services were supplied before the 8.N.R. 
went on, and it seems to me that if they are carried on at a loss and private 
interests are prepared to carry them on anyway, we could probably dispense 
with them. ud 
Hon. Mr. DanpurRAND: We could have asked that question of Mr. Warret 
who appeared yesterday and gave figures as to the movements of these boats. 
I think he mentioned that they were in the red last year, but had not been so 
for some years prior. 7 
Hon. Mr. Gorvon: I asked him, and he said he thought a profit of $46,000 
had been made, but he was not sure of that and said Mr. Cooper would answer 
Now Mr. Cooper says it was $14,000. 4 
Right Hon. Mr. Meicuen: Of a loss. 
Hon. Mr. Buack: Plus interest on the capitalization of the boat. 
Right Hon. Mr. Metcuen: And plus depreciation. 


Hon. Mr. Murvock: Is not a great deal of depreciation taken care 
through expenses? | 

Right Hon. Mr. Meicuen: In ordinary accounting that depreciation is taken 
care of anyway. ; 


2? i: 
Qn, 


0] 


By Hon. Mr. Murdock: 4 
Q\ But for the upkeep of the boats, and everything incident thereto, that 


charged to expenses?—A. Yes, sir. a 


Q. The Canadian Pacific does not charge it to expenses?—A. It i 
charged to the railway expenses, but to the steamship service. yh 
[Mr. T. H. Cooper.] a 


By Hon. Mr. Horsey: ~ | 
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By Hon, Mr. Murdock: 

But these expenses are part of the ordinary, every day depreciation, ar 
ot?—A. No, they take the day-to-day eters rath fs not phe 
amortization of capital. 

Q. The Chairman, Senator Beaubien, referred to the furnishings and chairs 
hotel, that are short lived. What about similar furnishings on the steam- 
?—A. That would be renewed as a charge to operating expenses. 

Right Hon. Mr. Mrtcuen: But in conducting any business organization, 
e you keep your property in repair you are not relieved of setting up 
eciation, because equipment is continually getting older; and any auditing 
will compel you to set up depreciation in addition to the amortization of 


~ Hon. Mr. Murpvocx: Then should we not take exception to the instructions 
that booklet that Mr. Cooper read from, in which it is stated that they should 
not take into consideration depreciation? 

Bi Right Hon. Mr. Mricuen: I do not know what the purpose of that is. In 
any event, they would not have authority to tell the Canadian National that 
they should not keep proper accounts, and even if they did, you know there 
has got to be depreciation. 

Hon. Mr. Hata: It does not apply to a railroad line. 

_ Right Hon. Mr. Mutcuen: They have a different system. 


¥ By Hon. Mr. Horsey: 

QQ. When you are buying new equipment and furniture, do you put that into 
expenses?—A. Yes. 

-- Hon. Mr. Horszy: The witness says, Mr. Meighen, that when they buy 
new equipment and new furniture it is added to expenses. . 
Right Hon. Mr. Metcuen: That is true. I do not doubt it. But with a 
construction like a boat, no matter how you keep it in repair, it is approaching 
‘its death. 

- Hon. Mr. Hac: In the Royal Alexander hotel in Winnipeg they are spend- 
ing $100,000 on remodelling certain of the rooms and putting in certain bath- 
room equipment to make it modern. Unless they set aside something for that 
each year they couldn’t do it, and the income tax would not allow you to take 
the expenditure off. 


Bae 


: By Mr. Biggar: 

—_ Q. You can let us have that capital figure some time in the course of the 
afternoon?—A. Yes. 

- : 

N. B. Watton, Chief of Transportation, Canadian National Railways, was 
ealled as a witness and took the stand. 


Bs By Mr. Biggar: 

 Q. You are the General Superintendent of Transportation?—A. Chief of 
‘Transportation. 

-  Q. And you want to address yourself to certain figures connected with 
transportation rail line?—A. Yes, sir. 

- Q. Those are the figures at the bottom of page 424, are they not?—A. Yes, 
sir. They also appear at page 909, which is a reproduction, I believe, of the 
same figures. 
The Canadian Pacific submission of $75,000,000 possible savings under 
seation includes an item of $23,994,376 (page 909 of the Record) as due to 
ed transportation costs resulting from line abandonments and the opera- 
of the two systems under a scheme of amalgamation. . aie 
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able. Winter conditions on Prince Edward Island are extremely difficult. 


for the abolition of the Superintendent’s position, and necessarily his staff, on 


Taking this transportation figure roundly at $24,000,000 and using it- 
reduce the actual transportation expenses of the Canadian National and Ca 
dian Pacific for the year 1930 would produce a total expense for transportation 
of $147,000,000 (omitting the expenses of the Express and Cone a 
Departments from the C.N. figures because there is no comparable figure in the 
transportation expenses of the Canadian Pacific). The combined gross revenu 
of the two roads for the same year wer $433,000,000, and the ratio that these 
reduced total transportation expenses would bear to gross revenue is 33-9 per 
cent. This is a reduction from 39-5 per cent gauged on actual figures for the 
combined roads operated separately for 1930. a 

This reduced ratio is considerably below the transportation ratio that U.S. 
roads are able to accomplish with their greater density of traffic, lower fuel 
and material costs and on the whole more favourable weather conditions. for 
example, in the year 1930 the Pennsylvania Railroad’s ratio of transportation 
expenses to total operating revenues was 36-9 per cent; the roads comprised in- 
the Great Lakes Region 37-5 per cent; and for the roads in the North Western’ 
Region 36-2 per cent. Taking into consideration the density of traffic in Canada 
generally, our climatic conditions, and material prices, in our judgment such 
transportation ratio as is contemplated through the $24,000,000 reduetion 1S © 
impossible of attainment unless it be done by a serious deterioration of service 
on retained lines where there is a reasonable density of traffic, and the entire 
abandonment of other lines where traffic is thin. A, 

Exhibit No. 62 (page 909) subdivides the Transportation Rail Taine 
Expenses under the headings: — —- 


Net Saving . @ 
Superintendence vi) 02. i lhe al US ee 2 OO oe, 
Despatching traing. 2/4) lee ek aid Oy ae eaten OO ee 
Station “servieees ey eis ee I ns ee na ae ee 
Vier Orvis | ios. lk? Lick icteteehah: aie netlahione ORV APC RN bs ll poe Oe 
EPA IA 'SOPNECE hog Lavecks Rivas! Shek Lae eiben CRO) Wp eens nih 2a) coe 


Other ic Sits oe tee Dobie sO Lie ey Oe We reo eae eet 
Total. urged Le tebe sy EA a ec eee ce pine 


Ising the Canadian Pacific figures as furnished to the Dominion Bureau. 
of Statistics, and subject to what Mr. Cooper has stated as to the non-com- 
parability of accounts in general, these will be dealt with in that order:— 


i 


SUPERINTENDENCE—TRANSPORTATION ACCOUNT No. 371 


While the amount of $4,101,523 is shown in Exhibit 62 as charged under 
this heading on the Canadian National in 1930, this had been reduced to 
$2,862,946 in 1937; similarly on the Canadian Pacific the figure of $2,454,481 
for 1930 was reduced to $1,875,350 in 1937—a decrease as between the two years 
mentioned of 30-33 per cent on the Canadian National and 23-59 per cent on 
the Canadian Pacific. It is not known whether similar positions are charged 
to this account, as such, by the respective railways and lacking this informatio 
an exact comparison cannot be made. go 

As shown in Exhibit No. 62 (page 909) the Canadian Pacific plan calls 
for a reduction of $1,290,470, which in view of physical and other conditions - 
existing appears unattainable. For example, the Canadian Pacific plan calls 


Prince Edward Island (Exhibit F-a, page 910), which is absolutely impractice- 


isolated as it is from the main line territory with access by means of a sar fe 
the supervision of a Superintendent on the Island is essential for efficient oper 
tion of the Island Lines, serving a population of 100,000 people. meee 

[Mr. N. B. Walton] ee 
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ian Pacific plan calls for the elimination of the position of the 
endent at Levis. (Exhibit F-a, page 910) which is presumably predicated 
art on the abandonment of the N.T.R. line east from Quebec. The south 
e territory covered by the Levis Superintendency is an important one, and 
ich traffic density that its abolition is impracticable. Our experience on this 
particularly under severe weather conditions has shown that a Super- 
ident located close to the scene of operations is essential and that the situa- 
nnot be:properly handled by remote control. This is so on the assumption 
abandonment proposed; if the abandonment is not gone on with, the 
ity for a Superintendency at this point is even greater. 

‘he Canadian Pacific plan calls for the abolition of the St. Thomas Division 
bit F-b, page 911). This operating division with its Superintendent and 
aff is obligatory under contract arrangements with the Wabash Railway 
cannot be abandoned. 

hese examples serve to illustrate the inaccuracy of the conclusions as to 
: le reductions of superintendencies on the Canadian National by amal- 
mation. ) ; 

Since the data with reference to Canadian National supervisory units were 
rded as shown in the record commencing on page 910 a number of Super- 
ents’ Divisions have been withdrawn or placed immediately under the 
on of the General Superintendent of the district, thereby eliminating cer- : 
‘uperintendents’s positions. At the present time there are on the Cana- 
National 28 superintendents of road divisions. Taken from the List of 
road Officials as issued for the 2nd quarter, 1938, by the Railway Equip- 
t Publication Company, the Canadian Pacific have 26 superintendents of 
divisions; on the Canadian National 8 terminal syperintendents; and on 
Canadian Pacific 3 terminal superintendents. The operated mileage of the 
dian National is 23,707 including the Central Vermont and Grand Trunk 
rn and on the Canadian Pacific 17,222 including the Dominion Atlantic 
uebec Central; therefore the average number of miles per road super- 
ent on the Canadian National is 846 and on the Canadian Pacific 662; 
id division positions and terminal superintendents’ positions are com- 
the average mile per position on the Canadian National is 658 and on 
adian Pacific 594. There are 47 assistant superintendents on the Canadian 
ional and 42 assistant superintendents on the Canadian Pacific, or an 
werage of 504 miles per assistant superintendent on the Canadian National 

Q bd 410 miles per assistant superintendent on the Canadian Pacific. 


DESPATCHING TRAINS—ACCOUNT No. 372 


Exhibit “ F,” commencing on page 910, indicates 452 despatchers’ positions 

effect on both roads in 1930 (although the total positions listed in Exhibit 

ually add up to 457). It is proposed that these would be reduced to 365 

malgamation, in which allowance is made for the abandonment of 5,000 

es of line; amount of net savings for despatching trains is $551,582, as shown 

e 909. 

The total of 457 despatchers’ positions shown as on both railways in 1930 
ade up of 263 Canadian National, 189 Canadian Pacific and 5 N.AR. 
actual count of despatchers’ positions in effect on the Canadian National 
eptember 1930 was 246. One instance of error is that six despatchers 
hown on the Canadian National at Smithers, B.C. (page 913), whereas 
30 there were not at any time a greater number than three despatchers 

e additional man working half time as despatcher, located at that point 


1170 ys SPECIAL COMMITTBE) net sae iO 


Apart from the fact that in 1930 there were fewer despatchers engag 
the Canadian National than indicated by Exhibit “F” it should be note 
in 1937 as compared with 1930 the expense for despatching trains had decre 
on the Canadian National by the amount of $383,612, while on the Cana 
Pacific a reduction in similar expense had been made to the extent of $3 
571, or a total for both roads of $715,183. Making due allowance for de 
tion from basic rates of pay in effect in 1937 the saving indicated in Exh 
62, page 909, in amalgamation and line abandonment already has been m 
than realized by the two roads.. ag 


While there is a relation between traffic volume and number of train de 
patchers necessary to handle traffic efficiently, the staff is not affected direct 
by ordinary fluctuations; so far as the Canadian National is concerned 
increase in despatching staff will be necessary except in the event of a m 
increase in traffic. For the 1930 level of traffic an increase in despate 
staff and expense on the Canadian National would be of a distinctly m 
degree. A heavy grain movement on the prairies is taken care of by a te 
orary increase of despatching staff, usually of a few weeks’ duration to pro 
a sharp but temporary upturn. ‘s 


STATION SERVICE ACCOUNTS Nos. 373 and 376 


On Exhibit “H” (page 915) the total net savings in connection with 
tion service under unification as proposed by the C.P.R. is shown as $3,4 
950 with a notation under this figure, that the reduction amounts to 11 
cent. This net savings is limited to the item in the first line of the Exhi 
viz., $12,449,302 and represents a reduction of 25-5 per cent therefrom, T 
is a very high percentage of saving to be expected from unification of sta 
operations. 


Of the suggested saving of $3,470,950, it is to be noted that the amo 
of $924,769 is on account of savings at stations on lines proposed to be abar 
doned under the 5,000 mile line abandonment scheme. : 


In reviewing the details of savings to be effected at specific stations i 
noted that in the estimate submitted by the C.P.R. (page 918) the Canadian 
National expense in 1930 at Montreal is shown “Station Employees ” $1,358 
579, “Station Supplies and Expenses” $113,400 or a total of $1,471,979. A 
actual check of the Canadian National figures for Montreal for the year 1 
shows that the figures as placed in the estimate submitted by the C.P.R. 
in error to the extent of $180,000. One other major point, Winnipeg, 
checked. For Winnipeg the C.P.R. submission (page 923) indicates the Ca 
dian National expense for “Station Employees” at .$721,112 and “ Stat 
Supplies and Expenses” at $44,136, a total of $765,248. This is at varianc 
to the extent of $167,000 with the actual expenses in 1930. a 

These two instances again indicate the erroneous conclusions that may grow 
out of an estimate based on figures which, in themselves, are inaccurate to a 
considerable degree. . : 


According to the returns made to the Dominion Bureau of Statistics — 
reduction in “Station Service Expenses” of the two railways combined con 
paring the year 1937 with the year 1930 is $6,602,951, whereas in the Canad 
Pacific submission (page 909) the net saving contemplated under the head 
of “Station Service” is $3,470,950. : 

Much of the reduction in station expenses that has been made since 1! 
is due to improved methods, and is of a permanent character. An increa 
volume of traffic to the 1930 level would not require anything like a pr 
tionate increase in station expenses. 

(Mr. N. B. Walton.] 


» 
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YARD EXPENSES—ACCOUNTS Nos. 377 to 391 INCLUSIVE 


| Exhibit “ H” (page 928) is shown proposed reduction in Yard Expenses 
+2 per cent. A reference to page 934, summarizing four of the yard accounts, 
shows this same percentage of saving, but in this latter statement it is quite 
that to arrive at this percentage the costs attached to the unallocated yards 
hich there is no saving indicated have been added to the yard costs at these 
nts where a saving is shown. Leaving out of the calculation the expenses 
the unallocated yards at which no saving is to be made the average of 12-2 
cent saving becomes 23-2 per cent as being the average where saving is 
ndicated. 

_ The Canadian Pacific witness (commencing on page 873), explained how 
the four major accounts under the headings, ‘‘ Yardmasters and Yard Clerks,” 
“Yard Conductors and Brakemen,” “ Yard Enginemen” and “ Fuel,” were 
died and that the percentage of reduction which developed was applied to 
he balance of the yard items. It was further stated on page 873 by the same 
witness, that the study was made by the Superintendent in charge of the district. 
It.is stated: “ These detailed studies were summarized and the average for all 
the studies was worked out on the basis of 12:2 per cent and that was applied 
to these accounts.” In looking over Exhibit 59 (page 845), it is noted that the 
fotal locomotive miles for the Canadian Pacific and Subsidiaries, the Canadian 
National Railways and the Northern Alberta Railway, as of 1930 for passenger 
and freight service aggregated 114,233,805, whereas the revised total for passenger 
and freight locomotive miles is 100,263,174, a difference of 13,970,631 or 12-2 
per cent, and this same reduction was applied to the proposed reduction in yard 
locomotive miles This 12-2 per cent coincides with what is stated to have been 
the result of the study of yard conditions at individual yards across the country. 
Actual amount of the saving for various individual yards has been estimated 
arbitrarily, e.g., Fort William, Winnipeg, Portage and Brandon, shown on page 
932, are all 33 per cent. According to the Canadian Pacific evidence (page 873), 
these estimates were prepared by local Superintendents, who are not common to 
Fort William and Winnipeg, and yet a similar arbitrary result is arrived at, 
apparently irrespective of local conditions. Arbitrary savings have also been 
cited at Weyburn and Saskatoon yards, the percentage being 29 per cent in 
‘each case, although stated to be computed by different Superintendents and 
under conditions entirely different. : 

In the case of Ottawa (page 929), a straight 10 per cent has been applied 
as a basis of saving. 
At Guelph (page 930), the total Canadian Pacific yard expense is cited at 
$24,626, for the Canadian National $36,834, or a combined total of $61,460. It 
is proposed that with the railways operating as a unit the total expense will be 
exactly the Canadian Pacific costs as shown, viz., $24,626, the saving to be 
‘the entire Canadian National expense, viz., $36,834: this not only shows that 
the figure is hardly in the class of an estimate, but is manifestly impossible, to 
‘anyone aware of local conditions at Guelph. ; 
Regarding the figure shown in Exhibit “H” (page 929), it will be noted 
that the Canadian Pacific have estimated the total Canadian National expenses 
for the year 1930 for “ Yardmasters and Yard Clerks,” “ Yard Conductors and 


Brakemen,” “ Yard Enginemen” and “ Fuel” at Montreal at $1,673,471, which 
is at variance from the actual figures to the extent of $197,000. Similarly, at— 
Winnipeg (page 932), the Canadian National expenses for these four accounts 
wre estimated by the Canadian Pacific at $1,016,681, which is in error to the 
extent of $162,000 for these four accounts of yard service alone. 
-_ While the Canadian National and the Canadian Pacific generally speaking, 
both have access to the more important centres of commercial activity in Canada, 


e lines are not comparable when it comes to consideration of yard costs. The 
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presence in the Ganidian National set-up, of the Grand Drunks Western hi 
and the situation at the Niagara Frontier are worthy of notice. The ha 
of traffic through the Niagara Frontier gateways involves connection with r 
railways at Niagara Falls and Buffalo, while interchange of Canadian Pacifi 
traffic to and from the Niagara Frontier is handled by the T. H. & B— 
Michigan Central. On Grand Trunk Western Lines we have at South Bend, 
Battle Creek, Detroit, Pontiac, Jackson, Flint, Lansing, Saginaw, Bay C 
Muskegon and Grand Rapids heavy terminal operations because of the loads 
are originated at these points, and at Chicago connections are made with s 
thirty railroads. There is no parallel situation on the Canadian Pacific. T. 
influence of this switching condition is well illustrated in the following com- 
_ parison. The figures are stated in the ratio of total road train miles to switchi ng 
miles :— . 


“e 


WV CS TAT AT RCOTOUN UT GUM TTEN uM e Vt Wade en Gaea a eae 7 to 1 
Amante er ioms. 2 tiny Mes dal miat iuety aie gies ame 6 to 1 
Central Region... .. . ile NU fag Eo aed Coa hg cach rT 
Grand Trunk Western... .. .. oa wei teeey ete GLO 


It will be noted from this ae that ne ratio of road miles to switchi 
miles decreases as the industrial development increases, being greatest in # 
West and least on the Grand Trunk Western; in this connection it should 
mentioned that 52 per cent of the Canadian Pacific gross revenue is from. the 
Western Lines as compared with 27 per cent of the Canadian National gro 
revenue’ from the C.N. Western Region. 
It is worthy of note that in the year 1937, the total revenue loaded | cars 
handled on the Canadian National were 2,310, 588, and on the Canadian Pacific 
1,269.292, or only slightly over one-half of the Canadian National figure. 99 
The average haul of freight on the Canadian Pacific approximates 20 per 
cent longer than on the Canadian National and is a potent factor in connectio n 
with yar rd expenses as it represents a proportionately greater ees of terminal | 
work for the Canadian National per loaded car mile. 
Industrial switching per car handled is a source of heavy expense, mu 
more so than train yard switching and the greater volume of industrial switch- 
ing on the Canadian National is shown by the figures reported by the two rail- 
ways to the Dominion Bureau of Statistics for the year 1937: ae 
Yard Switching Revenue— 
Canadian (Nationals 2 (ge i ea eh en 
Daradian) Pacihies 71 On esl) Memoria mene Cob 


Yard expenses on the Caleta: Natiemal in the year 1937 as compar 
with 1930 decreased 25-53 per cent and on the Canadian Pacific 25-49 per cer 
In other words decreases in expenses in connection with yard operations we 
practically parallel on the two roads between these years. 

It may be of interest to note that the ratio of yard expenses to total tran 
portation expenses on the Pennsylvania Railroad for the year 1936, the last ye 
for which figures are available, is 23-45 per cent, and for all major roads in t 
United States 22-12 per cent. 

While the ratio of yard expenses to total transportation expenses in 19 
on the Canadian National was 17-61 per cent and on the Canadian Pai 1 
14-68 per cent, the conditions as outlined in the foregomg invalidate any 
clusion drawn from a statistical comparison of the expenses on the Cana 
National and the Canadian Pacific in respect to yard operations. 

If the basis used by the Canadian Pacific to estimate savings in 
expense was the assumed reduction of passenger and freight locomotive mi 
of 12-2 per cent, the question is as to the validity of applying such a unit 
estimate yard expense without regard to actual operating and physical cond 
ne at the point to be affected. As to this, I can only give my opinion that : 
ay" [Mr..N. B. Walton.] 


TS 


the total disregard of the operating and physical conditions at 
nsidered, there is not, in my opinion, any greater validity given 


TRAIN EXPENSES—FREIGHT 


the Canadian Pacific submission, Exhibit “H” (page 935), that portion 
expenses shown under “ Train Service ” pertaining to freight train opera- 
ly, totals $56,246,348 based on year 1930 for the total combined systems 
separately, while the total of similar items for the systems operated as 
. $49,966,523—or an indicated saving of $6,279,825. 

-this connection your attention is called to Exhibit “C” (page 418), 
outlines five items of proposed reduction of train miles and freight car 


item No. 1—Train Service Abandoned Lines.—This saving is derived in 
by reduction of train service through abandonment of lines to the extent 
217,148 freight, mixed and other train miles or 41-8 per cent of the total of 
01,323 train miles making up the five items of the total proposed reduction 
eight, mixed and other train miles. The details of this mileage reduction 
not been given and we are not able to express an opinion upon the accuracy 
e figures submitted. Obviously we are in the dark as to the train miles on 
mes of the Canadian Pacific to be abandoned and it would be wholly impos- 
or us to check the train miles on the proposed Canadian National aban- 
nts within the time that is available to us. So far as we can judge the 
used are wholly speculative. 
em No. 2—Consolidation of Merchandise Traffic —Of the proposed reduc- 
attributed to “Consolidation of Merchandise Traffic” there is a possibility 
showing small savings. Where merchandise (LCL) traffic is moving ‘in the 
né direction as the normal movement of empty box cars, there is practically 
advantage in full utilization of capacity of cars; consequently, the area in 
car mileage economies can be produced by heavier loading of merchandise 
restricted. However, without knowledge of what would finally be done 
ing freight shed consolidations or rearrangements, as well as line abandon- 
it is impossible to set a definite value on this feature; in any case it 
not be a major factor. 
em No. 3—Heavier Loading of Carload Traffice—This does not in our 
n present any particular field under unification for a decided improvement 
nd above what is being done by all railways under separate management 
ure the heaviest possible loading consistent with increasing car capacities 
esent commercial practices. Any field which there might be for improve- 
n this regard under unification would be small unless the situation were 
ed to an extreme because of the elimination of railway competition, in which 
‘service to the public would be seriously impaired. 
| Item No. 4—Re-routing of Empty Cars. 
‘Hon. Mr. Murvocx: Re-routing of American cars. 
he Wirness: Yes. 


n Railroads, of which practically all American and Canadian railways are 
embers, governs the handling of freight cars interchanged between railways. 
rules are the result of many years of study, and provide for car owner 


1d for prompt return of cars to the owner, permitting their economical 


681) are largely overcome. 


The Code of Car Service and Pier Diem Rules of the Association of Ameri- : 


aid for only the approximate cost of ownership when cars are on foreign 


rocess. The evils of bygone years as referred to by the C.P. witness | 


~- 
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Relative to the statement made by the C.P. witness (page 679) reg 
re-routing of American cars, it should be pointed out that since 1932 the 
been in effect a wide-open reciprocal arrangement between the Canadian N: 
and Canadian Pacific which provides for each line using the other line fo 
poses of disposing of empty American or Canadian foreign freight cars to 
owning line with the least possible empty ear miles. This has saved a 
amount of empty car miles and reduced car hire payments, for both compa: 
with this arrangement in effect little additional advantage could be derived ne 
unified operation. 

As a further example of what has been done when there is a will to « 


or” a 
Gr 


operate, the following is cited: — i, 


With our knowledge that the Canadian Pacific were hauling their re 
erator cars empty from Montreal to Saint John for bananas, we arranged 
them to use at Saint John, surplus C.N. refrigerators on our Atlantic R 
Moncton and Hast, which would otherwise move empty to Montreal or beyo 
This arrangement was made in April, 1932, and is still in effect and saves em 
car miles for both companies. 


i 


Item No. 5—Re-routing of Freight Traffic—Commencing on page 677 
Canadian Pacific witness referred to the freight haul from the vicinity of Cor 
wall or Coteau into New England and explained that it took two locomo 
on the Canadian Pacific to haul about one-half what one locomotive will hau 
the Canadian National route. The Canadian Pacific line leads to Wells R 
Vt., while the Canadian National has connections with the Central Verm 
its subsidiary, which reaches White River Jct., Vt., and beyond. It so hap: 
that at White River Jct. freight now moving via Wells River, thence Boston 
Maine to White River Jct., is actually consolidated at the latter point 
freight coming south over the C.V. for Boston. It was pointed out by the 
witness that under unification use could be made of the C.N.-C.V. route by 
roads. This is an arrangement that could equally well be made under a 
operative plan. There is a crossing of the two lines at grade level at St. Jo 
Que., and Canadian Pacific trains moving to or from Montreal would ente 
leave the tracks of the C.N.-C.V. at Saint John’s and use the route under SOI 
mutually satisfactory arrangement to be agreed upon under co-operation. 

Exhibit No. 52 (page 717) Item “X” shows a saving on. accoun 
rerouting of O. C. S. coal and other company’s material of 360,000 train mil 
13,250,000 car miles. This is one of the major items in the list under hea 
of “ Rerouting of Freight Traffic” as shown in the Exhibit, and the car mil 
represents approximately one-half of the total freight car mileage saving iD 
cated. Without knowing what is contained in these figures it is not possible 
comment on the item fully. However, as coal is specifically referred to, it m 
be that it contemplates the discontinuance of the lengthy haul of Sydney 
Alberta coals to distant locations and substitution of American coal theref 

As regards the balance of the items contained in Exhibit 52, they ar 
such a nature as to require a large amount of study and access to records 
as yet disclosed. In the case of Item (c) of Exhibit 52—Fredericton-Vanceb 
and Item (uw) Prairies-Kamloops, co-operative measures have been put into eff 
since. Apart from these two instances, however, the estimates of mileage redi 
tions due to rerouting traffic have been prepared exclusively by Canadian Paci 
‘officers, and, as the details from which they are derived have not been m 
available, it is impossible to give any conclusions that would be of benefit t 
your Honourable Committee. # 


The mileage reductions contemplated under “ Rerouting of Traffic,” tot 
| 2,108,175, or 39-8 per cent of the total freight train mileage reducti 
5,301,323 as proposed by the Canadian Pacific. As has been explained, 
of this has already been accomplished, and where similar economical rer 
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as exemplified in the case of the Wells River route could be arranged 
algamation, in my opinion it could be done equally well under co-opera- 
The Canadian National is prepared to assist in working out any such 
ments. 

the Canadian Pacific submission Exhibit “H” (page 935), expenses 
under ‘“‘ Train Service ” pertaining to passenger train operation only, total 
year 1930 for the combined systems operated separately $33,523,864, — 
he total similar items for the systems operated as a unit is $26,588,140— 
ndicated saving of $6,935,724. 

+ will be noted in connection with the item “ Trainmen” (Passenger) the 
‘ence between the total of the combined systems operated separately and the 
ms operated as a unit is $1,098,119, which converted into miles at the cost 
> mile shown in the statement of 14-014 cents shows that 7,835,871 passenger 
in miles is taken as the basis of proposed saving. This coincides roughly with 
3 7,574,454 passenger train miles in the C.P.R. submission (Exhibit “B,” 
417). | 

t is to be noted that since Exhibit No. 63 was placed in the evidence the 
witness at page 983 shows deductions from proposed savings—Item 1. 
gs from Co-operation and Co-operative Measures already in effecv or 
proved $1,771,000, and Item 2. Reduction of Estimated Saving of Passenger 
n Miles from 7,574,454 to 6,649,836—$1,255,000, or a total of $3,026,000. 
bit No. 63, commencing on page 938, shows the estimated total reductions 
ible in duplicate passenger train services on the basis of 1937 traffic placed 
508,413 miles. It is apparent that a considerable proportion of the estimated 
ving of $6,935,724 as shown on page 935, has been accomplished. 

' The expense involved in dining and buffet car service is not chargeable to 
y of the transportation accounts, but to Account 441, Miscellaneous Operations, 
fore, it is not a portion of the estimated $24,000,000 saving for transporta- 
_ However, the dining and buffet service on the Canadian National comes 
r my jurisdiction, and as it is closely allied to passenger service, I will 
ment on it at this stage. 

Under the heading “ Dining and Buffet Car Service ” (page 426), the expense 
he Canadian National in 1930 is shown as $2,513,422, and for the Canadian 
fic $2,227,656—total $4,741,078. Similar expenses for 1937 were C.N. 
3,313, C.P. $1,230,764—total $2,444,077. This is a reduction on the com- 
d lines in 1937 as compared with 1930 of $2,297,000 or 48-4 per cent. The 
saving indicated in the C.P.R. submission (page 426) for the railways 
erated as a unit is $918,249, which was later reduced to $612,000 (page 902). 
iew of the savings already made as indicated in the foregoing, some of which 
of a permanent character, and the fact that nothing has been disclosed as 
(0 what services are to be discontinued, it is impossible to express any judgment 
to further results that might be obtained under unification. 


za ( 


a OTHER TRANSPORTATION EXPENSES 


Referring to Exhibit “H,” page 9-L (page 938), a number of accounts are 
m which are all of a miscellaneous nature. In this list, under the heading 
erating Sleeping Cars,” it is indicated that the expense for the combined 
ays operating as a unit would be $627,682, less than with the combined 
ways operated separately. Of the balance of the accounts on this list, 
nteen in number, a total saving of $893,677, 1s estimated, which, divided 
ngst the seventeen accounts is comparatively small; in fact approximately 
the $893,677 is predicated on line abandonments, and, if this is to be 
ded, obviously the savings disappear. 
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As regards the $627,682 estimated saving in operation of Te 
Attention is drawn to the fact that in 1930 expenses for operating sleepin 
on the C.N. were $1,291,801 and on the C.P. $2,001,015—total of $3.2 
Similar figures for 1937 are C.N. $761,664, CLP. $1,187,038—total $ 
In other words, for the two railways there has been a total reduction in 
compared with 1930 of $1,344,114, or 40-8 per cent. The situation w 
to the operation of sleeping cars is closely analogous to that of the | 
buffet car service, in that it is contingent upon the action that is ¢ 
respect to passenger train service, details of which have not been disclo 


RECAPITULATION 


There are many varying conditions that affect transportation exp 
between the two railways, for instance: the division of freight bus 
between bulk traffic, such as grain, coal, etc., and manufactures and m 
laneous freight, including L.C.L. The 1937 figures as appearing in the an 
reports disclose the following:— 


C.N.R. CIR RS 
; (Tons) (Tons). Saga 
Bulk Commodities... ..0..0...... 31,094,941 22,190 580; 0am 
Manufactures and Misc., including eS 


eh a MRE hgh Os 
Total... 2. 280. su. .. /47,087;720 20,849. 861 a 


It is evident from these figures that the Canadian National handles 106°7 
cent more, or more than twice as much tonnage of manufactured products t 
the Canadian Pacific, but only 40-7 per cent more tonnage of bulk commodi 
It is unavoidable that more expense attaches to the handling of manufactt 
goods and miscellaneous freight than applies to bulk goods because of hig 
car loading, increased terminal expenses and speedier handling. ys 
Reference has been made in the comment upon yard operations to 
20 per cent longer average freight haul enjoyed by the Canadian Pacific 
has a distinct bearing on any comparison of results. Another condition 
ing any comparison as between the two roads is the greater freight trafii 
density obtaining on the Canadian Pacific as measured by revenue ton m 
per mile of line. aa 
The direct transportation cost of operating a freight train one mile is 
invariably higher than that of a passenger train mile. This has an important 
bearing on ‘any comparison of expenses, as can be judged from the foll 
figures, which show that of the C.N. total train mileage in 1937, 60-8 per 
was in freight service, whereas on the C.P. only 56-1 per cent was in f. 
service. ' 


C.N.R. OA Ee 
Freight train miles:. 0...) .. | .. 29,858,278 21,155,738 
Passenger train miles (including 


TODO) Ge Vue te mesion On 19,285,259 16,538,292 


This indicates that the Canadian National handled 41-1 per cent more fr 
train miles than the Canadian Pacific, but only 16-6 per cent more pass: 
train miles. It is obvious that with this greater proportion of freight train 
in the Canadian National figures, the train expense per train mile (all cl 
combined) must naturally be higher than the Canadian Pacific. 

As is well known, the Canadian National was formed by the consolid 
of four separate systems, much of which mileage had been built with ‘comp 
tive features in mind, and as a result certain duplications exist, but public ¢ 
venience and necessity demand that service be continued. pe se 

[Mr. N. B. Walton.] 
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on of the operations of the two railways is clouded by the many 
their respective conditions; transportation expenses are peculiarly 
1 this regard. -These differences in conditions will remain under any 
peration if essential services to the public are to be maintained. 


arent from the various comments previously made regarding the C.P.R. 
imates that their representatives studying the Canadian National side of the 
m were to a certain extent working in the dark; this must necessarily be 
that they were without definite or reliable information as to all Canadian 
ional costs and conditions. This factual error invalidates materially any 
yelusions that are based on it, but in addition it is clear that their judgments 
possible operating conditions in train service, station service, and yard costs, - 
e been formed without sufficient study and without adequate knowledge of 
tual conditions. This adds to the weaknesses of the C.P.R. conclusions. More-. 
ver, running through all of their estimates is the assumption as to the abandon- 
ment of over 5,000 miles of line; it would involve too much detail to indicate 
the distribution of the reductions from the estimates were we to assume that 
is program of abandonment is not to be consummated. Finally, I have indi- 
ted the impropriety of applying certain measures of cost drawn from statistical 
data where the conditions underlying the operations of one railway are so dis- 
milar to those of the other. : 


‘ By Mr. Biggar: 
~ Q. Mr. Walton, I think, as far as I have been able to understand the state- 
ment you have just read, that it is an extremely able destructive criticism of 
the proposal made by the Canadian Pacifie— 
Right Hon. Mr. Mricuen: Just before you go on to that, may I interrupt? 
- Q. I want to be clear on one thing. In your opening remarks you commented 
Peay : wes A : F ; 
n the usual way on the utter inability to compare, and in discussing operating 
ratios you pointed out that conditions in the United States were different from 
conditions in Canada, to the disadvantage of the Canadian National. You did 
“not mention, though, the fact, if it is a fact, that wages are higher there. You 
left that out—A. Incidentally, you, I think, said operating ratios? 
~ Q. Yes.—A. I was speaking just of the transportation ratios. By that I mean 
e ratio that transportation accounts bear 
> Q. But wages would come in there?—A. Yes. 
-  Q. But you did not mention the fact that they are higher over there than 
they are here?—A. That is true. 
- — Q. But I notice that your confrere this morning emphasized that very very 
frequently and emphatically when he was trying to show that you could not 
compare the Canadian Pacific with the Canadian National, because you had 
more roads in the United States. So you only mention something when it is in 
i favour of your argument, and you leave it out when it is against? 
Hon. Mr. Murpocx: Don’t we all? 
‘ The Cuarrman (Right Hon. Mr. Graham): Humans are weak. 
The Wrrness: In addition to that, there is the feature of higher freight — 


rates. ° 


be 


wages. But when the difference was in your favour, it was mentioned. 
wh 


Bi ash. R= By, Mr. Biggar: 
 Q Mr. Walton, I think, as far as I have been able to understand the state- 


yroposal made by the Canadian Pacific. I think some of the members of 


Right Hon. Mr. MrtcHen: You mentioned that, but you left out about the 


you have just read, that it is an extremely able destructive criticism of 


committee would have been glad to have had something constructive from 
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you. I do not know whether there has not been some misconception. 
committee, as I read its terms of reference, was constituted not for the purpo 
of examining a proposal by the Canadian Pacific Railway but for the purpo 
of finding out how the public can be relieved of a heavy railway burden. Ni 
have you ever addressed yourself to that? What would be saved by unifica 
of these systems?—A. No, sir, I have not, for the reason that in going over 
submission there was not sufficient detail— : 
Q. I am not speaking about anybody else’s proposal. The Canadian Pa 
Railway’s proposal has been before the Canadian National officers for about s 
years, and I suppose you have been in a position during those six years | 
examine it and to formulate an alternative estimate, to make exactly the san 
kind of estimate that was made by the Canadian Pacific in 1932. Now, have 
you ever done that?—A. No, sir, and I think I am correct in saying that there 
has been nothing before us for six years which would permit us to make a 
careful examination of it. ae 
Q. I did not mean a careful examination of the Canadian Pacific’s proposal. 

I mean a careful examination of the possibilities of the situation for the purpose — 
of relieving the public of Canada of a very heavy burden—A. Are you referring, 
sir, to the possibilities of unification? 4 
Q. As one of the possibilities of relieving the public—aA. So far as that i 


i 
s 
concerned, the studies—I didn’t make any. Had I made a study I would only 
have Canadian National information available. : 
Q. But you could have made a study, based on such information as you 
have, just in exactly the same way as Mr. Fairweather did in 1931 and the — 
Canadian Pacific did in 1932?—A. I have made no such study, sir. da 
Q. Are you familiar with the study that was made by Mr. Fairweather? 
—A. I am not. “a 
Q. You know where it is in the proceedings?—A. Yes. 4 

Q. Would you look at the proceedings, at pages 486 and 487? There was a 
constructive proposal. You have been dealing here with a figure of $23 994,376 — 
of possible savings, according to the Canadian Pacific estimate, under the main — 
heading of “ Transportation, Rail Line.” Now, I find in this Canadian National 
estimate, at page 487, under the heading “ Transportation” as part of “ Operat- 
ing Expenses,” an estimated saving for 1931 of $17,883,000. And most of the 
figures are subject to an increase of about 15 per cent for a normal year, in 
_ witich event you could add to that an amount that would bring it up to somewhere | 
near $20,000,000, which compares with the figure of approximately $24,000,000. 
that you have been destructively criticizing. oe 


Hon. Mr. Hata: Where are those figures, please, Mr. Biggar? 

Mr. Bicear: In the fifth column, at the top of page 487, under the head 
of “ Transportation.” There is a series of figures in that column. 

Hon. Mr. Rosinson: It is the fourth column. 


Mr. Bicear: Well, it is the fifth column, counting from the first one that 


contains the particulars. * 


Q. Now, what about that? That brings it up to somewhere about $19,000,000. 


ing 


or $20,000,000, when you transfer it to a normal traffic year.’ Have you ever 
made a study, of that?—A. No, sir. I had no hand in the preparation of that. 
estimate and have never seen any figures other than what are in this exhibit. 

@. Does not that make it more astonishing than ever that here was an 
estimate of $56,000,000 submitted to a Royal Commission in November of 1931, 
and another estimate of $75,000,000 submitted to the same Royal Commission 
two months afterwards, and yet I judge from the comprehensiveness and pen 


tion of the memorandum which you have just read that your attention has 
(Mr, N. B. Walton.] 
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he second and not to the first?—A. It is correct. I have devoted 
m to this. I have always understood it was an estimate prepared by 
1 party, and I think he should explain it. I am not in a position to do so. 
. Wait a moment. He was putting that forward on behalf of the Canadian 
mal Railways?—A. I don’t know as to that. 

Q. That is the way it is done. All through it is a consolidation of Canadian 
ic and Canadian National Railways. 

Hon. Mr. Murpocx: But, Colonel Biggar, am I out of step in understanding 
Mr. Walton has already indicated that during the six- or seven-year period 
have been greater economies made in many respects than were contem- 
ed by these figures before us? 


E Mr. Bicear: That is what I want to find out, whether the same destructive 
criticism applies to one as to the other. 


By Mr. Biggar: 


 Q. Was the Canadian National talking nonsense in 1931 and 1932 to the 
ame extent as the Canadian Pacific?—A. I think so, sir, as far as I can see. 

- Q. You cannot tell us now, because you have never made a study of it, to 
what extent they were talking nonsense? As a matter of fact, if we asked you 
to-day, supposing no estimate had ever been made of the savings that might be 
ained by unification, you would have to say, ‘“‘ I have not the remotest idea ’’? 
-A. That is true. 

Hon. Mr. Brack: Mr. Chairman, I should like to ask a question. 


| By Mr. Black: 


Q. We have had all through to-day’s session a very clear exposition, from 
Canadian National standpoint, why they do not agree with the Canadian 
acific savings. That is only true to a certain extent. But what this committee 
rying to find out is some means whereby we can reduce the operating expenses 
your railway particularly, because the Canadian National is owned by the 
yple of Canada. I wish each one of you, when you come here, would tell us 
thing of what we can do. Unification is only one suggestion. By proper 
g0-operation do you think there could be very material savings made?—A. I 

ink there are still possibilities of considerable magnitude, yes, sir. I have 
referred to the rerouting of traffic, for one thing. Me 
If I may leave your inquiry for a moment, senator, I should like to amplify 
my last reply to Mr. Biggar to just this extent. Were I to attempt to place a 
sure on the possible savings from amalgamation, I should do what the Cana- 
n Pacific representatives did—take partial information, which would not be 
urate and would bring me to a conclusion which essentially would be inaccu- 
rate. I cannot see any other position to it. 


a By Mr. Biggar: . 
 Q. If, for example, you and Mr. Jefferson, one of the Canadian Pacific 
officers who dealt with the question from the Canadian Pacific point of view, 
down with a competent outside railway man, probably an accountant, per- 
haps also a practical man, that group together would have no difficulty in really _ 
ting to a figure that would pretty near agree as to the amount that could be 

d by unification, could you not?—A. When you say “no difficulties,” it would 
olve a large amount of work. Cet 
Q. But I mean you could look forward at the commencement of that inquiry = 
eaching a figure that there would not be very much difference of opinion 
+ among you as to its amount?—A. I think a conclusion could be reached. 
ther it would be agreed in by all is uncertain. ; ae 
But I mean differences of opinion could be ironed out?—A. They would 
atively narrow, they should be ironed out I presume. eg BU 
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Hon. Mr. Danpuranp: If I may + interrupt, Colsnel Biggar’ he ae 
Pacific came forward, headed by Sir Edward Beatty, with a declaration t 
$75,000,000 savings could be made, and proceeded to establish its case. 
thought we would draw upon our own experts—because the Canadian Natio 
is a State-governed railway—to test those figures. Are we not engaged in test 
those figures to see if $75,000,000 savings can be made under unification? 


Mr. Bicear: Oh, quite. : 

Hon. Mr. Corre: Are we not expecting more than that on that very poi 
When Senator Dandurand mentioned at a previous meeting that the Canad 
National experts would be called in to destroy the case of the C.P.R— 

Hon. Mr. DanpuRANp: To test it. 

Hon. Mr. Core: —I said, this is not a lawsuit. We are looking fe 
information and ideas. I do hope that the C.N.R. will come here with somethin 
constructive. 

Hon. Mr. Danpuranp: In many instances the witness has said, “I thik 
this could be done under co-operation.” ; 

Hon. Mr. Brack: I did not quite finish, Mr. Chairman. What Senulll 
Cote says expresses my idea exactly. Personally, I want to find some means 
if possible, whereby we can save something for the people of Canada withou 
doing injustice anywhere. I think we are making a mistake in keeping thi 
matter of unification or amalgamation continually. before us. More than on 
witness in the early stages of the investigation stated there was not co-operatio: 
because they would not ¢o- operate. So far as I can see the slogan has be 
“Co-operation never, but competition ever.” Now, is there not some me 
whereby we can get away from that everlasting competition and come down 
some kind of reasonable co-operation? JI cannot get information from a 
source to indicate how we can get these two roads—now opposing roads app 
ently—to co-operate and to co-ordinate those interests which should be 
ordinated in the interests of the people of Canada. 


By Hon. Mr. Black: 


Q. You are a traffic man?—A. Transportation, yes, sir. 
Q. You, it seems to me, are in a position more than anybody else from th 
C.N.R. to indicate some instances where considerable savings could be made 
co-operation. This committee ought to know why we have not had co-operati 
who is to blame for it, and if you can suggest such methods and means 
elimination either of mileage or of services of various kinds with respect to wh 
we are going to be able to get you together. Mr. Fairweather has said that the 
only means he can think of to get additional co-operation is by compulsion 
Mr. Hungerford in his statement said the same thing.—A. Yes, sir. 
Q. Now is that your opinion as a traffic man?—A. Yes, sir. I started te 
say a few minutes ago, and I say again, I think there is a considerable field 
co-operative savings, not only in the rerouting of traffic but in regard to sO 
duplicate passenger train services. Various angles can be studied. | 
@. Do you think from your road’s standpoint every effort that could 
reasonably made has been made by your own people?—A. I would natura 
think that. ; 


, By Right Hon. Mr. Meighen: 
Q. Why would not the others?—A. Possibly they do. q 
Q. After five years you have got practically dead 8 and you come tot 15) 
and tell us to keep on. 
Hon. Mr. Danpuranp: IJ draw my right honourable friend’s attention tol 
fact that no railway executive felt that he should press for arbitration > via 
* [Mr.N. B. Walton.] pa 
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ud iffered, and now Mr. Hungerford says a system could be 
the two railways could be made to come under the arbitral 

ign Mr. Memtreean Why in the world they would not is a myster 

% ; y 

> to ‘this hour. Why a man should come before us and say, “I coMlE ee 
is attended to by the tribunal if I wanted to, but I ask you to get some- 


Ne 
n. Mr. Murpock: Is not the answer here, that compulsion would be 
by one party to this controversy as confiscation, and we should hkely 
id ourselves in a very few years held liable for assuming the debts and the 
urdens of another large transportation system? 


ght Hon. Mr. Mricuen: If that is the case, I do not think it is, 1b will 
ply just exactly the same if you have somebody tell them they have got to 
tribunal. 

n. Mr. Murpocx: You are quite right. 


Ea : 
R ight Hon. Mr. Mreicuen: Where in the world you get by having another 
d to tell you what you have got to do when you are able to do it without 
body telling you to, passes my comprehension. 


Hon. Mr. Buack: The present arbitral board is there and anybody can 
eal to it at any time. It is a compulsory board. So far as the suggestion 
from Mr. Hungerford, I do not understand why they did not go to that 


tight Hon. Mr. Mreicuen: They say, “We want somebody to make us do 


Right Hon, Mr. Metcuen: They come to us and say, “ We could go our- 
, but we wanted to be made to do it.” 


Q. Some of your people who are here, Mr. Walton, have given good evidence, 
I am not finding fault with it, but it is all on one point. You are almost 
onizing the committee because each road is fighting on unification and 
g else. Make some suggestions to us before you finish as to what we can 
o get you together or to effect some economies which you both admit are 
ible if you only avail yourselves of them. 
Hon. Mr. Roprnson: Senator Black, after all is not the great question before 
country unification? Propaganda has been spreading out all over Canada 
rnals and speeches, until it has become a sort of campaign to stampede us 
unification. That question is very much before us. 
Hon. Mr. Brack: As a committee we should not allow ourselves to be 
tampeded by that kind of propaganda. Because the papers all over the coun- 
r are talking unification, it does not mcan we have to look to that as the only 
solution of this problem. 
Hon, Mr. Rosrnson: But don’t we have to examine into it? 
Hon. Mr. Haic: The Senate never told us to do that. It told us to inquire 
nd report upon the best means of relieving the country from its extremely 
s railway condition and financial burden consequent thereto. Those were _ 
nstructions— ~ 
m. Mr. Rosrnson: I know. 
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Hon, Mr. Haic: Let me finish. We have a statement. sae the Canadi 3 
Pacific of what they would do to answer that question. Then we have an exa: 
ination by the Canadian National to show the Canadian Pacific teens 
wrong. We have had a suggestion by Mr. Fairweather of the Canadian | 
tional that we should have compulsory arbitration. Then the president o 
road comes forward and says, “ We must have compulsory arbitration if 
are going to get any place.” I should expect this gentleman, having shown - 
Canadian Pacific figures are all wrong and that we cannot save a cent by 
plan, to say, “I now propose by compulsory operation, as suggested by 
chief, to accomplish this, and this, and this.” I should like to hear oe _tel 
us in the same analytical way that he has done this job how his chief’s 1 ideal 
can be carried out. I have not heard that suggested yet. I think that is 
the Senate asked us to do. That is what our reference should show us. Thai 
is what the Senate asked us to do. 

Hon. Mr. Danpuranp: I draw the attention of my honourable friend t te 
the fact that the Canadian National has just begun to examine into the figure 
given by the Canadian Pacific, which had to make its case for unification 
and if he will bear a little so that the examination may go on, he may find the al 
he has got his answer. a 

Hon. Mr. Hate: I hope so. 

Hon. Mr. Rosrnson: Do you object to the style of evidence that has be e! 
given? a 
Hon. Mr. Haic: No, not in the slightest. 4 

Hon. Mr. Ropinson: We wanted our officials to give us all the informa 
tion they could give us about it. I do not say whether I am for or agains 
unification— " 

Hon. Mr. Hata: And when our officials tell us that compulsory arbitra 
tion would achieve great results, would you not like them to tell you at the 
same time what those results are? 

Hon. Mr. Danpuranp: I hope so. 

The Cuatrman (Hon. Mr. Beaubien): Will we take that as a questi 
to the witness? You mean to place some figure on it in dollars? 


oa 


, 
By Hon. Mr. Haig: 4 
Q. The Chief of your railroad has told us, and so has Mr. Fairweathet 
that compulsory arbitration is one of the routes to the solution of our prob: 
lem. I want to know, with the same analysis that you have put on that | or 
that the C.P.R. have put on their suggestion, what you can do under your sug 
gestion. Then I can size up the two.—A. I cannot give you that for the rea 
son that they gave an estimate based on such information as they had. ~ 
Q. We will judge whether the basis is good or bad.—A. I cannot do that 
Take the rerouting of traffic; I have not any idea what the service runs to 0 
their line, if it is involved. The time-table does not give any indication. 7 
- large number of extra trains run affect the traffic. You have to see what is 
peak traffic and see if the line that is going to take the diverted traffic ea 
handle it; and what capital expenditures are necessary for improvements. 
am only ‘explaining that until a co-operative study is made co-operative 
you do not get all the angles of the situation. You fall into the same con 
tion that I have tried to illustrate as the Canadian Pacific did with the b 
information they could get; and if your starting point is wrong your result Y 
be wrong. 4 


By Hon. Mr. Murdock: 


Q. And in the meantime you decline to guess?—A. I do not want to gues 
[Mr. N. B. Walton.] AU 
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on. Mr. McRaz: He was not able to give us anything. 
Hon. Mr, Hate: These men were coming to give that information. 


6 


The Witness: There is a big difference between knowing that there is a 
eld to be explored on the one hand, and, on the other hand, putting more or 
ess—I won’t say an exact or even an approximate valuation on what can be 
done that way. I cannot do it. 


iat 
aR 
| 


> 


Ue By Mr. Biggar: 

' Q. The officers of the two roads, each on their own side, have told us that 
the ultimate that can be expected from compulsory co-operation is a saving of 
somewhere in the neighbourhood of $10,000,000. Do you disagree with the view 
‘expressed by those men?—A. I have nothing better to suggest. I will have to go, 
long with them. 


By the Chairman (Hon. Mr. Beaubien): 
 Q. You confirm that?—A. I don’t confirm it. I have nothing to confirm — 
it on. On the other hand, I have no basis of disagreement. 

. Hon. Mr. Horszry: Mr. Hungerford said there could be just as much 
‘saving under full co-operation as under unification, less, perhaps something 
for supervision. 
- Hon, Mr. Buacx: They might indicate what in the opinion of the Cana 
* dian National could reasonably be abandoned, if anything. 
| Hon. Mr. Horsry: They could give more details. 
Hon. Mr. Brack: Somebody could give us that. 

The Cuamrman (Right Hon. Mr. Graham): Mr. Biggar has one more 
© question to ask, and then we will adjourn to 11 o’clock to-morrow, if the com- 
mittee agrees. 


yo 


By Mr. Biggar: 
Q. The question I wanted to ask you was this. I have been furnished 
‘with a submission made to the committee of the House of Commons on behalf 
of the truck transportation people, which would indicate that the L.C.L, freight 
of all the railways is a very small proportion of their total freight—aA. That is 
true. 

Q. Something less than 5 per cent?—A. Around 3 decimal something, if 1 
remember correctly. 
— Q. Can you tell me in point of revenue whether it is practically the same? 

_—A. The revenue is higher, as I recall it. I am just speaking from memory, 
- and it may be dangerous to do that. 

/  _Q. So we cannot say the loss of revenue by the railways is really attrib- 
_ utable in any large measure to the trucks?—A. No, not in the general picture. 
Hon. Mr. Hata: I move that we adjourn. 


% 


The committee adjourned until to-morrow at 11 a.m. 
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EXHIBIT No. 90 AND 90A 
Statements of C.P.R. and C.N.R. 


- April, 1938. 


SPECIAL COMMITTEE 


EXHIBIT No. 90 


January-April, Inclusive 


Gross revenues. . 


Operating Expenses.. .. .. .. 


Net Revenues .. 


Operating Ratio, per cent... .. 


Gross Revenues .. 
Operating Expenses.. . 
Net Revenues . 


Operating Ratio, per cent .. i: 


1Includes Tax accruals 
1937—$1 429,616 
1938—Not yet available 


Dominion Bureau of Statistics, 
June 14, 1938 


1938 


Canadian 
National 
System 
$ 
55,147,637 
59,578,424 
.. Dr. 4,430,807 
108-03 


1937 


62,033,587 
57,467,076 
4,566,511 
92-64. 


EXHIBIT No. 90A 


DomINION BurEAv or STATISTICS 


gross revenues and expenses, January 


Canadian 
Pacific 
$ 
40,579,963 
38,832,4621 
1,747,501 
95-69 


43,537,101 . 


38,046,2781 — 


5,490,823 
87-39 


Transportation and Public Utilities Branch 


Dear Sir,— 


I am attaching a statement of revenues and expenses of the Canadian 
National System and the Canadian Pacific Railway for the four months Januar ‘ 
938 and 1937. The statement I forwarded to you yesterday was com- 


to April, 1 


Orrawa, Canapa, June 15, 1938. 


piled from a monthly report issued by the Canadian 


taxes in their working expenses. 


' Yours very truly, f 
G.S. WRONG, Chief, 


Col. O. M. Biggar, K.C., 
Ottawa. 


Pacific which include 
The attached statement, however, is on the 
same basis as our regular monthly report and both the Canadian National and 
Canadian Pacific data are compiled on the same basis, with minor exceptions. 


Transportation and Public Utilities Branch, “tyg 


- j 
& 

; o 
4 


be 


PS 
OL 


EXHIBIT No. 90A 


January-April, Inclusive 


OPERATING RATIOS 


1930 1931 1932 1933 


67.25} 68.89} 70.67} 73.23 
79.84} 80.06) 77.18] 73.75 
78.66} 80.34) 77.387] 73.38 
74.10} 75.69] 72.81] 68.57 
74.88] 78.75] 73.03] 69.84 
63.09} 62.31] 56.69} 55.04 
59.36; 63.36] 60.13} 56.33 
Tosi) ee SRY OVAL 
82.26; 83.18} 80.75} 76.53 
75.01} 81.65} 83.39] 70.53 
77.74] 83.27] 83.60] 78.64 


78.77 80.12 84.90 75.56 
69.11 leat, 82.19 67.09 
70.10 72.83 76.37 78 .35 
B le ee ne Gatcy 69.941 69.65} 73.57] 69.25 
a Island and Pacific. 74.12} 76.25) 80-30} 81.19 
eye 71.76! 75.09} 78.76) 77.46 
65.59 67.51 65.78 64.57 
74-06 74-04 76-83 77.18 


gen i.° Canadian 
4 National 
System 
rear 8 $ 
PeVenUCH Te. sk 55,147,637 
ating Eixpenses.. .. .. .. 59,578,424 
ot Revenues.. .. setts «7 LFS 4430-807 
erating Ratio, per cent. . y 108-03 © 
pr | 1937 
Dem wevenues: 6). ous. 62,033,587 
Operating Expenses. AY cath 57,467,076 
- Net eee 4,566,511 
92-64 
E: ne EXHIBIT NO. 91 


1934 


69.49 
79.50 


Canadian 
Pacific 


$ 
40,903,673 
37,389,349 
3,514,324 
91-41 


43,517,336 
36,616,661 
6,900,675 
84-14 


BCS Class I Roads with Operating Revenues of 75 millions dollars and over, 1930-1937 


1935 1936 

73.71) 74.07 
72.93} 69.27 
76.47, 74.46 
74.34) 73.14 
T1580) flea 
55.50} 51.66 
By ON SRG 
84.97} 74.16 
16239| areal 
73.52) 70.03 
84.49] 83.76 
82.64] 78.10 
61.66} 63.47 
80.64} 79.69 
75.42| 72.64 
90.14) 87.21 
74.47) 71.72 


73.32) 70.05 
81.46] 75.46 


Die j , ie 
tailways in the United States. (Published by the Interstate Commerce Commission) _ 
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ments, etc. 
CANADIAN Pactric Raipway CoMPANY 
Law Department 
S.F. 266 


O. M. Bicear, Esa., K.C., 
Messrs. Smart & Biggar, 
Victoria Building, 
’ Ottawa, Ont. 
Senate Inqury 


Dear Mr. Biggar,—Statements made by the Vice-Presidents of the Cana 
National last evening recalled to our officers that, in response to enquirie 
the part of the Royal Commission during the train conference in 1931 
possible opportunities for savings through abandonment of lines and . 
facilities and the joint use by both companies of lines and facilities of o 
other, joint iatedients were prepared and signed by officers of the Ca 
National and the Canadian Pacific. 

I enclose copies of these statements as follows:— 


(1) Statement dated 30th December, 1931, signed by Messrs. g W.* 
weather, D. Crombie and C. S. Gzowski on behalf of the Cala 
National, and A. Hatton, J. E. Armstrong and R. McKillop on b 
of the Canadian Pacific. This statement covers the territory ea 
Fort William and includes approximately 1,600 miles of main 
and 175 miles of branch lines, a total of 1 115 miles. You will 
that it recommends consideration of joint trackage in the terr 
Ottawa-Sudbury, Sudbury-Port Arthur and Toronto- Sudbury, — 
thus covers the Eastern Lines portion of the territory discussed 
Mr. Kingsland. | 

(2) Statement, undated, signed by Mr. A. E. Warren for the Canal 
National and Mr. D. CG. Coleman for the Canadian Pacific, vov 
Western Lines territory. This statement covers a total of 1 185. : 
It includes the Western Lines portion of the territory referred te 
Mr. Kingsland. It also includes the line from Kamloops to Vaneot 
ver referred to by Mr. Warren. 


From these documents it is apparent that the initiative as to line ab 
ment proposals lay with the Royal Commission which had already been ac 
ted with the Canadian National estimate of savings from unification, ine 
the abandonment of 2,434 miles of line. 

I should be obliged if you would include. these joint statements an 
letter in the Proceedings of the Committee in order to correct any imp! 
that may have been created that the initiative of the matter of line abe 
ment lay with the Canadian Pacific. 

These joint statements offered ample justification for the Canadian 
to include the lines mentioned in them in its list of possible line aband 
furnished in response to the Commission’s request. ‘ 


Yours sincerely, 
VB. PL PLEIN TORT, 
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SIAN NATIONAL RAILWAYS CANADIAN PACIFIC RAILWAY 
tral & Atlantic Regions Eastern Lines 


it of Opportunities for Co-operation Between the Two Railways That 
MM ay be Worthy of Examination by the Railway Executives 


ideration of Joint trackage in the following areas:— 


M ain Lines 


(a) Montreal —Farnham (Portions) 

(6) Montreal — Quebec (Portions north of the St. Lawrence) 
(c) Montreal — Toronto (Portions) 

(d) Montreal — Ottawa 


(e) Ottawa — Sudbury 
(f) Sudbury —Port Arthur 
(g) Toronto —Sudbury 


(h) Windsor — Woodstock & Ingersoll 


— Branch Lines 

(a) Edmundston— Grand Falls 

(6) Renfrew —Eganville 

(c) Midland —Port Hope & Belleville 
ier (d) Listowel — Linwood 

4 i (e) Galt — Kitchener 


Jo oint switching arrangements and other facilities at the following points:— 


a — Saint John, N.B. Peterboro, Ont. 
Fredericton, N.B. Lindsay, Ont. 
-Edmundston, N.B. Midland, Ont. 
Sherbrooke-Lennoxville, Que. Toronto, Ont. 
Drummondville, Que. Owen Sound, Ont. 
St. Hyacinthe-St. Rosalie, Que. Guelph, Ont. 
Farnham, Que. : Goderich, Ont. 
Quebec, Que. Galt, Ont. 
-Grand’Mere, Que. Kitchener, Ont. 
Shawinigan Falls, Que. St. Marys, Ont. 

~ Joliette, Que. St. Thomas, Ont. 
_ Montreal, Que. Woodstock, Ont. 

~ Cornwall, Ont. London, Ont. 
Prescott, Ont. Chatham, Ont. 
Brockville, Ont. Ottawa, Ont. - 
Smith’s Falls, Ont. Pembroke, Ont. 
Kingston, Ont. North Bay, Ont. 
Belleville, Ont. Sudbury, Ont. 
Trenton, Ont. 


Joint stations or station staffs at:— 


Pe, Chipman, NB. Hanover, Ont. 
—- Actonvale, Que. Harriston, Ont. 
Te Plaster Rock, N.B. Iberville, Que. 
Woodstock, NB. Ingersoll, Ont. 
_ Arnprior, Ont. Grenville, Que. “ee 
Beachville, Ont. Lachute, Que. a. 
Dorval to Vaudreuil, oe Listowel, Ont. 
Beeton, Ont. ; Milton, Ont. 


Bate eh 
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ce | 


Belle River, Ont. 
Jeannettes Creek, Ont. 
Blyth, Ont. i 
London to Chatham, Ont. 
Toronto to Belleville, Ont. 
Brampton, Ont. 

Burwash, Ont. 

Coldwater, Ont. 

Drumbo, Ont. 

Durham, Ont. 

Elmira, Ont. 

Fergus, Ont. 

Mount Forest, Que. 
Grand’Mere, Que. 


t ft 
“ se NG grant }) itt 
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Milverton, Ont. 
Orillia, Ont. 
Renfrew, Ont. — 
St. Johns, Que. 
Shannonville, Ont. 
Stanbridge, Que. — 
Tillsonburg, Ont. — 
Tottenham, Ont. 
Tweed, Ont. © 
Uhthoff, Ont. 
Waterloo, Que. 
Weston, Ont. eet 
Windsor Mills, Que. 
Wingham, Ont. ae 


z: 


4. Handling water borne freight on the Great Lakes ships including conside 
tion of dock facilities. : a 


5. Elimination of unnecessary city Ticket, Freight, Telegraph and Ex sf 
offices. 


6. Interchanging business with railroads in the United States, which are 0 
or controlled by Canadian interests. 


S. W. FAIRWEATHER, A. HATTON, 7 
D. COMBIE, JOHN E. ARMSTRONG,  ~ 
C. S. CZOWSKI, R. McKILLOP. a 


Montreal, 30th December, 1931. 


Canapian Nationay Raiways CANADIAN Pacrric RAILWAY! 
WESTERN REGION WEsTERN LINES 4G 


STATEMENT OF OPPORTUNITIES FOR JOINT OPERATION BETWEEN 
THE TWO RAILROADS THAT MAY BE WORTHY OF EXAMI- 
NATION BY THE RAILWAY EXECUTIVES Aj 


1. Extension of joint switching ‘arrangements at the Head of the Lakes—Port 
Arthur and Fort William. 4 
2. Consideration of the three lines between Winnipeg and Fort William looki 
to the possible partial elimination of one of them. (Lake Superior Branc 
WANA.) 4 
3. Consideration of joint trackage in the following areas: a 
(A) In the St. James area, Winnipeg, as affecting the Midland Railway, 
the C.N.R., and the C.P.R. a 
(B) Winnipeg-East Selkirk. ¥ 
(C) C.N.R. Regina-Brandon line, and the C.P.R. Reston-Wolsele 
branch. e 
(D) Estevan-Bienfait. 
(EK) Regina-Moose Jaw. 
(F) Saskatoon-Unity. 
' (G) Irricana-Beiseker, 
(H) Bruderheim-Edmonton. 
(I) Red Deer-Rocky Mountain House. 
(J) Edmonton-Morinyille, N.A.R. 
(K) Kamloops-Vancouver. 
(L) Minnedosa-Rossburn. 
(M) Alix-Nevis. 


a 
“ J 
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Stations at: 

(A) Morris. 

(B) Portage la Prairie. 
(C) Carberry. 

(D) Carlyle. 

(EH) Virden. 


(G) Catman. 
(H) Holmfield. 
(1) Rosedale. 
(J) Calgary. 
(K) Edmonton. . 
(L) Port Arthur. 


|. Joint 


B. Joint use of Port Arthur docks. 

6. The extension of joint operation on Okanagan Lake and vicinity and the 
_ general routing of Okanagan traffic. 

7. In addition it is thought that economies may be effected by the elimination 
_ of unnecessary City Ticket, Freight, Telegraph and Express offices. 

. General question of the routing of Westbound grain from Alberta to the 
Pacific Coast. 

9. As indicating previous action in the direction of co-operation in the building 
‘of branch lines, the attached agreement of February, 1929, is filed. 


(Sgd.) A. E. Warren, 

. Vice-President, 

i Canadian National Railways 
a Western Region. 


(Sgd.) D.C. Coteman, 
Vice-President, 
Canadian Pacific Railway, 
Western Lines. 
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Exurit B 
EXHIBIT No. 93 


SUPERINTENDENCE HxpeNsSE—Y3rAR 1930 


Total Estimated 


‘Pay expense total | Hatimated 
a ari for railways for herratl 

Exhibit H operated combined net saving 

separately | railways 
i $ $ $ 

faintenance of Way and Structures................... Page 423 5,358,402 | 2,865,423 2,492,979 
EAheNANCe OL MUGUIpINENG. J... 6 os. dec eee cde es reales 2,715,928 1,305,174 1,410, 754 
PEO oS ohn ten RE Rn eR ne 424 3,426,029 2,102,117 1,323,912 
BOLE UME RET ry epee s saselins cba ciate lattes aleae-s's 424 6,596, 253 5,305,783 1,290,470 
feral=—-Goneral OMCErs: 6.5.6.0 bv ee cee wed ee ees ea 1,650, 958 973,519 677,439 
@lerksiand- Attendants... dc isgs sensor reas Feanein ey 5,999,507 | 3,330,835 2,668,672 
“Neonat | tess ales (TS Bae oe os TR a 25,747,077 | 15,882,851 9,864,226 
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